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Over 500 solid, local, business reputations are 


the background of 
ALLIED VAN LINES SERVICE 


When you, as a traffic manager who transfers em- 
ployes, call upon the local Agent-Member of Allied 
Van Lines, you get counsel born of proven success 
in the moving and storing of household goods. 
Both as one of the more than 500 of the nation’s 
leading furniture warehousemen who are Agent- 
Members of Allied Van Lines and as a responsible 
local business man he is equipped to serve you well. 


You'll be impressed by the local reputation of the 
Allied Van Lines Agent-Member. Not only is he 
an acknowledged expert in the packing, shipping, 
moving, and storing of furniture, but he is also a 
respected property-owner with an active, solicitous 
interest in the welfare and progress of hiscommunity. 


Consider, too, thenational prominence of the A gent- 
Member. As the representative of Allied 
Van Lines, he can command for you the 
services of the world’s largest, finest, 
and most modern highway fleet devoted 
exclusively to long-distance moving. He 
will put in operation for your shipments 





the undivided responsibility of a great corporation. 
He can provide a nation-wide network of warehouses 
to accommodate household goods temporarily with- 
outa home, either at shipping-point or destination. 


Turn the problems of employe-transfer over to your 
local Agent-Member, to his skillful crews, and 
to the corporate competence of Allied Van Lines. 
Allied Van Lines operates under the Federal 
Motor Carrier Act of 1935... is regulated by the 
Interstate Commerce Commission . . . is a member 
of the Household Goods Carriers Bureau and a 
participant in its tariff publications. 


Allied Van Lines carries cargo insurance to the full 
extent of liability imposed by law, and provides all- 
risk transit insurance at the lowest rate obtainable. 


Make the local Agent-Member of Allied 
Van Lines your counsel in employe- 
transfer. He will impartially recom- 
mend the method of transportation 
best suited to your needs—whether it 
be by van, rail, or water. 


ALLIED VAN LINES, INC. 


THE WORLD'S LARGE 57M conacpistance MOVERS 
AGENT-MEMBERS IN ALL PRINCIPAL CITIES - HEADQUARTERS IN CHICAGO AT 1018 SOUTH WABASH AVE. 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 1, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 1879. 
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TRY A HELPING OF 
THIS UNUSUAL SERVICE 


AND YOU’LL BE THANKFUL ALL YEAR 


@ The Thanksgiving feast comes but once a year (and may 
yours be bounteous and hearty)—but there's a feast of 
genuine satisfaction every day in the year for the shipper 
who's using DECATUR service. Try a helping and see why. 
Route that next shipment “via DECATUR”. Then check 
its movement . . . note how it's handled . . . observe how 
quickly and safely it reaches destination. 


WE’RE READY TO SERVE YOU 
@ Hundreds of foremost firms employ DECATUR. We're 


ready to serve you with the same brand of freight transporta- 
tion service that has won for us the confidence of these many 
other prominent shippers. Sixteen big terminals await your 
goods; a great fleet of modern transports, equipped with the 
latest safety devices and amply insured, are prepared to go 
into action instantly for you; and a highly trained army of 
dispatchers, supervisors odie pilots and traffic experts 
is at your command. Phone ViCtory 6000 . . . and learn 
why “FOR SHIPMENTS MIDWEST, DECATUR dS BEST. 


DECATUR CARTAGE 


COMPANY 


CHICAGO, ILL. 


ViCtory 6000 
20th St. and Wentworth Ave. 
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Southern Pacific Serves 
twice as much of the West 


as any other railroad > 






















This isn’t just another one of those bragging advertise- 
ments. We want to correct a misunderstanding. 
Some people think we’re only a Pacific Coast railroad. 
Some people think we’re just a California railroad. 


This isn’t so. 
If you ship anywhere West or locate a branch plant 


anywhere in the West, the chances are two to one your 
customers are served by Southern Pacific. 


Here's the proof— 


There are 369 cities and towns in the eleven western 
states with populations of over 2,500. 


Southern Pacific serves twice as many of these places 
as its nearest competitor and nearly four times as many 
exclusively as any other railroad: 






Places of more than 
Places of more than 2,500 population 









2,500 population SERVED 
D EXCLUSIVELY 
SOUTHERN PACIFIC . 53.9% 33.6% 
Rartroap No. 2... . 25.7% 8.7% 
RaitroapD No. 3... . 21.7% 7.9% 
Raitroap No. 4.... 6.0% oo 
Raitroap No. 5.... 7.9% 1.6% 


ALL OTHER RartLroaps . 23.0% 6.5% 





Southern Pacific 
The West's Greatest Transportation System 
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‘lime is the Big 
Boss of Chesapeake 
and Ohio freight 
operations. For this 
dependable service is 
built on careful, in- 
telligent handling of 
shipments delivered on 
time ...accotd- gy 
ing to schedule. a 


In principal cites from coast 
to coast you'll find Chesapeake 
and Ohio freight representatives 
ready to put this “on time’ 


service at your disposal. 


4 ee 4 at Beat . 4 
&. eg ag Bee 5 <3 . $ 
: 2 i ae . “3d aye i 
ee ie | * } 54 # 7h ‘ 
Se aera. 4 i. Ps” : 
nb Oe “" - 23 wt ‘2 #* : ma ¥ 

“ y, a 3 4 
Z ‘ 


CONTROLLED PERFORMANCE 








Barre ceo c320090:S 02a Boon Gonpne Qa en near QanO 9} 9n ea ex0 nasa en( a ot JonGaa oa Ponte F20C onan Fae Jeo Con Can paso Ieee 





The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 








VOLUME LAXII 


November 19, 1938 


Number 21 





Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MAKING THE KICKING EASIER 


OTWITHSTANDING the fact that J. J. Pelley, 
president of the A. A. R., says the railroads, at 
their meeting in Chicago November 4, at which they 
voted to withdraw the proposed wage cut, did not even 
consider postponement instead of withdrawal, we are 
informed that at that meeting J. Carter Fort, general 
solicitor, A. A. R., who had charge of the railroad case 
before President Roosevelt’s emergency wage board, 
discussed postponement as a substitute for withdrawal 
and expressed the opinion that there could not be post- 
ponement for longer than thirty days. 
On what he based that opinion we do not know. 
We wrote to him asking for that information, if he held 





that view, though not asking what he told the railroad 
meeting, and received from his office merely the reply 
that he was out of the city. We have talked to other 
railroad officials who agree with Mr. Fort’s alleged 
view, though they maintain the same secrecy as to their 
identity that was observed by our original informant: 
They say that, if the railroads had not cut wages at the 
expiration of 30 days after the emergency board had 
reported, such failure would have closed the dispute and 
that, if they had proposed to make the cut effective at 
some later date, a new dispute would have been created. 


To us all this seems but another attempt on the 
part of the railroads to find reasons for not doing things 
instead of ways to do them. We find nothing in the law 
to support the opinion of the railroad officials quoted 
and it seems to us ridiculous to say that, if the rail- 
roads had announced that they were postponing the 
wage cut for an undetermined period, the men would 
have struck or threatened to strike. Why should they, 
as long as no wage cut was put into effect against them? 

Even if all the assumptions made by the railroads 
as to the actions of their employes, if postponement had 
been attempted, and the similar assumptions as to 
whether the employes would have been sustained, had 
proved correct, they would have been no worse off than 
they are now, would they? 

And, even if the thirty days theory had any foun- 
dation, why could there not have been a postponement 
for thirty days—which would have given some time to 
ascertain what the President proposed to do and what 
public opinion could be ascertained or aroused to sup- 
port the railroads? But no; the railroads must always 
bend over to make the kicking easier. 


We imagine that the transformation of General 
Ashburn into the civilian head of the Inland Waterway 
Corporation will make no difference in the practice of 
giving him, as an individual who has done so much 
for the railroads and as an employe of a concern that 
has always so heartily cooperated with them, the usual 
stack of annual railroad passes when the New Year 
dawns. It is a beautiful custom and ought not to be 
abandoned! 


Speaking of free transportation, one of the admit- 
ted evils in the railroad business—admitted by many 
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practical railroad men who believe in efficiency and 
economy—is that solicitors from the X. Y. Z. Railroad 
are constantly invading the territory of the A. B. C. 
Railroad—and vice versa—taking traffic that does not 
belong to them and thus causing unnecessary increase 
in the expense of doing business. But the most ridicu- 
lous part of the performance is that these solicitors do 
their invading on passes issued by the railroads from 
which they are taking business. Even on the theory of 
railroad men who believe in passes that this sort of 
thing “breaks even,”’ why indulge in such foolishness? 


GOD AND ASHBURN 


66 HE difference between rivers and canals is that 

rivers were placed where they are by God, while 
canals are man-made,” said Major General T. Q. Ash- 
burn, head of the government barge line agency, in an 
address to the Federal Transportation Association 
(See Traffic World, Nov. 12). “This fact seems to be 
completely overlooked by those gentlemen who so 
strenuously oppose the utilization of our navigable 
streams for transportation purposes, and array im- 
posing figures of costs to show why our streams should 
not be utilized.” 

We submit that the general is not fair to God, 
because he implies that God has provided navigable 
streams for transportation purposes though he later 
says that he could not operate his barges successfully 
unless man supplemented the work of God. As every- 
one who wishes to face the facts knows, the waterways 
on which the government barges operate have been 
made usable by such barges by the expenditure of hun- 
dreds of millions of dollars of the public’s money, and 
such waterways are essentially artificial waterways, 
man having canalized them. The point is that these 
canalized waterways were not suitable for barge opera- 
tions before they were improved at great public ex- 
pense—in other words they may almost as well not 
have been in existence so far as barge transportation 
is concerned. 

Glancing through the last annual report of the 


Chief of Engineers of the U. S. Army, we find the fol- 
lowing: 


The canalization of the upper Mississippi River to provide 
a 9-foot channel for barge navigation is 67 per cent completed. 


General Ashburn should note the use of the word 
“canalization” by the Chief of Army Engineers, who 
supervises waterway improvement work. 

The report says that the estimate of cost of new 
work for the upper Mississippi “canalization” project, 
revised in 1937, is $153,000,000, and that the latest 
estimate for annual maintenance and operating cost 
is $1,750,000. 

In another part of the same report is found infor- 
mation about the project “for securing a permanent 
navigable channel with a minimum low-water depth of 
6 feet and a minimum width of 200 feet” in the Mis- 
souri River, Kansas City to the mouth. It is stated that 
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the estimate of cost for new work, revised in 1936, is 
$72,000,000 for this project, and that the estimated 
annual cost for maintenance is $2,000,000. 

The estimated cost of new work on the Illinois 
waterway project, revised in 1935, says the report, is 
$30,189,500. Annual cost of locks and dams is estimated 
at $350,000, and of channel maintenance, $448,000. 

Cost of new work on the Warrior River project, 
now combined with the Black Warrior and Tombigbee 
Rivers, is estimated at $15,400,000, and annual cost of 
maintenance is estimated at $574,000. 

The government barge lines operate on these 
waterways, which are being made usable for such op- 
eration at an estimated expense of $270,589,500 for 
new work and an annual expense of $5,122,000. 

The Ohio River—on which the government does 
not yet operate—was canalized at an estimated cost 
of around $130,000,000, according to the report of the 
Chief of Engineers. The estimate of annual cost of 
operation and care of locks and dams, made in 1936, 
is $2,694,000. 

Why these vast sums of money should be forgotten 
in computing the cost of water transportation made 
possible by them we have never been able to under- 
stand. 

General Ashburn says the accounting of the Inland 
Waterways Corporation has been violently criticized, 
but that its accounts have been kept in accord with 
the I. C. C. rules of accounting “which forbid the in- 
clusion of any amounts not actually paid out and which 
represent actual income and outgo. We pay no tolls or 
operating charges for the use of our fleets, we have no 
outstanding bonds; our stock is owned by the United 
States, and the accumulated surplus which would ordi- 
narily be paid out in dividends, is also owned by the 
United States.” 

No one that we know of has ever contended that 
General Ashburn should include in his accounts 
“amounts not actually paid out.” The general could 
easily clear his conscience in this matter if he would 
state that, having been financed by Congress and not 
having to meet charges a private enterprise has to 
meet, he makes a showing as to income that he could 
not make if he had to meet the charges indicated and 
that, therefore, the results of his operations are not 
comparable with similar operations under private 
ownership and operation. In view of the fact that he is 
supposed to be conducting a demonstration as to the 
feasibility of inland waterway transportation under 
private operation, he should, of course, go further and 
submit estimates each year as to what his costs would 
have been if he had started from scratch as a private 
operator and had had to obtain his capital in the open 
market, and pay interest, taxes, rent, and postage, 
which he does not have to pay as operator of the gov- 
ernment barge lines. 

Again, the general says: 

Since our forefathers, from 1787, have continuously de- 


clared the use of these rivers to be free, since the Inland 
(Continued on page 1032) 
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Current Topics in 
Washington 





It may have been only because he 
was a bit irritated by the shameful 
thing the voters had done to him (turn- 
ing him out of office) and not careful 
in choosing his words, but the fact is 
that Governor LaFollette, a few days 
after election, used the language of the reactionary. He ex- 
pressed a determination to “restore” something. Restoration, 
all lexicographers agree, means to go back to something that 
has heretofore existed but does not now exist. Therefore, a re- 
actionary is a restorationist. 

A man who desired to restore the Stuarts to the throne 
of England or that of Scotland alone, would be a reactionary. 
Yet Governor LaFollette, so progressive that he felt constrained 
to organize a new “Progressive” party, said, “definitely and 
irrevocably, progressives are in the lists to stay until every 
American has been restored his right to a decent and secure 
livelihood.” 

The reported overlooked a fine bit of news by failing to 
ask the date on which the American had lost that right. By 
getting that date he would have performed a great service to 
the bereft American. A definite date woul dhave told the 
American exactly to what he was to be restored. So far as the 
American knows, the governor may be thinking of restoring 
the Hoover days. Or he may have meant only reaction to the 
day before the voters were so harsh as to turn him out of of- 
fice. Or the governor may have had in mind the days of Wood- 
row Wilson. He couldn’t have meant Grover Cleveland, be- 
cause he is not old enough to remember those days. 


Governor LaFollette 
Seems to Be Turn- 
ing Reactionary 





Reaction to the Commission’s pre- 
scription of conditions for the protec- 
tion of labor in Finance No. 11847, Chi- 
cago, Rock Island and Gulf trustees 
lease, and Finance No. 11844, Louisiana 
& Arkansas et al. merger (see Traf- 
fic World, Nov. 12, p. 987), has suggested to some, the doing 
of something definite, either by Congress or by the courts, to 
settle the question whether, in the public interest, the Com- 
mission has the power to impose such conditions as the price 
to be paid by railroads for approval of consolidations, leases, 
and mergers authorized by the interstate commerce act. The 
Commission has heretofore construed the law as giving it the 
power, even as it has done in the two cases just decided. 

But the Commission is in the position of having called the 
attention of Congress to what it called its lack of jurisdiction 
adequately to protect employes from financial losses or other 
inconveniences as a consequence of railway unifications found 
to be in the public interest. Congress has done nothing though 
the Commission called its attention to the asserted lack in 
1935. That, however, was three years after the Commission, in 
Consolidation of Railroads, 185 I. C. C. 403, had declared that 
it had the power exercised in the Rock Island and L. & A. cases. 
However, in that case, it said that, “if any doubt exists as to 
our jurisdiction in the premises, it should be safeguarded by 
Congress.” 

Sharpness of a dissent by Commissioner Mahaffie, not on 
account of the quality of the conditions, but on the question of 
jurisdiction to impose what have been called bargaining con- 
ditions, serves to focus attention on what the Commission has 
done. The prescription of conditions in the two cases under 
discussion, was not the breaking of new ground. However, the 
labor conditions therein prescribed are more detailed than in 
any of their predecessors, and the challenge of power in the 
Mahaffie dissent is keen and unqualified. 

The conditions in the Rock Island and the L. and A. cases 
are, in substance, the conditions that were laid down in St. 
Paul Bridge and Terminal Railway Company Control, 199 I. 
C. C. 588, for the protection of 107 employes—a greater num- 
ber than involved in either of the two instant cases. But, in 
the instant cases, the conditions laid down are elaborated and 
cover a definite period. 

In the bridge and terminal case the Commission approved 
acquisition by the Chicago Great Western of the St. Paul Bridge 


Labor Conditions in 
Rock Island Case 
May Bring Action 
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and Terminal Company and the St. Paul Union Stock yards 
Company under the condition that the applicant “maintain a 
separate seniority register for the employes of the terminal 
company .. . and in future adjustments of employment re- 
sulting from the necessary change in traffic or operating con- 
ditions employes covered by such register will be given their 
pro rata share of the available work, and if, to maintain this 
relationship, transfer to other duties is required, no employes 
shall, without his consent, be in any worse position by reason 
of such transfer, in respect of the conditions of his service as a 
whole, including tenure of employment, remuneration, pensions, 
superannuation, sick fund, or other benefits or allowances, 
whether obtaining legally, or by customary practice of the 
constituent or subsidiary company, as compared with the con- 
ditions of service formerly obtaining.” 

Commissioner Mahaffie, concurring in part, said he agreed 
except as to the condition relating to the employes. He said, 
among other things, that the question of handling the seniority 
positions of employes either separately or by combination with 
the forces of the applicant should be left to be handled by ne- 
gotiation between the parties concerned and whose interests 
were affected. The Commission, he said, should not undertake 
to “freeze” it by an order in this proceeding. 





Work not being pressing one day, 
a member of the Commission’s rate 
force asked himself: “How many 
freight rates are on file with the Com- 
mission?” He did not ask how many 
tariffs or schedules. 

Undertaking to answer his own question, he made a num- 
ber of assumptions and did some multiplying. The why of some 
of his assumptions may not be obvious. The fact, however, is 
that he made them and made his multiplications. He worked 
in round numbers and obtained a round total. 

Among other things he found that there were 20,000 ar- 
ticles listed in the classification, a quarter of a million origin 
points, and a like number of destinations. Also, he found there 
were 306 working days in a year and that the Commission had 
been in existence nearly 52 years. 

An assumption was that there were on an average twenty 
routes for each origin and destination and that most articles 
had a rating or rate for a carload and for less than a carload. 

Rolling all these things to his machine that multiplies and 
does other athletic stunts, the result of his manipulation or 
manipulations was 1,000,000,000,000,000,000,000, approximately. 
So he said there were one septillion rates with which simpli- 
fiers of tariffs might play at will. 


Hardly Seem Enough 
Rates on the Files 
of the Commission 





According to a report from the 
United States consul-general at Ber- 
lin, the Nazi government has de- 
cided to extend the Austrian postal 
savings system to the whole of the 
reich. It is more advantageous, says 
the report, than the postal savings system in use in the reich 
as it was before Austria was annexed. 

The Austrian system, says the report, has the advantage 
of permitting a depositor to draw on his account at any post 
office or postal agency in the country. 


The report, made prior to the anti-Semitic fury, said the 
system had proved unusually satisfactory and popular in 
Austria and had been regarded as examplary throughout the 
world. The consul-general reported that this was the first 
important institution of the former Austrian republic that had 
been taken over and applied in the rest of Germany, as most 
of the work of uniting the two countries had consisted rather 
in introducing German measures and institutions into Austria. 


Nazis Find One Good 
Thing Outside the Area 
of Their Origin 





There is no agreement among 
the watchers on the political walls 
of Washington as to what mean the 
moves that took place on election 
day, so far as may affect Congress. 

One set sees a more determined 
opposition to whatever the President may propose. Another 
sees a chastening of Democrats so emphatic that they will 
draw nearer each other, not for the purpose of using Knives, 
but for protection from the increased number of Republicans 
and the possibility of even worse for the Democrats two years 
hence. 

A general idea is that, if President Roosevelt brings for- 
ward his court and department and commission plans of re- 
organization in the old form, the Democrats who fought him 
in the last Congress will be more determined than ever to 
prevent favorable action. Few, however, appear to think that 


Watchmen on Political 
Walls Can’t Agree 
on What They See 
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the President will be so irritating to members of his own party, 
especially to those who defeated his plans and then defeated 
his candidates in the primaries. 

It is believed that the President has not made up his 
mind as to what course he will follow. In other words, there 
is an idea that he will be inclined to keep away from an open 
fight, even though he may be as determined as ever to make 
his party “liberal” in all parts and thereby take from 
LaGuardia and LaFollette any chance to unite the so-called 
liberals under any banner or banners they may raise. The 
LaGuardia effort to gather around him a liberal crowd, it is 
believed, will not turn out very well for the “little flower.” 
Thus far he has run for office as a Republican, as a Socialist 
and a fusionist. Just how he could hope to barge into the 
Democratic party as the leader of its “liberals” is not per- 
ceptible to observers at this time. 

So far as the Republicans are concerned, the general 
thought is that he is done so far as they are concerned. As a 
Socialist, appealing to the whole country instead of merely to 
a district in New York City, the thought is that he would be 
just as great a dud as other leaders of that party have been. 

Were the man in the White House other than a Roosevelt, 
it is believed, the result of the election would be a quiet ses- 
sion of Congress, with nothing more than the passage of appro- 
priation bills likely to be done. 

Speaking of appropriation bills, a thought of some terri- 
torial expanse is that there will not be so many lump sum 
appropriations as hitherto, if any. The lump sum way of put- 
ting out money has made the man in the White House too 
powerful. There is a thought that the tendency will be to 
return to the old way of making appropriations—that is, for 
Congress to specify, rather minutely, the projects for which 
specified sums are to be used.—A. E. H. 


GOD AND ASHBURN 
(Continued from page 1030) 


Waterways Corporation has consistently rendered its reports 
in accordance with the rules of the accounting prescribed by 
the Interstate Commerce Commission, then it has been the 
corporation which has been consistently conservative and rep- 
resentative of the spirit of our people in its reports of its finan- 
cial transactions, and the radicals are those who now wish to 
change the accepted policy of free waterways (as provided by 
ordinance and statute) by the inclusion of “costs” of water trans- 
portation which do not actually exist, and which were never 
intended to exist, to show that the cost of water transportation 


is prohibitive. 

Despite the fact that Congress has not—as it 
should—imposed tolls on those using the waterways 
improved at public expense as a place of doing business 
in competition with others not so preferred, the “costs” 
of such improvements do exist and cannot be blown 
away like a bubble, as desired by General Ashburn. 
The “costs” of producing and operating the plant of the 
Inland Waterways Corporation also exist, notwith- 
standing what the general says. These “costs” should 
be considered in determining how “cheap” water trans- 
portation is on the inland waterways and some return 
to the public should be afforded by a proper charge for 
the commercial use of the waterways other than that 
“return” claimed by comparing water rates with rail 


rates, with no reference to the cost borne by all the 
public. 


CHANGES IN I. C. COMMITTEES 


Twelve members of Congress who served on the inter- 
state commerce committees of the Seventy-fifth Congress will 
be missing from those committees’ ranks when the Seventy- 
sixth Congress meets in January. Nine are members of the 
House committee on interstate and foreign commerce while 
three are members of the Senate interstate commerce commit- 
tee. Most of them were defeated for reelection November 6. 

Senator Wheeler, of Montana, chairman of the Senate in- 
terstate commerce committee, was not up for reelection, his 
present term not expiring until 1940. He will retain the chair- 
manship of that committee. Senator Lonergan, of Connecti- 
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cut, and Senator Brown, of New Hampshire, Democrats, were 
defeated for reelection. Senator Dieterich, of Illinois, Demo- 
crat, also a member of the Senate committee, was not a can- 
didate for reelection. 

Represenative Clarence F. Lea, of California, chairman 
of the House committee, was reelected. House committees are 
organized at the beginning of each new Congress, but it is 
expected Mr. Lea will continue as chairman. 

The members of the House committee who were defeated 
November 8 were Representatives O’Connell, of Montana; 
Kelly, of New York; Quinn of Pennsylvania; O’Neill, of New 
Jersey, and Withrow, of Wisconsin—all Democrats, except Mr. 
Withrow who is a Progressive. 

Representative Pettengill, of Indiana, who fathered the 
long-and-short-haul bill of the National Industrial Traffic 
League and saw it passed by the House twice, did not seek re- 
election. Representative Sadowski, of Michigan, who took a 
prominent part in the drafting and enactment of the motor 
carrier act, 1935, was defeated in the Michigan primary earlier 
in the year. Representative Eicher, of Iowa, and Representa- 
tive O’Brien, of Illinois, did not seek reelection. 

The Republican members of the House committee were 
reelected. They are Representatives Mapes, Michigan; Wol- 
verton, of New Jersey; Wolfenden, of Pennsylvania; Holmes, 
of Massachusetts; Reece, of Tennessee; Wadsworth, of New 
York, and Halleck, of Indiana. 


There were twenty-seven members of the House committee 
at the last session—the Democrats having an overwhelming 
majority of twenty. Due to the gains made by the Republicans 
November 8 in the House membership, this relationship on the 
committee wlil be changed by the addition of Republicans and 
a reduction in the number of Democrats. 


Senator Davis, of Pennsylvania, the only Republican mem- 
ber of the Senate interstate commerce committee up for re- 
election, was reelected. Not much change in that committee— 
other than the filling of the three vacancies—is expected. The 
Republicans may obtain an additional member on it. There 
have been sixteen Democrats, three Republicans and one 
Farmer-Laborite on the committee. 


AGREED RATES IN CANADA 


_ A change in railway rate making went into effect in Canada 
this week through the legalization of what is known as the 
“agreed rate.” The law reads as follows: 


Notwithstanding anything in the railway act, or in this act, a car- 
rier may make such charge or charges for the transport of the goods 
of any shipper or for the transport of any part of his goods as may be 
agreed between the carrier and shipper. 


The rate must be approved by the regulating board and, 
when approved, must be published. It must be expressed in 
cents a hundred pounds, the single carload is not to cost pro- 
portionately more than a greater number of carloads, and the 
rate must be available to any other shipper similarly circum- 
stanced, so that no discrimination, undue prejudice, or undue 
preference shall result. Other technical restrictions are also 
provided. 

The Canadian law follows the British law, but with two 
differences. One is that Canada still retains the single carload 
as the maximum load-unit for rate making. Great Britain per- 
mits “wholesale rates” for large consignments. Second, the 
British agreed rate can be made in a great variety of ways. A 
typical case is that of an “agreed rate” between an English 
railway and a large chain-store concern, the charge being 
equivalent to four per cent on the “trade value” of the mer- 
chandise carried. Great Britain also permits the use of flat 
carload rates, similar to the all-commodity rates with which 
some of the United States railroads have been experimenting in 
competition with trucks. In this case the rate is for trans- 
portation of the car substantially regardless of the size or 
character of the load it contains. 


OBSOLETE ORDERS CANCELED 


The Commission, in compliance with directions given by 
the Federal Register Act, 49 Stat. 500-503, requiring the can- 
celation of obsolete orders, has canceled the following: 


Valuation Orders Nos. 2 and 10, dated May 12, 1914, and Decem- 
ber 23, 1914, respectively, relating to abandoned property; valuation 
Order No. 9, dated April 4, 1916, relating to transportation of em- 
ployes, supplies and cars of the Bureau of Valuation; valuation Order 
No. 13, dated February 9, 1915, relating to schedules of property 
owned or used by steam carriers; and valuation Order No. 21, dated 
July 6, 1917, relating to specifications for maps, charts, and sched- 


ules of telegraph and telephone properties in so far as applicable to 
railroads. 
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Decisions of Interstate Commerce Commission 








FREIGHT FORWARDING CASE 


INDING that the freight forwarder, in its relation to the 

rail lines, is a shipper, the Commission, in a report written 
by Commissioner Porter, in No. 27365, Freight Forwarding 
Investigation, opinion No. 22392, 229 I. C. C. 201-330, has found 
that certain rules and practices of the railroads with regard 
to the forwarder traffic they handle are unlawful in that they 
amount to concessions from their published rates and give the 
forwarders illegal concessions. 


The Commission’s order requires the respondent railroads 
to establish on or before February 17, 1939, and thereafter to 
maintain and apply, in connection with the transportation and 
handling of traffic of forwarding companies, rates, charges, 
rules, regulations and practices which will prevent and avoid 
the unlawful rates, charges, rules, regulations, and practices 
found in the report to exist. 


The conclusions reached by the Commission follow: 


We find that the forwarder as described upon this record, in its 
relation to the rail lines, is a shipper. 

We further find that the forwarder as described upon this record, 
in its relation to the public, has characteristics of a common-carrier 
transportation agency, and that its regulation as such is not compre- 
hended within the provisions of either part I or part II of the act. 

We further find that, should the rail lines, by appropriate coopera- 
tive effort, fail to perform a less-than-carload service, including collec- 
tion and delivery of freight, either by themselves or through one or 
more wholly owned and controlled agencies, whereby traffic which is 
now being handled by the forwarder, together with the present regular 
less-than-carload traffic, will be handled under a basis of graduated 
quantity rates adjusted in such manner that the less-than-carload ship- 
per can ship in his own name and be treated the same as any other ship- 
per in less-than-carload lots, then and in that event the only effective 
means of correcting many of the abuses practiced by forwarders as 
portrayed upon this record and illustrated in this report is by the 
enactment of legislation regulating the forwarder so as to prohibit un- 
reasonable, unjustly discriminatory, and unduly prejudicial and prefer- 
ential rates, charges, rules, and practices, and regulating specifically the 
relations between the forwarder and other transportation companies. 

We shall expect respondents, individually or in cooperation with 
each other, to evolve means of establishing adequate charges for ex- 
traordinary services performed by them on forwarder traffic. 

For convenience in treatment, this report has been divided into 
chapters. It should be understood that the conclusions reached at the 


close of certain chapters are based upon the entire record in the pro- 
ceeding. 


Commissioner Meyer, in a separate expression, said he con- 
curred generally to the effect that the carriers should them- 
selves directly undertake the forwarding business to the extent 
that was practicable, economical, and efficient. 


Concurring generally, Commissioner Caskie said he did 
not perceive the need for and, therefore, was unable to join in 
the conclusion, which in substance, he said, was that, should 
respondents fail to pursue the course of action recommended 
by the report, correction of many of the abuses found to exist 
could be effected by the enactment of legislation regulating 
forwarders, apparently as common carriers. Commissioner 
Lee jonied in that expression. 


Commissioner Eastman, dissenting in part, said that the 
trouble with the majority report, as he saw it, was that the 
facts had been viewed from a faulty perspective. Emphasis, 
said he, had been put in wrong places. The conclusions, he 
said, suffered from the consequent distortion. 


The Eastman dissent, of about fourteen printed pages, 
is about as long as many a Commission report. He said that 
the benefit derived by shippers from the operations of for- 
warding companies was admitted but was minimized. It was, 
he said he thought, clear on the face of things that the for- 
warding companies could not have developed, expanded, and 
prospered as they had in recent years, unless they were meet- 
ing a definite need of the shipping public and conferring posi- 
tive and sizeable benefits. He pointed out that the central and 
most important facts was that the carriage of less than carload 
freight for many years had been a troublesome, unsatisfac- 
tory and unprofitable part of the railroad business, adding that 
this was true long before the depression. The method of 
handling less than carload and package freight which the for- 
warding companies had developed, he said, had demonstrated 
in practical operation its public value. 


Commissioner Eastman said that, from his experience with 
this general subject, he did not believe that the railroads would 


take any constructive action wholly of their own volition. He 
said there were too many apparently conflicting interests to 
be resolved, and a general disposition to resist collective action 
on so broad a scale. Continuing along that line, he said: 

What is proposed would entirely remove less-than-carload freight 
from the field of individual railroad activity, causing fear that this 
might lead to similar action with respect to other forms of traffic. Some 
of the executives regard it as a step toward what they speak of as 
‘‘nationalization’’ of the railroads. If anything is to be done, therefore, 
it will require some form of Government intervention and leadership. 
The project is one, in my opinion, which is not well adapted to direct, 
compulsory legislation. It calls for much negotiation over not only the 
broad outline but the details of the plan. It is, however, a matter 
which could be dealt with in this way to great advantage by the pro- 
posed Federal Transportation Authority which was recommended in a 
report made to the President last April by a committee made up of 
three members of this Commission, and which was printed as House 
Document No. 583 of the Seventy-fifth Congress, 3d session. The bill 
therein recommended for the creation of such Authority also proposed 
to confer upon this Commission certain powers with respect to pooling 
and like matters, which the Authority could invoke, if necessary, in 
arriving at a solution of the problem. However, certain other legisla- 
tion might be necessary. The majority recommend legislation for the 
regulation of forwarding companies only in default of constructive 
action by the railroads along the vague lines of ‘‘cooperative effort’’ 
which are indicated. I do not favor such a postponement and regard 
legislation of this character as necessary in any event. 


Having found that the freight forwarder, even when con- 
trolled by stock ownership by a railroad, in its relation to the 
rail lines was a shipper, the Commission found specified prac- 
tices at many points throughout the country were in violation 
of various sections of the interstate commerce act. The order 
therefore amounts to a direction that the railroads revise tariffs 
and change practices so as to remove violations, many of them 
of section 6, and observe the tariffs as published just as if there 
were no relationship between the forwarder and the railroads. 


The Commission found that the New York Central through 
its subsidiaries although owning only 49.5 per cent of the 
capital stock of the Universal Carloading & Distributing Co. 
effectively controlled that corporation, one of the three large 
forwarding companies. It further found that the Erie, Chesa- 
peake & Ohio, and Pere Marquette, which, it said, were owned 
by a common interest, together owned, through subsidiaries, 
substantially all the capital stock of and effectively controlled 
the National Carloading Corporation, another of the three big 
forwarding companies. 


A further finding was that the New York Central’s control 
and domination of the Universal was such as to constitute the 
latter an agency or instrumentality of the railroad for the con- 
solidation of less than carload shipments into carloads and was 
thereby rendering the public a service by indirection which was 
unauthorized by tariffs; was collecting and receiving a different 
compensation for the transportation of such forwarder freight 
than the rates and charges specified in the governing tariffs, in 
violation of section 6, and was charging and collecting from 
some shippers a different compensation than from others for 


substantially like transportation services, in violation of section 
2 of the act. 


Similar findings were made with respect to the Erie, Chesa- 
peake & Ohio and Pere Marquette. 


The Commission said the Baltimore & Ohio had recently 
acquired a financial interest in General Carloading Co., Inc. 


The two rail controlled forwarding companies mentioned 
and the Acme Fast Freight, in which the Commission did not 
find any rail ownership, are the three large forwarding com- 
panies, there being about 20 such companies in the country. 
With regard to the Acme, which has been a large figure in the 
administration of the motor carrier act, the report shows that 
it operates over, among other railroads, the Lackawanna, the 
Boston & Maine, the New Haven, the Wabash, the Illinois Cen- 
tral, the Cotton Belt, the Milwaukee, the Union Pacific and the 
Southern Pacific. The report shows that the revenue of the 
Universal in 1936 was $46,000,000; that the revenue of the 
National in that year was $31,000,000, and of the Acme, $25,- 
000,000. The report said that the Universal operated in 36 
states, the National in 32 and the Acme in 30. 

The Commission found that various railroads owned trans- 
port companies, which, it said, were formed or acquired pri- 
marily to aid in handling traffic in competition with highway 
motor carriers, and that these transport companies in some of 
their operations acted as forwarding companies. It said the 
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character of the forwarder with respect to such transactions 
was that of a shipper. ; 

Illustrative conclusions with regard to transport companies 
were that the Cotton Belt owned and controlled the Southwest- 
ern Transportation Co., which performed for Acme certain serv- 
ices incident to interstate transportation by the Cotton Belt 
without appropriate tariffs in violation of section 6; that the 
Louisiana & Arkansas performed physical transportation serv- 
ices from Shreveport, La., on less than carload shipments han- 
dled in the manner of a forwarder at rates which were less 
than those on file with the Commission in violation of section 6. 
A further finding was that the rates filed by the railroad trans- 
port companies were not applicable on less than carload ship- 
ments of the forwarder sort when handled from break-bulk 
points, and that the application of such rates on shipments han- 
dled in that manner was in violation of section 6. The Com- 
mission further found that the practice of respondents, directly 
or through their transport companies, of carrying forward as 
advances on outbound less than carload billing from break-bulk 
points, forwarder charges which could not be verified by tariffs 
on file with it, except bona fide c. o. d. charges where such 
carrying forward was authorized by the tariff, was in violation 
of section 6. 

Based on the finding that forwarders were shippers, the 
Commission found that the renting or leasing of space to for- 
warders on bases which failed to yield an adequate return on 
the value of the premises used, or permitting the free use of 
such space, violated sections 2, 3 and 6. 

The criticism about the renting or leasing of space grew 
out of the fact that the traffic of forwarders, according to the 
report, was generally handled through freight houses or other 
facilities owned or leased by respondent railroads. The report 
said the arrangement for that service and the facilities occu- 
pied varied with individual respondents. For instance, at New 
York and Philadelphia, it said, the railroads exacted no charge 
for space used on their premises in the handling of carload 
freight, as their tariffs authorized them to load and unload 
carload freight without charge and to make allowances for 
such services when performed by shippers. At other points, 
such as Boston, Chicago, Detroit and St. Louis, where the 
respondents held themselves out to load and unload carload 
freight at a tariff charge, no rate was exacted for the use of 
space in the handling of forwarder traffic. Where the for- 
warder performed the loading and unloading, the report said, a 
rental charge was generally applied for the space used in con- 
nection with that service. 


An exception to that rule, it said, was made at Denver, 
Colo., where the Union Pacific granted to Universal exclusive 
use of certain portions of its freight house without charge. The 
Union Pacific, the report said, undertook to justify that practice 
on the theory of carrier’s convenience. 


The report criticized the practice of the railroads to fur- 
nish, for forwarder shipments, a liberal supply of empty cars 
in response to standing, daily, or special orders, and what it 
deemed the abuse by forwarders of the “two for one rule.” It 
found that any agreement between the shipper and any of the 
railroads that two smaller cars were to be furnished on an 
order for a 50-foot car regardless of the availability of a 50- 
foot car and on notations on shipping orders or waybills that 
a 50-foot car was ordered for the convenience of the carrier, 
was a device to circumvent applicable tariff rules and in viola- 
tion of section 6, and was in substance “a falsification of 
records in violation of section 20(7) of the act.” 


_ Dealing further with alleged misuse of cars, the Commis- 
sion found that in instances where railroads, without appro- 
priate tariff authority permitted freight for stop-off points to 
be loaded into separate cars regardless of whether the initial 
car was loaded to full visible capacity or as heavily as loading 
— would permit, the practice was in violation of sec- 
ion 6. 


Another finding is that the railroad rates, rules, regulations 
and practices in western territory are unreasonable to the 
extent that they fail to impose on forwarder traffic when loaded 
into two smaller cars furnished on an order for one large car, 
a reasonable restriction concerning the loading of such cars of 
forwarder freight to the effect that the longer of the two, if 
of different lengths, and subject to different minimum weights 
when loaded singly, shall be charged at actual or estimated 
weight subject to the minimum weight fixed for such car and 
the remainder of the shipment loaded in the other car shall 
be charged at actual or estimated weight and carload rate, 
but in no case shall the total weight charged for the two cars 
be less than the minimum weight fixed for the car ordered. 

Other subjects or phases of the general question are treated 
under subject captions such as: Billing of shipments; stopping 
of cars in transit to complete loading or partially to unload; 
split origins and deliveries; train and switching services; ex- 
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tension of credit; solicitation of freight; tonnage and revenues; 
and attitude of respondents and shippers toward forwarders. 

In a general discussion leading up to the conclusion that 
the forwarder was a shipper, the Commission said it had long 
been the law that, “the carrier deals with the shipment that 
is tendered, not with its ownership nor with its ultimate use; 
and it deals with the shipper who tenders it, not with the owner 
of the property or the last and most remote person to whom 
it is distributed.” The consolidated consignment with which 
it was dealing in this report, the Commission said, was shipped 
over the railroad by the forwarder in its name and to itself 
as consignee. 

“The forwarder, therefore, is the only shipper or consignee 
known to the railroad in so far as this traffic is concerned,” 
says the report. “It must be, therefore, that the forwarder 
as it now operates, in its relation to the railroads, is a shipper.” 

The Commission said it had little or no concern in this 
proceeding with a so-called forwarder who had become qualified 
by experience and training to select for the public the best 
routes and services of various transportation companies, and 
in a sense acted as an intermediary between the shipping pub- 
lic and the transportation company, receiving a commission for 
such services. It suggested that such a forwarder established 
himself as a broker in the general sense of the word. It said 
that such forwarders issued no bills of lading, assumed no 
initial responsibility for the transportation of shipments, for 
the collection or delivery of them, nor for loss or damage. 
They issued, it said, no freight bills at either origin or destina- 
tion and did not guarantee delivery. 

It was dealing, said the Commission, with major forward- 
ing companies, whether or not they actually owned the equip- 
ment used for the transportation of the shipments, who held 
themselves out to the public in their own names to transport, 
or caused to have transported, less than carload shipments 
between the principal cities of the United States, by public 
advertisements and schedules of rates and charges, regardless 
of the mode of transportation, whether it was by truck, rail- 
road, water, or a combination of such transportation facilities. 
In some instances, the report, said, they used their own motor 
vehicles to perform either part or all of the transportation 
service. The larger forwarders, it added, published elaborate 
schedules of rates, but they were not required under the 
present law to adhere to them and it appeared that departures 
from their advertised rates were not uncommon in the past 
where necessary for the particular forwarding company to 
obtain the traffic. 

There could be no doubt, said the Commission, that the 
forwarder method of handling traffic had made for itself an 
important place in the transportation field. It should exist, how- 
ever, said the Commission, independent of the abuses por- 
trayed in this record most of which imposed a burden of un- 
necessary expense on the rail line. The forwarder method of 
shipment generally, it said, had served to promote transporta- 
tion economy by concentrating traffic. If this achievement had 
not been attended by the practices of the rail lines in ex- 
tending unduly advantageous treatment to this class of traffic, 
it said, there might have been no occasion for this investigation. 
The rail lines, the report said, were largely responsible for 
the development and fostering of the forwarder. 


The gradual entrance of the trucks into the business of 
intercity transportation, the report said, deprived the rail 
lines of much of their less than carload traffic, chiefly because 
the trucks were able to afford collection and delivery service in 
connection with such transportation at the same or lower 
rates than were offered by the rail lines without collection and 
delivery service. 

Continuing the Commission said: 


As much of this traffic was gradually diverted to the trucks the 
rail lines made practically no effort to retain or retrieve it by the es- 
tablishment of rates or services that would meet the situation. In- 
stead, the forwarder, already operating certain truck lines, offered to 
the public a basis of rates and charges on less-than-carload traffic which 
was lower than that of the rail lines, and began the concentration of 
these shipments into carloads by rail. Instead of the rail lines under- 
taking to adjust their rates and services to retain their merchandise 
traffic by direct handling, they reduced their carload rates, permitted 
the mixture of various classes of commodities, frequently including 
articles rated first class and higher, establish@d unusual stop-off privi- 
leges, and generally adapted their rates, rules, and tariff provisions in 
a manner conducive to the profitable operation of forwarder companies. 
Considerable traffic was retrieved from the trucks in this manner, and 
the substantial business now conducted by the forwarder over the rail 
lines represents to some extent increased business, but because of the 
reduced rates and increased services demanded of the rail lines it is 
clear that the latter have not gained as much as they should from this 
forwarder service. . . In 1935 the forwarder traffic constituted 25 per 


cent of respondents’ less-than-carload tonnage, and since that time the 
percentage has been steadily increasing. 

During the ascendancy of the forwarder there has been an impor- 
tant evolution in the field of transportation. The development of high- 
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ways has brought localities closer together from the standpoint of time. 
The customary method of publishing rates on shipments of only two 
quantities, carloads and less-than-carloads, is gradually being forced 
into obsolescence by competitive factors. Shipments of several thou- 
sand pounds are no longer moving the shorter distances at the conven- 
tional less-than-carload rates. These are turned over to the forwarder, 
to water lines or to public or private trucks. ... 

Under the foregoing circumstances it may be that if respondents 
had given the same consideration to the establishment of particular 
rates in order to accommodate their merchandise traffic to the chang- 
ing demands of trade as they have given to relaxing rates, rules, and 
practices in order to foster the forwarder, the revenue results to them 
might now be more favorable. The fact is that, aside from establish- 
ing collection and delivery service at some points, respondents have 
thus far made little effort to retain shipments that have gradually 


drifted from direct handling by them to the forwarders at reduced 
rates. 


It would seem feasible for respondents themselves, either by the 
utilization of their established express agency or by other means at 
their command, to inaugurate an efficient service for what is essentially 
less-than-carload traffic, whereby traffic which is now being handled by 
the forwarder, together with the present regular less-than-carload traffic, 
would be handled under a basis of graduated quantity rates adjusted 
in such manner that the less-than-carload shipper could ship in his own 
name and be treated the same as any other shipper in less-than-car- 
load lots. Fifteen Per Cent Case, 1931, 178 I. C. C. 539, 583. Whether 
or not the necessary steps in that respect shall be taken is a matter 
primarily within the discretion of respondents. 


The Commission said the record was replete with evidence 
that the forwarders had used the large volume of tonnage 
which they controlled as a means of inducing the rail lines to 
establish all-commodity, column or bracket rates designed to 
accommodate this particular traffic. Thus, it added, the for- 
warders had been able to obtan concessions by playing one 
competing railroad against another and in recent years they 
had been aided by truck competition. In some instances, the 
report said, the motor competition set up by the forwarders as 
ground for a rate adjustment favorable to them was encouraged 
and developed by the forwarders themselves. The significant 
fact, it said, was that each railroad was constantly in jeopardy 
of losing its forwarding traffic to a competing railroad unless 
it allowed or condoned practices which were economically un- 
sound, legally questionable or clearly unlawful. Some of such 
practices, it added, could be controlled under the present law. 
It said its conclusions in this report were designed toward that 
end while the other could only be controlled by additional legis- 
lation such as recommended. 

Should forwarders without comprehensive regulation be 
authorized by law to bargain with the rail line for transporta- 
tion rates, contract or otherwise, the Commission said they 
would be in a still better position to usurp the use and revenues 
of the rail lines. There was doubt, it said, whether any legis- 
lation designed to regulate the forwarder as a shipper could 
be enacted to avoid abuses even more grave than those under 
the present law. 


Railroads generally, said the report, that the forwarding 
companies should be made subject to regulation by federal 
authority on interstate traffic and state authority on intrastate 
traffic. No opposition to making the forwarding companies 
amenable to such authority, the report said, had been registered 
by any of the forwarding companies, counsel for one of them 
contending that the Commission already vested with such 
power in certain respects. Most of the respondents believed, 
said the report, that the forwarder’s rates could be published 
and filed so that all transportation could be properly conducted. 
Apparently the forwarding companies would welcome appro- 
priate legislation for their regulation, it added. 

The forwarder in its aspects reflected on this record lent 
itself, said the report, most readily to the view that it had 
characteristics of a common carrier transportation agency. In 
its general operations, said the report, the forwarder was not 
now subject to regulation under either part of the interstate 
commerce act. 


It was probable, said the report, that many of the prob- 
lems which had arisen by reason of the forwarder might be 
solved under legislation which would recognize the forwarder 
as performing a normal function as a transportation agency 
under federal regulatory laws patterned after those governing 
rail and motor common carriers. 

Commissioner Eastman in his separate expression said that 
forwarding companies were distinctively ‘a means for the prac- 
tical application of a method of handling less than carload or 
package freight designed for purposes of greater economy and 
efficiency in operation. He said that he could see no good 
reason why the proposed agency or agencies should not com- 
pensate the railroads and other carriers whose service they 
utilized, as the Post Office Department compensated the rail- 
roads for carrying the mail, that is, on the basis of _cost*of 
service plus a reasonable profit as determined by the Commis- 
sion. He said it was quite possible that as in the case of the 
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Post Office Department a space basis could be used. The 
agency or agencies, he said, would then employ for any par- 
ticular haul the form of transportation providing the cheapest 
service, but whatever carrier was employed would receive ade- 
quate compensation. He said that he was inclined to believe 
that agencies of this character should pay compensation to the 
transportation companies whose services they utilized after the 
manner of the Railway Express Agency and the Post Office 
Department and that such compensation should be definitely 
fixed by the Commission on the basis of cost plus a reasonable 
profit as in the case of the Post Office Department. He said 
that would require legislation. 

Commissioner Eastman said that, so far as trucks were 
concerned, the forwarding companies had no doubt deprived 
them of considerable long haul traffic but it was clear that 
those companies had utilized trucks very extensively in their 
operations, not only in terminal, but also in line haul service. 
They had been, he said, the most successful practical expon- 


ents of the principle of coordination between rail and truck 
service. 


Commissioner Mahaffie concurred in the Eastman expres- 
sion of opinion and Commissioner Miller concurred in what 
Commissioner Eastman said about the “occupancy of railroad 
facilities,” and “billing of shipments.” 

Commissioner Caskie in his partial concurrence said there 
was no public demand for the regulation of forwarders. The 
only real solution of the problem, he said, was for the respond- 
ents themselves, through a wholly-owned agency, to inaugurate 
a service and a system of rates including joint rates with car- 
riers by motor and by water which would fully meet present 
day requirements of less than carload traffic and less than car- 
load shippers and render uneconomical and unnecessary the 
intervention or participation of forwarders or other non-carrier 
third parties. In his view the report of the former Federal 
Coordinator of Transportation, known as the merchandise traf- 
fic report, pointed to the way to the consummation of such a 
plan through the pooling and consolidation of less than carload 
traffic. The longer the railroads delayed, said he, pooling and 
consolidating that traffic and substituting for the existing obso- 
lete rate structure a revised system of rates to meet present 
competitive conditions, the greater will be the loss by them of 
this traffic to forwarders, a loss which they can ill afford to 
sustain.” It was inconceivable, said he, that their usually alert 
managers would continue to delay the concerted action in this 
matter recommended by the former Federal Coordinator of 
Transportation and now recommended by the Commission. 
Commissicner Lee joined in that expression. 


Commissioner Eastman, in his separate expression, agreed 
with the Commission’s conclusion that the New York Central 
controlled the Universal and that the Erie, Chesapeake & Ohio 
and Pere Marquette controlled National. In both cases, he 
said, attempts had been made to conceal or disguise the control 
by the “childish humbuggery in which lawyers indulge for the 
purpose of confusing the courts, but which does not deceive 
those in practical contact with the situation.” He had not, how- 
ever, said he, been able to bring himself to the conclusion that 
such control resulted in the violations of law which were found 
by the majority. 


PENNSYLVANIA ANTHRACITE RATES 


The Commission, in No. 28050, intrastate rates on anthra- 
cite coal in Pennsylvania, has condemned, as unduly prejudicial 
against persons and localities and unjust discrimination against 
interstate commerce, the rates on anthracite between points in 
Pennsylvania resulting from the refusal of the Pennsylvania 
commission to allow increases on state rates similar to those 
permitted by it in the fifteen per cent case. It said that, if the 
Pennsylvania commission did not notify it on or before Decem- 
ber 15 that it would promptly permit increases, an order would 
issued requiring the increases on or immediately after that 

ate. 

The Commission instituted the inquiry into Pennsylvania 
state rates on anthracite on petition of railroads hauling 
anthracite in the keystone commonwealth, under the thirteenth 
section of the interstate commerce act. The railroads asked 
permission to increase the state rates by various amounts, 
according to the length of the hauls within the state, from 
one to eleven cents a gross ton. The one-cent increase would 
apply on rates on unprepared anthracite shipped from mines to 
breakers. 

It was estimated by the railroads that under the increases 
for which they had asked they would receive an additional 
revenue of $811,476.64. They estimated that the annual rev- 
enue resulting from the proposed one-cent on unprepared 
anthracite moving to breakers would amount to $200,339.81 and 
that $611,136.83 would be derived from coal shipped by rail 
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from the breakers to destinations in Pennsylvania over intra- 
state routes. 

Anthracite producers appeared in opposition to the pro- 
posed increases, said the report. Anthracite dealers in Penn- 
sylvania also appeared at the hearing. In summarizing their 
testimony, Commissioner McManamy, who wrote the report, 
said it would appear that there had been a more or less steady 
decrease in the consumption of anthracite in the recent years, 
and that an increase in the rates on it would doubtless divert 
some traffic to trucks. Assuming that the increases would divert 
some of the traffic now moving by rail to the trucks, the report 
said the anthracite area would not be affected thereby as the 
production of coal would not be curtailed because of the use 
of trucks instead of the rails for transportation. 


Dealers in communities near the Pennsylvania border 
testified about the disadvantage at which they were placed in 
their distribution of anthracite which had borne interstate rates 
in competition with dealers distributing coal that had been 
shipped on Pennsylvania state rates. 

Commissioner McManamy said that in reaching its con- 
clusion the Commission had given much thought to the critical 
economic condition in the anthracite area. 

“While transportation rates have contributed in some 
measure to the existing situation,” said he, “it is our view that 
the unfavorable general economic conditions which have been 
experienced in recent years, together with the improved tech- 
niques in fuel consumption with a resultant saving per unit of 
product, and the substitution of other fuels which require less 
labor and attention to produce a given quantity of heat, have 
been the principal factors responsible for the declining demand 
for anthracite coal. The evidence indicates that respondents’ 
revenues would be increased in consequence of the proposed 
increases.” 

The Commission found that the interstate rates on anthra- 
cite coal now applicable and maintained from points in Penn- 
sylvania to adjacent points in bordering states and between 
points in Pennsylvania were just and unreasonable. Thereby, 
the Commission set up a standard to which the Pennsylvania 
commission must allow the state rates to be brought if it desires 
to avoid the issuance of an order prescribing increased rates 
in the state. 

A further finding is that anthracite coal shipments moying 
in interstate commerce from Pennsylvania points to certain 
points on or near the border of adjacent states, and between 
points in Pennsylvania over interstate routes, were highly 
competitive with like traffic moving in intrastate commerce 
between points in Pennsylvania. 


COAL ALLOWANCE CONDEMNED 


The Commission, in No. 27745, practices of the Dillonvale 
& Smithfield Railway Co., embracing also I. and S. No. 4327, 
allowance to Dillonvale, has condemned as unreasonable an 
allowance of 15 cents a net ton made to Dillonvale Railroad 
by the New York Central on coal hauled over its rails to the 
New York Central from mines of the United States Coal Co., 
in Jefferson County, O., about 17 miles northwest of Wheeling, 
W. Va. It has found not justified schedules in which the allow- 
ance of 15 cents a ton was proposed to be continued. 

The Commission instituted the investigation on its own 
motion when new schedules continuing the allowance were filed 
and suspended. The two major questions, according to the 
report, were as to wehther the Dillonvale was a common car- 
rier or a mine spur or plant facility of the coal company the 
proprietary interest; and, if any payment was proper, whether 
the amount of the so-called allowance of 15 cents a ton, was 
lawful. The New York Central and the Dillonvale, the report 
said, took the position that the latter was a common carrier 
with its property operated for public use by the New York 
Central. Under the decision of the Ohio authorities, the Dillon- 
vale, according to the report, was found to be a common carrier 
and the Ohio commission, by order, required it to offer facili- 
ties to the public. 

Under the contract, made in 1927, the report said the New 
York Central had paid the Dillonvale $720,000. The average 
annual amount paid to the Dillonvale, for the years 1931-36, 
the report said, was $78,078.56 and the average annual mainte- 
nance cost of the short line, the main line of which is some- 
thing more than two miles long, was $10,532.52, leaving a bal- 
ance of $67,546.04, for corporate expenses, taxes and dividends. 
The Commission said that that was approximately 18 per cent 
on $375,192, the highest estimated valuation and 42 per cent 
on the lowest estimated cost of reproduction new, less depre- 
ciation, of $158.206. The New York Central and the Dillon- 
vale contended the allowance was not too high in view of the 
nature of the investment in a mining property. 

The Commission called attention to the fact that the Dillon- 
vale had been extended without a certificate from it, in 1922, 
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and that the New York Central had operated the line without 
having obtained a certificate authorizing extension of its line. 
It said it expected them to file the necessary applications. 

Commissioner McManamy dissented in part, agreeing with 
the Commission that the allowance was, as he said, unjust, 
unreasonable, and unlawful. But, he said, the record con- 
tained other important facts which he said he believed showed 
violations of the act which were not set forth in the majority 
opinion. He also disagreed, he said, with respect to the ma- 
jority view of the controlling principles of some of the cases 
cited in the report and said he believed that the findings should 
be more definite. Commissioners Miller and Rogers concurred 
in Commissioner McManamy’s expression. 

The order of the Commission, in the formal investigation, 
requires the New York Central to cease and desist on or before 
December 20 and thereafter to abstain from the unlawful prac- 
tice. The suspended schedules were ordered to be canceled 
on or before December 20 in the suspension case which was dis- 
continued. 


COTTON LOADING AND UNLOADING 


Free loading of cotton outbound from compresses in 
Texas, has been found not justified by the Commission, division 
4, in I. and S. No. 4461, cotton loading and unloading in the 
southwest. The proposal was made by the Texas Electric Rail- 
way Co. It was called a move to clarify its practices relative 
to loading, unloading and drayage of cotton to and from com- 
presses at points in Texas, applicable on interstate, export or 
coastwise shipments, particularly at Corsicana, Ennis and Mc- 
Kinney, Tex., where that carrier obligated itself, under its 
tariffs to perform drayage, and at Dallas, Denison, Hillsboro, 
Italy, Sherman, Waco and Waxahachie, Tex., where it made 
drayage optional with itself. The schedules of the electric rail- 
road were suspended on protest of the Texas & New Orleans. 

The suspended schedule carried a so-called omnibus rule 
saying that at compress points where the tariff of an individual 
lines authorized the drayage of cotton between its cars (or 
platforms) and cotton compresses, the unloading from cars 
and/or the loading into cars would be considered a part of the 
drayage service. That proposed rule supplemented provisions 
for drayage at the points mentioned and under the conditions 
before mentioned. 

According to the report the electric road reaches com- 
presses at all the Texas points mentioned, except Corsicana 
Ennis and McKinney, through switching arrangements with 
other roads and made arrangements for draying cotton in lieu 
of switching, when the cost of drayage was less than the cost 
of switching. 

It was obvious, said the report, that the protest against the 
suspended schedules, and the application of the respondent’s 
present rules under the so-called omnibus rule, was directed 
solely against the drayage and free unloading or loading at 
compresses on its line to and which switching was not also 
available. That, it said, in effect would preclude the electric 
road from participating in the transportation of cotton con- 
centrated or compressed at McKinney, Ennis and Corsicana, 
or of transporting compressed cotton shipped from those points, 
under published carload rates in which it was shown as a con- 
curring carrier. 

The report said the service of draying outbound transited 
or compressed shipments of cotton, without charge, was not 
shown on this record to be essentially different in principle 
than the service of draying inbound shipments without charge. 
It said that with regard to the free unloading of inbound and 
the free loading of outbound cotton it must be said that it was 
not certain from the record that inbound cotton was unloaded 
without charge when it was drayed in lieu of being switched. 
But even if it was, continued the report, the Commission could 
see two vital differences between the inbound and the out- 
bound movements. It pointed out that inbound cotton was es- 
sentially a less-than-carload movement, and that on such traffic 
no one having anything to do with the routing could gain any- 
thing from having the cotton unloaded by the drayman and 
trucked to the compress. 

The Commission said it was far from convinced that the 
free loading on outbound cotton would not influence its rout- 
ing. A service without charge which actually saved a carrier 
money as against the only other available method of handling, 
which service was performed solely at the option of the carrier 
and which could not and did not influence the routing of traffic 
and therefore did not invite retaliation from other carriers, 
could not be condemned as in any respect improper. But free 
services which were designed to attract traffic to a particular 
carrier, said the report, and which eventually might force 
other carriers into like free services, were destructive of car- 
riers’ revenue and created advantage for shippers in position 
to use such free services to the disadvantage of others not in a 
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position to use them. Such free services, it said, did constitute 
a burden on interstate commerce. 

The report pointed out that the electric road already had 
in effect a tariff provision which permitted it to dray cotton 
from the compresses at McKinney, Ennis and Coricana to plat- 
forms on its lines without charge for its services. Therefore, 
it added, without the granting of free loading, it appeared to 
be substantially on an equality with the other carriers at those 
points because the compresses must either load the cotton 
at their own expense or pay the outbound carrier if that serv- 
ice is performed by it. 

Railroads other than the Texas & New Orleans, according 
to the report, did not object to the proposal of the Texas Elec- 
tric. The report pointed out that under the any-quantity rates 
on cotton, which were the only sort of rates on cotton prior 
to 1933, it was the duty of the carriers to load and unload 
the cotton but that under the carload system established in 
1933, it became the duty of the shipper or consignee to do the 
loading and unloading, the carload rates being on a lower level 
than the any-quantity rates. 


RATES ON MA HUANG TO THE EAST 


The Commission, by division 2, in I. and S. No. 4464, ma 
huang from Pacific coast ports to east, has authorized the car- 
riers to publish a rate of 80 cents, minimum 80,000 pounds, 
on ma huang from Pacific coast ports to points in the territory 
extending from the Rocky Mountains to Indiana and to certain 
states south of the Ohio River, to meet the competition of 
barge-rail rates to the destination territory from New Orleans 
on traffic reaching that port from the orient by way of the 
Panama Canal. The rate is to alternate with a rate of 94 
cents on a minimum of 40,000 pounds. 

Technically the Commission found not justified a pro- 
posed rate of 75 cents, on a minimum of 80,000 pounds, pro- 
posed by the railroads to have been effective March 4, to 
meet the competition of a 90-cent rate on a 40,000-pound 
minimum. After the schedules were filed the rates were in- 
creased under authority from the Commission from 75 to 80 
cents and from 90 to 94 cents. The finding of nonjustification 
was without prejudice to the filing of new schedules publishing 
the 80-cent rate on the 80,000-pound minimum. 

Ma huang is the grass from which ephedrine is obtained, 
its botanical name being ephedra vulgaris. The grass, in ma- 
chine-compressed bales loads heavily, and, according to the 
report, the commodity can be loaded easily to a minimum of 
80,000 pounds in a 40-foot car. The principal destination, 
according to the report, is Indianapolis, Ind., although there 
has been a considerable movement to North Chicago, Ill. The 
North Chicago consumer, says the report, has accumulated a 
two-year supply, and the respondents are principally interested 
in the prospective movement to Indianapolis. 

Transcontinental lines, according to the report, are seeking 
some of this import traffic which now moves almost entirely 
by ocean carrier to New Orleans and barge-rail beyond. 

On protest of the New Orleans (La.) Joint Traffic Bureau 
and the Mississippi Valley Barge Line Co. the schedules were 
suspended. At the hearing the government barge line on the 
Mississippi and other inland waterways joined the original 
protestants in opposition to the proposed new basis, said the 
report. No rail carrier participating in the barge-rail rates 
from New Orleans, the report said, had objected to the relief 
sought by the transcontinental lines. 


COMMISSION REPORTS 


Cotton-Factory Sweepings 


No. 27657, Miller Waste Mills, Inc., vs. Cliffside et al., 
embracing also No. 27842 and No. 27842, Sub. No. 1, Same vs. 
Same et al. By division 4. Rates, cotton-factory sweepings, 
Cliffside, N. C., to Winona, Minn., inapplicable. Two carloads 
shipped January 23 and February 23, 1934, and similar ship- 
ments moved August 9 and 29, 1934. Commission finds rates 
applicable were 97.5 cents prior to July 15, 1934, and 90 cents 
thereafter; that the shipments were undercharged; that the 
applicable rates were unreasonable to the extent that they 
exceeded 51.5 cents, the rate held out by defendants’ tariffs. 
Reparation of $218.35 with interest, awarded, and waiver of 
collection of outstanding undercharges authorized. 


Waste Materials 


No. 27963, Goldman Trading Corporation vs. Alton et al. 
By division 4. Shipments of various kinds of waste materials 
from cotton and woolen mills in the southeast to Chicago and 
other points in Illinois found to have been overcharged. Eighth 
class rates charged and assailed, with the exception of those 
applied on rag dust, were inapplicable, and applicable rates, 
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other than rag dust, were the tenth-class rates. Complainant 
found entitled to reparation. 


Cotton 


No. 27804, New Orleans Joint Traffic Bureau vs. A. T. & S. 
F. et al. By division 4. Prior findings in 229 I. C. C. 74, modi- 
fied by substituting in connection with the carload rates pre- 
scribed on cotton from Oklahoma to New Orleans, La., a flat 
increase of 3 cents in lieu of the five per cent increase author- 
ized March 8. The Commission said the carload rate prescribed 
to New Orleans should be subject to the same general increase 
as the carload rates to competing Gulf ports and southern mill 
points. This report said that that was the intention of the 
Commission as clearly expressed in the prior findings. This, it 
said, should be now accomplished, as complainants point out, 
by substituting a 3 cent flat increase for the percentage increase 
in connection with all of the rates prescribed to New Orleans, 
all of which were for distances considerably over 110 miles. 


Petroleum Products 


No. 26954, South Dakota Independent Oil Men’s Associa- 
tion et al. vs. Abilene & Southern et al. By the Commission. 
On reconsideration, prior report, 225 I. C. C. 719, rates, petro- 
leum products, points in the midcontinent field to points in South 
Dakota, found to have been unreasonable, and reparation 
awarded. The Commission found that assailed rates to seven 
destinations had been unreasonable since June 28, 1933, to the 
extent that they had exceeded, (1) on refined oils from group 3, 
rates of 40 cents to Vermillion, 52 cents to Ashton and Bristol, 
56 cents to Pierpont, Britton and Cresbard, and 60 cents to 
Hoven; (2) on refined oils from other origins in the midconti- 
nent field, rates which reflected the usual group differential 
over or under rates found reasonable from group 3, and (3) on 
low-grade oils, rates made 80 per cent of those on refined oils; 
provided that to the rates found reasonable on June 29, 1933, 
might be added, for the purpose of computing reparation on 
particular shipments affected thereby, the emergency charges, 
and the general increases of October 19, 1937, and March 8, 
1938. Complainants and interveners are to submit Rule V 
statements for the purposes of reparation. The Commission 
said no order for the future would be entered but defendants 


would be expected to correct promptly the unlawful situations 
disclosed. 


COMMISSION MOTOR REPORTS 


In MC 50992, Good Roads Co., Inc., contract carrier appli- 
cation, the Commission, by division 5, has authorized operation 
as a contract carrier of fuel oil, in bulk, in tank trucks, over 
irregular routes from Paulsboro, N. J., to points in Pennsyl- ° 
vania, Delaware, and Maryland within 100 miles thereof. 

The Commission, by division 5, in MC 86693, Ridgewood 
Coach Lines, Inc., common carrier application, has authorized 
seasonal operation as a common carrier, in charter operations 
for the transportation of passengers and their baggage on 
round-trip tours, over irregular routes, beginning and ending 
in New York City and extending to points in Connecticut, New 
Jersey, New York, and Pennsylvania. 

In MC 58928, Lewis O. Miller, common carrier applica- 
tion, embracing also MC 84658, Lewis O. Miller, contract carrier 
application, the Commission, by division 5, has authorized con- 
tinuance of operation as a common carrier of general commodi- 
ties, except live stock, explosives, and uncrated household goods, 
between certain points in Minnesota and Wisconsin over speci- 
fied routes. The Commission has also authorized continuance 
of operation as a contract carrier of ice cream mix and butter 
from Alma, Wis., to Winona, Minn., and La Crosse, Wis.; of 
creamery supplies from La Crosse to Alma; and of empty ship- 
ping containers from La Crosse and Winona to Alma, over a 
specified route. The Commission said that dual operation by 
applicant as a common and contract carrier to the extent 
authorized herein was found consistent with the public interest 
and the policy declared in section 202 (a) of the act. 

In MC F-639, Central Motor Freight Co., purchase, Michi- 
cago Motor Express, Inc., the Commission, by division 5, has 
deferred entry of an order for 20 days from November 9 ap- 
proving and authorizing purchase by Central Motor Freight 
Co., of Kalamazoo, Mich., of certain operating rights of Mich- 
igan Motor Express, Inc., Stevensville, Mich., to afford oppor- 
tunity for interested parties to make representations if they 
desire to do so. 

In MC F-481, D. E. Hunt, purchase, Central Truck Lines, 
Inc., the Commission, by division 5, has amended its findings 
and report in 5 M. C. C. 584 so as to include in its approval 
all the territory the parties intended should be covered by the 
application for authority to purchase trucks and part of the 
vendor’s operating rights in Florida. 

In MC 50752, Howard Stahlheber, contract carrier applica- 
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tion, the Commission, by division 5, has authorized operation 
as a contract carrier of finished paper from Hamilton, O., to 
Chicago, Ill., and waste paper, rags, casein, steel strapping, 
starch, sodium sulphite, hyposulphite of soda, anhydrous sul- 
phite of soda, and returned paper, from Chicago to Hamilton, 
over a specified route. 


I. C. C. HIGHLIGHTS 


The decision of the Commission in Finance No. 9952, re- 
organization of the Chicago & Eastern Illinois, will probably 
become notable as the one which the Commission turned its 
back on a suggestion that it should permit the stockholding 
interest, the Chesapeake & Ohio, to be the dominating one 
in the reorganized company on account, as said in the course 
of the hearings, of its ability and willingness to provide traffic 
help. Another reason for its becoming memorable is the rejec- 
tion of the contention that section 77, being a composition 
statute, it became almost, if not altogether, obligatory on the 
part of the Commission to approve a plan on which the debtor 
and the creditors agreed. 

“The mere fact that the creditors and stockholders have 
agreed upon a plan is not conclusive,” said the Commission. 
“One of the requisites is that the plan must not be unfair.” 

In support of that it cited, not a decision by the Supreme 
Court but a decision of the Circuit Court of Appeals for the 
second circuit, in re Barclay Hotel Corporation, decided June 
7, 1937. The appellate court in that case reversed an order 
confirming the plan, because it could see no justification for 
canceling large amounts of interest of either secured or gen- 
eral creditors and giving common stock to the old stockholders, 
who, it said, had no remaining interest in the enterprise, the 
plan having been accepted by more than three-fourths of the 
bondholders and the noteholders and more than two-thirds of 
the stockholders of the debtor. 

Having found that forwarders, in their relation to rail- 

roads were shippers, the Commission, in No. 27365, its investi- 
gation of forwarding companies, treated what it called abuses, 
as violations of the various sections of the interstate commerce 
law governing the relations between carriers and shippers, 
although it also recognized that the forwarders, under the 
common law, were common carrier transportation agencies. 
Had it recognized them as common carriers it would have had 
to recognize their right to divisions, except in instances where 
they were actually shippers. In such events, as shippers they 
have to observe the tariffs the same as other shippers. 
_ It ordered them to desist and establish practices conform- 
ing with those parts of the interstate commerce law pertaining 
to the relationship between carriers and shippers, on pain, 
if they did not do that it would ask for legislation empower- 
ing it to regulate forwarders. It suggested that-they do the 
work of the forwarders themselves in handling their less than 
carload business, individually or in cooperation, specifically 
regulating the relations between the forwarders and other 
transportation companies. 

“Do it now,” said Commissioner Eastman, concerning the 
Commission’s notice that if the railroads did not clean house, 
it would ask for legislation. On account of conflicting interests 
he expressed the view that the railroads would not prove to 
be good cleaners. His idea was to put the forwarders on the 
basis of the Railway Express Agency and the Post Office De- 
partment, with compensation for the railroads on the basis of 
cost plus profit charges as for carrying the mails. 


COMMISSION ORDERS 


No. 28120, W. O. Anderson Commission Co. et al. vs. Alton et al. 
Anheuser-Busch, Inc., and Premier-Pabst Corporation permitted to 
intervene. 

MC-F 463, Northland Greyhound Lines, Inc., purchase, Hiawatha 
Trails, Inc. (Gerald J. Wyatt, trustee); MC-F 464, Same, purchase, 
Northwestern Motor Bus Co., Inc.; and MC-F 465, Same, purchase, 
Gray Transportation Co., Inc. Proceeding reopened for reconsidera- 
tion and reargument. 

No. 28073, Southern Paper Manufacturers’ Traffic Conference vs. 
A. & B. B. et al. New England Paper & Pulp Traffic Association 
permitted to intervene. 

No. 28090, Tex-O-Kan Flour Mills Co. vs. Abilene & Southern et 
al. Nueces County Navigation District No. 1 permitted to intervene. 

MC 2416, Cole Teaming Co., common carrier application. Appli- 
cant’s. petition for oral argument denied. 

MC 2420, J. W. Turnmire, common carrier application. Applicant’s 
petition for oral argument denied. 

MC 10872, Be-Mac Transport Co., Inc., common carrier application. 
Petition for oral argument filed by protestant Tri-State Motor Trans- 
port, Inc., denied. 

MC 30604, Santa Fe Trails of Illinois, Inc., common carrier ap- 
plication. Applicant’s petition for oral argument denied. 

MC 40872, Storch Trucking Co., Inc., contract carrier application. 
Applicant’s petiton for oral argument denied. 

MC 50022, Sub. No. 1, J & J Refrigerator Service, extension of 
operations, Hobbs. Proceeding reopened for hearing at time and place 
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to be fixed by Commission. Recommended order of joint board which 
by its terms became order of Commission and became effective July 
15, vacated and set aside. 

MC 64112, R. L. Shaw, common carrier application. Applicant's 
petition for oral argument denied. 

MC 74634, Sub. No. 1, Fordham Bus Corporation, extension, Wing- 
dale and Wassaic. Petition for oral argument filed by protestant New 
York Central Railroad denied. 

MC 78228, J. Miller Co., common carrier application. Applicant’s 
petition for oral argument denied. 

MC 88540, Sub. No. 1, Max Lehrman, contract carrier application. 
Petition for oral argument filed by protestant Middle Atlantic States 
Motor Carrier Conference, Inc., denied. 

No. 27938, Minneapolis Traffic Association vs. C. & N. W. et al. 
Commerce Association of Aberdeen permitted to intervene. 

No. 28105, Standard Oil Co. of Louisiana vs. Abilene & Southern 
et al. Phillips Petroleum Co. permitted to intervene. 

Finance No. 10294, Chicago, Indianapolis & Louisville reorganiza- 
tion. Mississippi Public Service Commission permitted to intervene. 

Finance No. 11681, New York, Susquehanna & Western reorganiza- 
tion. New York Life Insurance Co., Prudential Insurance Co. of 
America and Mutual Benefit Life Insurance Co. of New Jersey per- 
mitted to intervene. 

MC 3833, Karl Lenker, contract carrier application. Matter re- 
opened for further hearing, at time and place to be hereafter fixed 
by Commission, with respect only to continuity and extent of opera- 
tions north of Richmond, Va., by applicant and its successors in 
interest from prior to June 1, 1935, to date of such further hearing. 
Order of September 28, in so far as it relates to operations north 
of Richmond, Va., vacated and set aside. 

MC 22065, Commercial Transfer, Inc., contract carrier application. 
Matter withdrawn from joint board No. 75 and referred to Examiner 
W. T. Croft for recommendation of an appropriate order thereon, 
accompanied by reasons therefor. 

MC 42487, Consolidated Freight Lines, Inc., common carrier ap- 
plication. Arrow Transportation Co. permitted to intervene. Reply 
to applicant’s exceptions filed by Arrow Transportation Co. accepted 
for filing in matter. 

MC 55236, Olson Transportation Co., common carrier application. 
Matter reopened for further hearing at time and place to be hereafter 
fixed by Commission. 


MC 70106, Sub. No. 1, Caldwell Bros., common carrier application. 
E. L. Swingle permitted to intervene. Matter reopened for further 
hearing at time and place to be hereafter fixed by Commission. 
Recommended order which became effective as order of Commission 
on June 15, vacated and set aside. 

MC 74721, Akron Motor Cargo Co., common carrier application. 
H & K Motor Transportation, Inc., permitted to intervene. 


MC 72243, D. L. Hartman Cartage Co., Inc. (Arthur T. Davis, re- 
ceiver), common carrier application. H & K Motor Transportation, 
Inc., permitted to intervene. 


No. 27197, Sub. No. 2, Stanolind Pipe Line Co. vs. Alton & South- 
ern et al. Orders entered on January 7 and June 13, as subsequently 
modified to become effective December 5, on not less than thirty days’ 
notice, further modified to become effective December 5, on not less 
than ten days’ notice instead of thirty days’ notice. 


No. 28076, State Corporation Commission of Virginia et al. vs. 
A. C. & Y. et al. Baltimore Association of Commerce permitted to 
intervene. 


Finance No. 10616, Atchison, Topeka & Santa Fe abandonment. 
Petition of Board of County Commissioners of Chautauqua county, 
Kan., denied. 


Finance No. 12053, application of Quincy, Omaha & Kansas City 
for certificate permitting abandonment of line extending from Quincy, 
Ill., to Kansas City, Mo. Application dismissed on request of applicant. 


Ex Part MC 27, central territory contract carrier rates. Petition 
whereby Institute of Makers of Explosives seeks exclusion from scope 
of order of investigation in this proceeding of contract carriers of 
commercial explosives and blasting accessories, granted. Petition 
whereby Ceco Steel Products Corporation seeks exemption from scope 
of investigation of rates on certain iron and steel articles specified 
in petition, denied. Petition wherein Superior Transfer Co. seeks 
modification of order of investigation so as to exempt therefrom 
commodities specified in petition, denied. 


MC C-21, Bamberger Electric vs. Lang Transportation Corporation. 
Complainants’ and defendant’s petitions for modification of minimum 
rate order and for rehearing or reconsideration, dismissed without 
prejudice on motion of complainants and defendant. 


MC C-29, Central States Motor Freight Bureau, Inc., vs. Wilson 
Motor Lines, Inc. Complaint dismissed on request of complainant. 


FINANCE APPLICATIONS 


Finance No. 12233. Maine Central asks authority to operate over 
the Boston & Maine from Coos Junction to Groveton, 8.87 miles, in 
Coos county, N. H., in order that it may obtain a connection with 
the Canadian National Railways at Groveton in order better to serve 
the public, increase revenue and effect a saving in the net cost of 
applicant’s operations. Provision for use of the track in question, 
said applicant, was made in an agreement between it and the Boston 
& Maine, dated April 22, 1932. 

Finance No. 12235. Gilmore & Pittsburgh Railroad Co., Ltd., asks 
authority to abandon its Leadore-Gilmore branch, about 18 miles, and 
1.35 miles of yard tracks and sidings, in Lemhi county, Ida. 

Finance No. 12236. Boston & Maine asks authority to abandon 
that portion of its so-called Salem branch extending approximately 
7 miles from Wilmington to Middleton, Mass. 
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Proposed Reports in I. C. C. Cases 





DAIRY PRODUCTS RATES UNJUSTIFIED 


FINDING of no justification has been recommended by Ex- 

aminer Paul O. Carter in I. and S. No. 4492, dairy products 
in western trunk line and official territories, as to proposed 
rates on dairy products, in straight or mixed carloads, between 
points in western trunk line territory and between points in 
that territory and points in official territory. The schedules, 
which were suspended on protest by Swift & Co., Armour & 
Co., and the Cudahy Packing Co., the examiner said, should 
be canceled. 

According to the report, the proposal was to revise the 
normal basis of rates on dairy products. That basis is not in 
use at present, says the examiner. The present rates, he said, 
were truck competitive rates ranging from 35 to 50 per cent 
of the first class rates, which will expire with this year unless 
they are extended. They have been extended from time to 
time, said he. , 

The normal basis of rates, said Examiner Carter, was 
60 per cent of the first-class rates prescribed in the sixth sup- 
plemental report in Western Trunk-Line Class Rates, 164 
I. C. C. 1, and in National Poultry, Butter and Egg Association 
vs. A. & R. 192 I. C. C. 13. 

The Commission, said Examiner Carter, in effect was re- 
quested to approve a theoretical level of rates which the evi- 
dence showed was not to be used in computing charges on the 
traffic in question. The rates on dairy products prescribed by 
the Commission in the two cases mentioned, Examiner *Carter 
said, were specific commodity rates and were prescribed as 
maxima after a full hearing‘and on a complete record. The 
evidence here showed, continued he, that the transportation 
conditions attending the movement of dairy products were no 
different from those described in the reports in the two cases 
mentioned, except that transportation by motor truck had in- 
creased. In Ex Parte 123, Examiner Carter said, the Com- 
mission had before it proposals for a general increase in the 
rates on all traffic, including dairy products. It found, said 
he, that an increase of more than 5 per cent in the rates on 
dairy products would be unreasonable. The normal rates in 
effect at the time of that decision, said he, had been increased 
5 per cent and the record showed that they did not move any 
of the traffic. It clearly appeared, said the examiner, that 
additional increases in the normal rates ranging up to 12 per 
cent would result in unreasonable rates. 


APPLICATION OF ACME RULE 


Citing the Acme Fast Freight, Inc., decision, 2 M. C. C. 
415, as controlling here, Examiner W. T. Croft, in a proposed 
report in MC 72687, R. Wodlinger, common carrier applica- 
tion, served November 16, has recommended that applicant, 
operating as a freight forwarding company, supplying a com- 
plete transportation service over the lines of both rail and 
motor carriers, be found neither a common nor contract car- 
rier by motor vehicle, nor a broker. He has recommended 
denial of an application for a certificate or permit, or a 
broker’s license. Exceptions, if any, must be filed within 25 
days from date of service of the report. 


According to the report, Wodlinger, of San Francisco, 
Calif., doing business as Consolidated Express Service, sought 
a certificate or permit to transport general merchandise 
throughout extensive Pacific coast territory. The Pacific South- 
west Railroad Association appeared in opposition to granting 
the application, though it offered no objection to grant of a 
license should it be found that applicant was a broker, said 
the report. Applicant’s operations, said the examiner, were 
essentially those of a freight forwarding company, offering a 
complete transportation service for package freight at door 
to door rates over lines of both rail and motor common car- 
riers. On the statutory dates applicant neither owned nor 
operated, under lease or any other arrangement amounting to 
control thereof, any motor vehicle equipment, said the report. 
Some such equipment, it said, applicant operated in San Fran- 
cisco (but not elsewhere) under an alleged lease arrangement. 
At points in California, Oregon, Washington and Utah appli- 
cant solicited package freight for movement to other points 
or to territory adjacent thereto reached by common carriers 
operating out of such points. In the past, it said, applicant’s 
service had extended from points in Montana, Idaho, and Wash- 
ington on the north, throughout Pacific coast territory and the 





southwest as far east as El Paso, Tex. Applicant, continued 
the report, assumed complete responsibility for the shipment 
while in transit, and paid all loss or damage claims. All ship- 
ments, after being picked up by applicant, it said, were con- 
solidated into carload lots and shipped by rail as far as 
possible. Carload rail shipments were billed by applicant, a 
woman, to herself. At break-bulk points they were reshipped 
either less-than-carload rail or motor carrier to the ultimate 
consignee, the delivering carrier advancing applicant’s charges 
where the shipments were not prepaid and collecting on delivery 
from the consignee. In most instances, said the report, appli- 
cant paid the published rates of the carriers whose services 
were used. 

According to the report, applicant’s operation differed in 
no material respect, except possibly in the fact that she did 
not use the services of contract carriers, from that of freight 
forwarding companies generally. 


NO MORE SERVICE NEEDED 


Asserting that there was no convincing evidence that exist- 
ing carriers did not adequately supply the public need for 
common carrier services, Examiner Alfred W. Booth in a pro- 
posed report in MC 34180, Sub. No. 1, J. L. Naylor, Carlsbad- 
Dallas extension, served November 15, has recommended that 
the Commission deny application for authority to operate as 
a common carrier of general commodities between Carlsbad, 
N. M., and Dallas, Tex., over a specified route. The examiner 
made the report after a joint board to which the matter had 
been originally assigned was unable to agree on one. Excep- 
tions, if any, must be filed within 25 days of the service of 
the report. 


Grant of the application, the examiner said, was opposed 
by all the principal rail and motor carriers operating in the 
general territory between Dallas, on the east, and El] Paso 
and eastern New Mexico points on the west. 


The proposal was to extend operation over a short route, 
about 470 miles long. The applicant proposed to render daily 
service between Dallas and Carlsbad consuming 20 hours in 
transit each way with a saving of from 20 to 24 hours to ship- 
pers and receivers of freight in those trade territories over 
that now offered by existing rail or motor carriers, or any 
combination thereof, which traversed more circuitous routes. 
At present, the examiner said, there was no direct single line 
motor carrier service between Dallas and Carlsbad over the 
proposed route, which, according to testimony, was a difficult 
one on account of relatively unimproved stretches of road. 

One of the reasons advanced by the applicant for the es- 
tablishment of a direct short line route between Carlsbad and 
Dallas, said the examiner, was that it would promote economies 
in service inuring to the advantage of the shipping public 
through lower aggregate freight charges. 


If such rates were unlawful, said the examiner, they might 
be corrected by the Commission on complaint. The fact that 
reduced freight charges would result from the proposed opera- 
tion, he said, was not an essential element to be considered in 
determining whether public convenience and necessity required 
the addition of another operator in the territory. 


Protestants contended, said the examiner, there was no 
real demand for any better service; that their trucks were not 
all operating at full capacity; that they had ample equipment 
to take care of all the traffic moving from Dallas to New 
Mexico points; that the diversion of such traffic by applicant’s 
proposed operation would impair their revenues; and that there 
was not sufficient existing tonnage now moving or prospective 
new tonnage in sight to warrant the inauguration of a new 
line between Dallas and Carlsbad. They further contended, 
said the examiner, that where an applicant sought to invade a 
territory not now being served by him, on the principle that 
a more direct service would be afforded, he must conclusively 
show that the present service was inadequate and that there 
was sufficient tonnage in prospect to warrant a successful opera- 
tion. 


The examiner said that the inauguration of a new line 
which would depend to a great extent on tonnage to be diverted 
from existing lines in order to insure its profitable operation 
would not appear to be in harmony with the policy of Congress 
as stated in section 202(a) of the act to “preserve the inherent 
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advantages of, and foster sound economic conditions in” the 
transportation industry. 


WAITING TIME AND HANDLING 


Examiner T. Naftalin has recommended dismissal of MC 
C-68, Koppers Co. vs. Langer Transport Corporation, on a finding 
that charges for waiting time and extra handling on a truck- 
load of roofing pitch and roofing felt shipped from Kearny, 
N. J., to Beacon, N. Y., April 20, 1937, are inapplicable. The 
report was served November 12. 

The motor carrier driver arrived at a state institution 
where there was new construction after the gates were auto- 
matically closed and could not make delivery until they were 
opened the next morning. In making delivery the carrier 
claimed it performed more service than provided for in a tariff 
providing for “sidewalk” delivery. It presented a bill of $31 
for waiting more than fifteen hours to make delivery and for 
$10.04 for the services alleged to be in excess of those called 
for under its tariff. It charged at the rate of $2 an hour for 
the time the driver had to wait for the gate of the institution 
to open. A suit to recover the money is pending at Hoboken, 
N. J. 

The complainant alleged the charges were inapplicable 
and that the defendant’s request for the payment of these 
charges constituted an unreasonable practice in violation of 
the motor carrier act. The examiner said the Commission had 
no power to restrain a carrier from seeking to collect money 
alleged to be due. The allegation of an unreasonable practices, 
therefore, he said, would not be considered. 

The defendant, according to the examiner, contended that 
the Commission was without authority to make orders adjudi- 
cating claims of carriers against shippers and requiring the 
payment of such claims and that a prior suit covering the same 
subject matter was now pending in court. As to the first con- 
tention, the examiner said this proceeding was not an action 
by a carrier against a shipper, but on the contrary was by a 
shipper against a carrier for a determination of lawful charges. 
Pointing out that the law required a carrier to collect no 
more nor less than charges as shown in its tariffs and that 
any one aggrieved had a right to file a complaint, the examiner 
said these provisions of the law together conferred jurisdiction 
on the Commission to determination the applicability of charges. 
He said it was well settled, as a general rule, that the reason- 
ableness of the rates would not be considered by a court before 
application had been made to the Commission. In addition, he 
said, the jurisdiction of the Commission, because of the pend- 
ing suit in court, was not questioned by a defendant until 
briefs were filed after the close of the hearing. 

As to the waiting time, the examiner pointed out that the 
rule with regard to refused merchandise was applicable and 
that delivery was made within the free time so that that part 
of the rule providing for additional charges could not operate. 

As to the charge for more than “sidewalk” delivery the 
examiner said that that term was not defined in the tariff. He 
said the defendant had handled similar shipments for com- 
plainant under substantially similar conditions, but not between 
the considered points, but that at the time of hearing had 
never claimed extra handling charges. Besides, said the ex- 
aminer, the defendant had also in making sidewalk delivery for 
other shippers, at times had moved shipments across sidewalks 
in order not to obstruct traffic. 

In the absence of a definition in the tariff, said the ex- 
aminer, the application of the rule was within the discretion 
of the carrier. Under such circumstances, he said, a liberal 
interpretation was warranted. Accordingly, he said, it had 
not been shown that services other than those contemplated 
by the tariff were rendered. In addition to saying that the 
charges were inapplicable, the examiner said they should be 
— by the defendant and the complaint should be dis- 
missed. 


PROPOSED REPORTS 


Power Shovel Rate 


No. 28026, Peterson Construction Co. vs. A. T. & S. F. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate, 86 
cents, one power shovel loaded in two cars, Belen, N. M., to 
Angeles, Tex., September 13, 1935, not unreasonable. 


Grain 


No. 28011, Blish Milling Co. vs. Alton et al., embracing 
also I. and S. No. 4493, intermediate rule to Lexington and 
Winchester, Ky. By Examiner C. W. Griffin. Dismissal of the 
formal complaint proposed. Rates, grain and grain products 
shipments, points in Illinois, Indiana, Ohio, and Michigan to 
Seymour, Ind., there milled and the products forwarded to 
Lexington, Ky., proposed to be found applicable and not unrea- 
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sonable. In the suspension proceeding, proposed restriction of 
an intermediate rule, in connection with class rates between 
points in central territory and points in northern Kentucky, 
so that it would not apply at Lexington and Winchester, Ky., 
proposed to be found not justified. The examiner said that in 
view of the finding recommended in the complaint case, the 
schedules in I. and S. No. 4493 could serve no useful purpose. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 95129, Roy Kreischer, common carrier application. 
Examiner W. R. Pierce. Served November 12. Certificate 
proposed. Fertilizer and potatoes between Baltimore, Md., 
and Catawissa, Pa., and coal and hay between Catawissa and 
Centralia, Pa., and certain points in New York. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 94584, Lewis G. Rodman, common carrier application. 
Joint board 138. Served November 12. Certificate recom- 
mended. Specified commodities between Glenwood, Ia., and 
points within 10 miles of Glenwood, and certain points in 
Nebraska, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 94441, Howard D. Jones, common carrier application. 
Joint board 67. Served November 12. Dismissal of application 
for a certificate proposed at request of applicant. Cakes and 
crackers between Wilkes-Barre, Pa., and Trenton, N. J., via 
Philadelphia, Pa., Camden and Merchantville, N. J., and be- 
tween Wilkes-Barre and Kingston, Pa., over regular routes. 

MC 93796, A. J. Mace, common carrier application. Joint 
board 138. Served November 12. Certificate proposed. Live 
stock and household goods, Missouri Valley, Ia., and points 
within 15 miles thereof, to Omaha, Neb., and specified com- 
modities in the reverse direction, over a specified route, serving 
Council Bluffs, Ia., as an intermediate point. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 93377, F. E. Johnson, dba The Johnson Transfer Co., 
contract carrier application. Joint board 28. Served Novem- 
ber 12. Permit recommended. Specified commodities, between 
Biloxi, Miss., and New Orleans, La., over a regular route. 
Modified procedure. Hearing on request. Exceptins, if any, 
must be filed within 30 days from date of service. 


MC 93251, William F. Krumm and A. W. Spangler, co- 
partners, dba Spangler & Krumm, common carrier application. 
Joint board 138. Served November 12. Certificate recom- 
mended. Specified commodities over a regular route between 
points in Iowa and Nebraska, serving certain intermediate and 
off-route points. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 


MC 93227, Harlan N. Newbery, common carrier applica- 
tion. Examiner L. R. Conley. Served November 12. Certifi- 
cate recommended. Household goods and office furniture be- 
tween Hartford, Conn., on the one hand, and points in Massa- 
chusetts, Vermont, Rhode Island, New York, New Jersey and 
Pennsylvania, on the other, over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 


MC 93213, Frank C. Jeandron, common carrier application. 
Examiner W. R. Pierce. Served November 12. Certificate 
recommended. Household goods, between points in Hudson 
County, N. J., on the one hand, and New York, N. Y., and 
points in Nassau, Suffolk and Westchester counties, N. Y., on 
the other, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 93130, Transportes Del Norte Sociedad Cooperativa 
Limitada, common carrier application. Joint board 294. 
Served November 12. Certificate proposed. Passengers and 
their baggage, between points in Laredo, Tex. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 93035, Denzel Nelson, dba Nelson Trucking Co., com- 
mon carrier application. Examiner Herbert P. Haley. Served 
November 12. Certificate proposed. Specified commodities, 
between certain points in Ohio, Illinois and Indiana, over 
irregular routes. 

MC 93009, Roscoe Perry and Irwin Perry, copartners, dba 
Perry Brothers, common carrier application. Joint board 138. 
Served November 12. Certificate proposed. Specified commodi- 
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ties, from and to certain points in Iowa and Nebraska, over a 
regular route, serving certain intermediate and off-route points. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. — ; 

MC 92304, George W. Schlager, common carrier applica- 
tion. Examiner D. C. Dillon. Served November 12. Certifi- 
cate recommended. Granite, Barre, Vt., to Buffalo, N. Y., over 
a specified route. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 85404, Sub. No. 1, William H. Bluhm, dba Service 
Transfer Co., extension of operations. Examiner D. C. Dillon. 
Served November 12. Certificate recommended. Household 
goods, office furnishings, and store fixtures, between points in 
Muskegon County, Mich., and points in Illinois and Indiana. 

MC 85404, William H. Bluhm, dba Service Transfer Co., 
contract carrier application. Joint board 76. Served Novem- 
ber 12. Denial of application proposed. General commodities 
between points in Michigan. The joint board said that appli- 
cant’s operations were intrastate in character and the Commis- 
sion was without authority to issue a permit for such trans- 
portation. | 

MC 84485, Sub. No. 1, Francis Russell, contract carrier 
application. Joint board 22. Served November 12. Denial of 
permit proposed. Malt beverages and wine, Rochester and 
New York, N. Y., to Worcester, Mass., and empty containers 
from Worcester to Rochester and New York, over specified 
routes. 

MC 67482, Texas and Pacific Coaches, Inc., common car- 
rier application. Joint board 77. Served November 12. Cer- 
tificate proposed. Continuance of operation, passengers and 
their baggage, and light express, mail and newspapers in the 
same vehicle with passengers, between Mineral Wells and Mill- 
sap, Texas., over a specified route. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 59799, Sub. No. 1, Erwin Reinhard Beck, extension 
of operations. Examiner M. T. Corcoran. Served November 
12. Permit recommended. Petroleum products, in bulk, Parco, 
Wyo., to points in Colorado and Nebraska, with no transporta- 
tion for compensation on return. 

MC 48366, Sub. No. 1, John Max Evans, extension of opera- 
tions, Tioga and Bradford counties, Pa. Examiner C. E. Brooks. 
Served November 12. Denial of application for a certificate 
proposed. Road building materials and reinforcing steel be- 
tween points in Chemung county, N. Y., and Tioga and Brad- 
ford counties, Pa., over irregular routes. 

MC 45605, Sub. No. 1, Lewis S. Miller, extension of opera- 
tions. Joint board 18. Served November 12. Dismissal of ap- 
plication proposed by reason of death of applicant. Petroleum 
products, in bulk, in Massachusetts and Rhode Island. 


MC 42235, George Omar Bettis, broker application. Joint 
board 88. Served November 12. Denial of license and discon- 
tinuance of operations proposed. Applicant, located at Okla- 
homa City, Okla., sought a license to arrange for the transporta- 
tion of general commodities. 


MC 30854, Cross Transportation, Inc., common carrier 
application. Examiner A. J. Sullivan. Served November 12. 
Certificate proposed. Applicant, successor in interest to Louis 
Kassay, continuance of operation, glassware, Bridgeton, Mill- 
ville, and Salem, N. J., to New York, N. Y., Philadelphia and 
Schenley, Pa., Wilmington, Del., Baltimore and Relay, Md., 
and the District of Columbia, and produce from Bridgeton to 
Baltimore, over irregular routes. 

MC 21477, Roy Adams, contract carrier application. Joint 
board 39. Served November 12. Denial of application pro- 
posed. Oil field supplies, over specified routes, between Tulsa, 
Okla., and points in Oklahoma and Kansas. 

MC 16137, Sub. No. 1, Fred Oates, extension of operations 
—Hartford, Conn. Joint board 22. Served November 12. Cer- 
tificate recommended. Iron and steel castings and wooden 
containers over irregular routes between Winchendon, Mass., 
and Hartford, Conn. 


MC 200, Riss & Co., Inc., common carrier application. 
Examiner C. E. Simmons. Served November 12. Certificate 
recommended. On further hearing, continuance of operations, 
general or special commodities between points in Colorado, 
Illinois, Kansas, Missouri, and Oklahoma, over specified routes. 

MC F-244, J. H. Robinson Truck Lines, Inc., consolidation, 
J. H. Robinson, and Blue Goose Truck Lines, Inc., embracing 
also MC F-245, Same, purchase, C. S. Goen, Roland Heldt, and 
W. H. Perrin; and Same, purchase, C. W. Coward. Joint board 
77. Served November 12. Recommends approval, consolidation 
of J. H. Robinson, Corpus Christi, Tex., dba J. H. Robinson 
Truck Lines, and Blue Goose Truck Lines, Inc., as J. H. Robin- 
son Truck Lines, Inc.; and purchase by J. H. Robinson Truck 
Lines, Inc., of operating rights and property of C. S. Goen, 
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Roland Heldt, and C. W. Coward. Dismissal of application of 
J. H. Robinson Truck Lines, Inc., to purchase operating rights 
of W. H. Perrin, dba Delta Rapid Transit Co., proposed. 

MC F-342, William G. Glendenning, purchase, Security 
Storage Co. Examiner John S. Higgins. Served November 14. 
Recommends approval, purchase by William Gordon Glenden- 
ning, St. Paul, Minn., dba Glendenning Transfer Service, of 
certain operating rights of Security Storage Co., Duluth, Minn. 

MC F-391, Central Vermont Terminal, Inc., purchase, 
Central Vermont Transportation Co. Examiner Lacy W 
Hinely. Served November 14. Recommends approval, pur- 
chase by Central Terminal, Inc., St. Albans, Vt., of operating 
rights of Central Vermont Transportation Co., New London, 
Conn. It is provided that the authority herein granted shall 
be subject to such limitations, restrictions, or modifications as 
the Commission may find necessary to impose in order to 
insure that the service shall be auxiliary or supplementary to 
train service of the Central Vermont Railway, Inc., and shall 
not unduly restrain competition. 

MC F-567, White’s Express Co., Inc., purchase, Freight 
Forwarders, Inc. (David M. Brenner, trustee). Examiner A. 
Henry Walter. Served November 14. Recommends approval, 
purchase by White’s Express Co., Inc., Baltimore, Md., of 
operating rights and property of Freight Forwarders, Inc. 

MC F-599, Pope Brothers Red Top Cab Co., purchase, Cen- 
tral Freight Lines, Inc. (R. E. Andrews, R. R. Williams, and 
Harry Huncke, trustee). Joint board 141. Served November 
14. Recommends approval, purchase by Pope Brothers Red 
Top Cab Co., Wausau, Wis., of operating rights and certain 
property of Central Freight Lines, Inc. 

MC F-561, Rock Island Motor Transit Co., purchase, 
George H. Swaim. Examiner John S. Higgins. Served No- 
vember 14. Recommends approval, purchase by Rock Island 
Motor Transit Co., Des Moines, Ia., of operating rights of 
George H. Swaim, Kansas City, Mo., dba Interstate Express 
Co. It is provided that applicant shall not, if the authority 
herein granted is exercised, render service from or to, or inter- 
change traffic at, Tonganoxie and Lawrence, Kan., and that 
the authority herein granted shall be subject to such further 
limitations, restrictions, or modifications as the Commission 
may find it necessary to impose, in order to insure that service 
shall be auxiliary or supplementary to train service of the 
Chicago, Rock Island & Pacific Railway Co., and shall not 
unduly restrain competition. 

MC 2929, Detroit-Cleveland Navigation Co., common car- 
rier application. Joint board 57. Served November 15. Cer- 
tificate proposed. Continuance of seasonal operation, general 
commodities, with exceptions, between Detroit, Mich., and 
Cleveland, O., over a specified irregular route. 

MC 1504, Sub. No. 15, Atlantic Greyhound Corporation, 
extension of operations—Travelers Rest. Joint board 2. Served 
November 15. Certificate recommended. Passengers and their 
baggage, and, in the same vehicle with passagers, express, 
mail and newspapers, between Brevard, N. C., and Travelers 
Rest, S. C., over U. S. highway 276, with service to all inter- 
mediate points on that route. 

MC 61616, Sub. No. 1, Missouri Pacific Transportation Co., 
Kansas City—Marshall extension. Joint board 179. Served 
November 15. Certificate proposed. Passengers, baggage of 
passengers, and, in the same vehicle with passengers, express, 
newspapers, and mail, over a regular route between Kansas 
City, Mo., and Marshall, Mo. 


MC 95068, R. M. Brace, common carrier application. Joint 
board 45. Served November 15. Certificate recommended. Con- 
tinuance of operations, machinery without motive power, and 
used or disabled motor vehicles by the drive-away method, be- 
tween points in Oregon and Washington, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 


MC 89229, Archie R. Smethurst, common carrier applica- 
tion. Joint board 49. Served November 15. Certificate pro- 
posed. General commodities, with exceptions, over a specified 
route between Boise and Quartzburg, Ida. Exceptions, if any, 
must be filed within 25 days from date of service. 

MC 89058, C. E. Mock, common carrier application. Ex- 
aminer M. T. Corcoran.. Served November 15. Certificate pro- 
posed. Petroleum products, in bulk, Parco and Casper, Wyo., 
and the Texas Co. refineries near Casper to all points and 
places in Colorado located on Colorado highway 13 from the 
Colorado-Wyoming state line to Rifle, and U. S. highway 6 
from Rifle to the Colorado-Utah state line, and to all points 
and places in Dolores, Montezuma, La Plate, San Juan, Archu- 
leta, and Hinsdale counties, Colo., over described routes, and 
from Craig, Colo., to all points and places in the mentioned 
Colorado counties, over described routes. 

MC 89055, J. Donald Currie, contract carrier application. 
Joint board 27. Served November 15. Permit proposed. Coal, 
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mines near Cannelton, Pa., to Youngstown, O., and certain in- 
termediate and off-route points, over specified routes. 

MC 89028, William J. Marsh, contract carrier application. 
Joint board 59. Served November 15. Permit recommended. 
Explosives and blasting supplies, points in Pennsylvania to 
Canton and Uhrichsville, O., over specified routes. 

MC 88788, Sub. No. 1. Walter L. Boyd, Pocatello, Ida.- 
Oregon extension. Joint board 6. Served November 15. Cer- 
tificate recommended. Liquid petroleum products in bulk, 
Pocatello, Ida., to points in Malheur, Harney, Baker, Union, 
Wallowa and Grant counties, Ore., over a specified route from 
Pocatello to Idaho-Oregon state line, thence over irregular 
routes. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 88580, Joseph Morneau, contract carrier application. 
Joint board 114. Served November 15. Denial of permit pro- 
posed. Groceries and store supplies and feed between Berlin, 
N. H., and points in New Hampshire and Maine, over specified 
routes. 

MC 88191, Benjamin W. Ethier, contract carrier applica- 
tion. Joint board 22. Served November 15. Permit proposed. 
Beer and wines over specified routes from Albany, N. Y., 
anr West Haven and Derby, Conn., to Pittsfield, Mass., and 
empty containers in the reverse direction. 

MC 88053, Harry Streem, contract carrier application. 
Joint board 27. Served November 15. Denial of permit pro- 
posed. Apple products, points in New York to Cleveland, O., 
over specified routes. 

MC 80883, Vernon Flatt, common carrier application, em- 
bracing also a sub-number thereunder, Same, extension of op- 
erations—Antelope. Joint board 172. Served November 15. 
Applicant’s operation proposed to be found that of a common 
carrier. Certificate recommended. Continuance of operation, 
general commodities between The Dalles, Ore., and Antelope, 
Ore., over a regular route. Exceptions, if any, must be filed 
within 25 days from date of service. 


MC 77410, Sub. No. 1, T. M. Shackelford, dba Boise Basin 
Truck Line, Boise-Atlanta extension. Joint board 49. Served 
November 15. Denial for want of prosecution proposed. Ap- 
plicant sought a certificate to transport ore, concentrates, min- 
ing machinery and supplies between Boise and Atlanta, Ida., 
and vicinity over Idaho highway 21 and unnumbered roads. 
Exceptions, if any, must be filed within 25 days from date of 
service. 


MC 72428, Sub. No. 1, William F. Adam, extension of op- 
eration. Examiner D. C. Dillon. Served November 15. Per- 
mit recommended. Refrigerating display cases, milk cabinets, 
and sheet metal products, Fleetwood, Pa., to points in New 
Jersey, New York, Delaware, Maryland and the District of 
Columbia, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from from date of service. 

MC 67698, Morris Gordon, Boston, Mass., broker applica- 
tion. Joint board 231. Served November 15. Denial of appli- 
cation proposed. Applicant sought a license as a broker to ar- 
range for the transportation of passengers and their baggage. 

MC 64651, City Express, Inc., contract carrier application. 
Examiner F. W. Denniston, Jr. Served November 15. Dis- 
missal of application for a permit proposed at request of ap- 
plicant. General commodities between points in Maryland, 
Delaware, New Jersey, Pennsylvania, New York, Oklahoma, 
Virginia, West Virginia, Connecticut, Rhode Island, Massa- 
chusetts and the District of Columbia, over regular and irreg- 
ular routes. 


MC 50018,, Sub. No. 2, Hahn Truck Line, extension of op- 
erations, Montana-Idaho. Joint board 83. Served November 
15. Permit proposed. Gasoline, kerosene and fuel oil, in tank- 
truck loads, Great Falls, Mont., to Buhl, Gooding, Hailey and 
Mackay, Ida., over designated routes, and from Billings, Mont., 
to Buhl, Gooding, Mailey, Mackay and Idaho Falls, Ida., over 
designated routes. Exceptions, if any, must be filed within 25 
days from date of service. 


MC 36436, Sub. 1, Moland Bros., Trucking Co.—Madison, 
Jefferson and Wisconsin Dells, extension of operations. Joint 
board 142. Served November 15. Certificate recommended. 
General commodities, Duluth, Minn., to Wisconsin Dells, Wis., 
over U. S. highway 53 from Duluth to Eau Claire, Wis., and 
thence over U. S. highway 12 to Wisconsin Dells, Madison, 
Wis., over U. S. highway 53 from Duluth to Eau Claire, and 
thence over U. S. highway 12 to Madison and Jefferson, Wis., 
over U. S. highway 53 from Duluth to Eau Claire, thence over 
U.S. highway 16 to Watertown, Wis., and thence over Wisconsin 
highway 26 to Wisconsin Dells. 

MC 24909, W. A. Boze, common carrier application. Ex- 
aminer M. T. Corcoran. Served November 15. Denial of ap- 
plication for a certificate proposed. Live stock, cement, house- 
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hold goods and farm equipment in Colorado, Kansas, Nebraska 
and Wyoming. 

MC 19931, L. E. Kist, contract carrier application, embrac- 
ing also MC 21562, Same, common carrier application. Joint 
board 144. Served November 15. Certificate recommended. 
Canned goods, over specified routes, Fairmont, Le Suer and 
Sleepy Eye, Minn., to Ames and Des Moines, Ia. Denial of 
applications in all other respects proposed. 

MC 8681, Sub. No. 2, Robert R. Hall, Jr., and E. E. Ham- 
mond, extension of operations to Utah. Examiner M. T. Cor- 
coran. Served November 15. Certificate recommended. New 
and used automobiles, trucks, chassis and other automotive 
vehicles wholly or partially assembled, Detroit, Mich., to all 
points and places in Utah, over irregular routes through Michi- 
gan, Indiana, Illinois, lowa, Nebraska, Colorado, Wyoming and 

tah. 

MC 3730, Phillip J. Kane, Inc., common carrier application, 
embracing also MC 2449, Same, common carrier application. 
Examiner Paul R. Naefe. Served November 15. Certificate 
proposed. Continuance of operation, specified commodities, 
over irregular routes between certain points in Massachusetts, 
Connecticut and Rhode Island. 

MC 86687, Sub. No. 18, Seaboard Air Line Railway Co., 
Jacksonville-Fernandina extension. Joint board 205. Served 
November 15. Certificate proposed. General commodities, 
express, and United States mail, between Jacksonville and 
Fernandina, Fla., via Yulee, Fla., over a specified route. 

MC 89320, Isaac Monroe Mayers, common carrier applica- 
tion. Joint board 61. Served November 16. Certificate pro- 
posed. Dirt, sand, gravel and slag, between Steubenville, O., 
and points in Brooke and Hancock counties, W. Va., over ir- 
regular routes. 

MC 9700, Sub. No. 3, Elsholtz Tri-City Lines, Inc., exten- 
sion of operation—Redlake. Joint board 219. Served November 
16. Certificate recommended. General commodities, with cer- 
tain exceptions, between Bemidji and Redlake, Minn., over a 
specified route. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

MC 95402, Frederick Rively, common carrier paplication. 
Joint board 66. Served November 16. Certificate proposed. 
Fertilizer, top soil, coal, and building and contractors’ tools and 
supplies, between points in Delaware and Chester counties, 
Pa., and Newcastle county, Del., over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

MC 95133, James Peirano, contract carrier application. 
Examiner D. C. Dillon. Served November 16. Permit proposed. 
Fertilizer and insecticides, Springfield, N. J., to Philadelphia, 
Pa., Greenwich and Stamford, Conn., New York, N. Y., and 
points in Westchester county, N. Y., over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

MC 95123, William Howard Baskette, contract carrier ap- 
plication. Joint board 264. Served November 16. Permit 
recommended. Beer, Evansville, Ind., to Nashville, Tenn., over 
a specified route, and empty bottles and cases on return. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from date of service. 

MC 95090, Henry Yost, common carrier application. Joint 
board 45. Served November 16. Certificate recommended. Con- 
tinuance of operation, machinery without motive power, and 
used or disabled motor vehicles by the drive-away method, 
between points in Oregon and Washington, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, if 
any, must be filed within 30 days from date of service. 

C 94759, Arrow Towing Service, Inc., common carrier 
application. Joint board 45. Served November 16. Certificate 
recommended. Continuance of operation, limited to towing or 
transporting disabled motor vehicles only, between points in 
Washington and Oregon, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 94432, Henry Musilli, common carrier application. 
Joint board 61. Served November 16. Certificate proposed. 
Coal, Benwood, W. Va., to points in Belmont county, O., and 
asphalt, slag, sand and gravel from Benwood to points in 
Jefferson and Belmont counties, O., and from Martins Ferry, 
O., to points in Marshall, Brooke, Hancock and Ohio counties, 
W. Va., over irregular routes. 


MC 92147, J. F. Bear, common carrier application. Joint 
board 67. Served November 16. Certificate proposed. Coal, 
Mahanoy City, Pa., to Kenilworth, Hackettstown, Springfield, 
and Stewartsville, N. J., and from Tamaqua, Pa., to Spring- 
field and Stewartsville; fertilizer from Carteret, N. J., to 
Allentown, Pa.; and hay from Chapman, Pa., to Newark and 
Jersey City, N. J., over irregular routes. Modified procedure. 
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Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 90995, Monroe Greely, Jr., common carrier application. 
Joint board 228. Served November 16. Certificate proposed. 
Fertilizer, Baltimore, Md., to Lincoln, Pa., and points within 
25 miles of Lincoln, and lumber, shingles and laths from 
Camden, N. J., to points in Pennsylvania within that terri- 
tory south of Scranton and Williamsport and east of Williams- 
port and Chambersburg, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 90652, LeRoy Dey, common carrier application. Joint 
board 67. Served November 16. Certificate recommended. 
Agricultural commodities, points in Middlesex, Monmouth, and 
Mercer counties, N. J., to New York, N. Y., and Philadelphia, 
Pa., and feed, and fertilizer materials and supplies, from New- 
ark, N. J., New York, N. Y., and Philadelphia, Pa., to points in 
the before mentioned New Jersey counties, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

MC 90551, Alice D. Creger, contract carrier application. 
Joint board 67. Served November 16. Permit proposed. 
Amusement park equipment and devices, between Philadelphia, 
Pa., on the one hand, and New York and Coney Island, N. Y., 
and Asbury Park, and Glen Lock, N. J., on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 89312, Charles Louis Rehfuss, contract carrier applica- 
tion. Examiner L. R. Conley. Served November 16. Applicants’ 
operation proposed to be found that of a common carrier. 
Certificate proposed. Household goods between South Amboy, 
N. J., and points in New Jersey within 5 miles thereof, on the 
one hand, and points in Connecticut, New York, and Pennsy]l- 
vania, on the other, over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 88962, Merle Corneiison and Ezra Cornelison, contract 
carrier application. Joint board 83. Served November 16. 
Denial for want of prosecution proposed. Beer and empty 
containers between Pocatello, Ida., and Great Falls, Mont., 
including certain intermediate points. Exceptions, if any, must 
be filed within 25 days from date of service. 

MC 88886, Forrest Albert Baker, common carrier applica- 
tion, embracing also MC 88887, Same, contract carrier applica- 
tion. Examiner M. T. Corcoran. Served November 16. Denial 
of application for a certificate proposed. Passengers and their 
baggage on special or charter tours between Gallup, N. M., and 
points and places in Arizona, Nevada, Utah, Colorado and New 
Mexico. According to the report applicant filed two applica- 
tions only because doubt existed as to which form of authority 
was required in order to engage in the proposed operations. The 
examiner said the proposed operation clearly would be a com- 
mon carrier charter operation, but public convenience and ne- 
cessity did not require it. 


MC 84565, Ernest S. Dodd, dba Dodd Trucking Co., com- 
mon carrier application. Examiner C. E. Brooks. Served No- 
vember 16. Denial of application proposed. Applicant sought 
a certificate or permit to transport general commodities between 
McGraw, Binghamton, Syracuse, Oneida, Ithaca, Earlville, Roch- 
ester, Courtland and Albany, N. Y., over irregular routes. 


MC 82516, A. L. Levy, common carrier application. Exami- 
ner M. T. Corcoran. Served November 16. Denial of applica- 
tion proposed. General commodities, between points in 
Colorado, Wyoming, Nebraska, Kansas, Oklahoma, Arkansas, 
Texas, New Mexico and Arizona. 


MC 60933, Sub. No. 1, Empire Express, Inc., Westchester 
and Nassau counties extension. Examiner F. R. Linn. Served 
November 16. Certificate proposed. Wet batteries between 
Bloomfield, N. J., on the one hand, and New York, N. Y., and 
points in Westchester and Nassau counties, N. Y., on the other, 
over irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 59880, Fine Motor Freight Lines, Inc., common carrier 
application. Joint board 180. Served November 16. Certificate 
recommended. Continuance of operation, general commodities, 
with exceptions, between Oklahoma City, Okla., and Kansas 
City, Mo., over a specified route, and petroleum products in 
containers, between Kansas City, Mo., and certain points in 
Kansas and Oklahoma. 

MC 59022, Lester Lindley, dba Lindley Truck Co., common 
carrier application. Examiner Mack Myers. Served November 
16. Certificate recommended. Continuance of operations, 
grocery supplies, food products and hardware, between certain 
points in Arkansas, Tennessee, Missouri, Kansas and Oklahoma, 
over irregular routes. 
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MC 30260, Sub. No. 1, Frank L. Delmot, dba Delmot Motor 
Express, extension of operations—Montoursville. Joint board 
65. Served November 16. Certificate recommended. General 
commodities, with certain exceptions, between Williamsport and 
Montoursville, Pa., over a specified route. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 27583, Sub. No. 1, Leonard E. Belcher, extension of 
operations to Brattleboro, Vt. Joint board 276. Served Novem- 
ber 16. Certificate proposed. Petroleum products, Glastonbury, 
Weathersfield and Rocky Hill, Conn., to Brattleboro, Vt., over 
specified routes. 

MC 27583, Leonard E. Belcher, common carrier application. 
Joint board 134. Served November 16. Certificate proposed. 
Petroleum products, points in Connecticut and Rhode Island to 
certain points in Massachusetts, over specified routes. 

MC 78092, Charles Bleich, common carrier application, em- 
bracing also MC 78093, Bleich Motor Lines, Inc., broker 
application. Examiner T. Naftalin. Served November 16. 
Certificate proposed in MC 78092, continuance of operation, 
pick-up and delivery of general commodities, in radial service 
between Jersey City, N. J., on the one hand, and New York, 
N. Y., and certain nearby territory in New Jersey, on the other. 
Dismissal of application in MC 78093 for a license as a broker, 
proposed at request of applicant. 

MC 33089, Elmira Transportation Lines, Inc., common car- 
rier application, embracing also MC 68637, Elmira Transporta- 
tion Lines, Inc., broker application. Examiner W. R. Tyers. 
Served November 16. Denial of application proposed on finding 
applicant not to have been shown to be or to have been either 
a common carrier or a contract carrier subject to the motor 
carrier act. Applicant sought a certificate to transport general 
commodities between points in New York, on the one hand, and 
points in Pennsylvania, Maryland, New Jersey and New York, 
on the other, over regular and irregular routes. The examiner 
said that applicant’s operations were those of a broker, and 
such operations were found not to be consistent with the public 
interest and the policy declared in section 202(a) of the motor 
carrier. By application MC 68637 authorization for identical 
operations that were embraced in application MC 33089 was 
sought, said the report, adding that this application was filed 
as an alternate act on suggestion of the Bureau of Motor Car- 
riers. 

MC 95062, Frank Sberna, common carrier application. Joint 
board 61. Served November 17. Certificate recommended. 
Coal, points in Ohio and Marshall Counties, .W. Va., to points in 
Belmont county, O., and asphalt, sand, gravel and slag from 
points in Belmont county to points in Ohio and Marshall 
counties. 

MC 93751, Bearl Sprott, dba Sprott’s Mexico Tours, com- 
mon carrier application. Examiner W. T. Croft. Served No- 
vember 17. Certificate proposed. Passengers and their bag- 
gage between Los Angeles, Cal., and points on the international 
border at Tia Juana and Calexico, Cal., Nogales, Ariz., and 
Laredo, Tex., in connection with sightseeing tours to points in 
old Mexico. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 93658, Roy W. Hudson, common carrier application. 
Joint board 4. Served November 17. Certificate recommended. 
Specified commodities from and to certain points in Mississippi 
and Tennessee, over regular and irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 


MC 89407, Victor Barone, common carrier application. Joint 
board 61. Served November 17. Certificate recommended. 
Coal, points in Brooke and Hancock counties, W. Va., to points 
in Jefferson county, O., and sand, gravel, cement, brick and 
sewer pipe from points in Jefferson county to points in Brooke 
and Hancock counties, over irregular routes. 

MC 89204, Albert M. Scheffert & William J. Hammann, 
common carrier application. Joint board 135. Served Novem- 
ber 17. Certificate proposed. Coal between East St. Louis, II1., 
and points within 25 miles thereof, including Madison and St. 
Clair counties, Ill., and points in St. Louis and St. Louis county, 
Mo., over irregular routes. 


MC 89138, Perry Gilkinson, dba Gilkinson Cartage Co., 
common carrier application. Joint board 88. Served Novem- 
ber 17. Denial of application proposed. Operation by applicant 
as carrier of general commodities between points in Oklahoma 
City, Okla., proposed to be found transportation for which no 
certificate of public convenience and necessity, or permit, was 
necessary under the provisions of the motor carrier act. The 
joint board cited Bigley Bros., Inc., decision, 4 M. C. C. 711, 
as controlling here. 

MC 89137, Albert Lee Spears, common carrier application. 
Joint board 88. Served November 17. Denial of application 
proposed. Operation by applicant as a carrier of general com- 








PAGE 1044 





modities between points in Oklahoma City, Okla., proposed to 
be found transportation for which no certifiacte of public con- 
venience and necessity, or permit, was necessary under the 
provisions of the motor carrier. 

MC 88808, Parcel Delivery Service, Inc., common carrier 
application. Examiner R. J. Flood, Jr. Served November 17. 
Certificate recommended. Packages and parcels of merchan- 
dise by motorcycle traffic cars, over irregular routes, between 
Newark, N. J., and points within a radius of 20 miles of New- 
ark, on the one hand, and points in New York, Richmond, Kings, 
Queens and Bronx counties, N. Y., on the other. 

MC 88762, R. H. Stroupe, contract carrier application. 
Joint board 74. Served November 17. Denial for want of 
prosecution proposed. Fertilizer between Millville, Pa., and 
Baltimore, Md., via Bloomburg and Harrisburg, Pa., over regu- 
lar routes. 

MC 88696, Chas. Maronna & Co., Inc., common carrier ap- 
plication. Examiner R. J. Flood, Jr. Served November 17. 
Applicant’s operation proposed to be found that of a contract 
carrier. Permit recommended. Carbon black between points 
in the commercial zone of New York, N. Y., and by regular 
route from New York, N. Y., to Passaic and Garfield, N. J. 

MC 88661, G. Frederick Clark, common carrier application. 
Joint board 134. Served November 17. Permit proposed. Fer- 
tilizer, Portland, Conn., to points in Rhode Island on and west 
of U. S. highway 1, and points within a radius of 15 miles of 
Springfield, Mass. 

MC 88618, J. L. Timmons, common carrier application. 
Examiner Virgil J. Livingstone. Served November 17. Denial 
of application proposed. Live stock, farm products, farm sup- 
plies, farm machinery and emigrant movables between Win- 
ner, and specified areas in South Dakota, on the one hand, and 
points and places in South Dakota, North Dakota, Nebraska 
and Iowa, on the other. 

MC 88443, Frank Sedlacek, contract carrier application. 
Joint board 22. Served November 17. Permit proposed. Fer- 
tilizer, Manchester, Conn., to points in Massachusetts lying 
south of a line parallel to and 5 miles north of U. S. highway 
20, extending from Worcester, Mass., to the N. Y.-Mass. state 
line, and lime from Ashley Falls, Mass., to Manchester. 

MC 88087, E. Warner and H. L. Schuitema, dba Warner & 
Schuitema Transfer Co., common carrier application. Exam- 
iner W. E. Messer. Served November 17. Certificate recom- 
mended. Household goods between Muskegon, Mich., on the 
one hand, and points in Michigan, Illinois, Indiana and Ohio, 
on the other, over irregular routes. 

MC 81824, Harvey A. Thrun, contract carrier application. 
Joint board 181. Served November 17. Applicant’s operations 
proposed to be found those of a common carrier. Certificate 
recommended. Continuance of operation, cream and eggs, Wil- 
low River and Finlayson, Minn., and vicinity to Duluth, Minn., 
via Superior, Wis., and to Superior, Wis.; and general com- 
modities, Minneapolis, Minn., and St. Paul, Minn., to Duluth, 
via Superior, and to Superior, Wis., over specified routes. 

MC 42204, Carroll Thomas Jordan, dba Jordan’s Truck 
Line, contract carrier application. Examiner W. W. McCaslin. 
Served November 17. Permit recommended. Continuance of 
operation, paper products, cork cots, cork cot grinders, paper 
mill machinery, equipment, supplies and materials used in the 
manufacture of paper products between Hartsville, S. C., Rock- 
ingham, N. C., and Garwood, N. J.; and between Hartsville, 
Rockingham, and Garwood, on the one hand, and points in South 
Carolina, Georgia, North Carolina, Tennessee, Virginia, Mary- 
land, Pennsylvania, Delaware, New Jersey, New York and the 
District of Columbia, on the other, over irregular routes. 

MC 36364, Sub. No. 1, Missouri, Kansas and Oklahoma 
Coach Lines, extension—Fairfax. Joint board 88. Served No- 
vember 17. Certificate proposed. Passengers and their bag- 
gage, and express, mail, and newspapers in the same vehicle 
with passengers between Fairfax, Okla., and junction U. S. 
highway 60 over Oklahoma highway 18. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

MC 11008, Sub. No. 1, Judson Leon Skowten, extension— 
Michigan, Wisconsin, Indiana, Illinois and Ohio. Examiner 
L. R. Conley. Served November 17. Certificate recommended. 
Household goods, between certain points in Michigan, on the 
one hand, and points in Michigan, Wisconsin, Indiana, Illinois 
and Ohio, on the other, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

MC 35751, Sub. No. 1, Capitol Transport Co., Inc., exten- 
sion of operations. Joint board 74. Served November 17. 
Permit proposed. Liquid petroleum products, Curtis Bay, Md., 
to Chambersburg, Gettysburg, Harrisburg, Huntingdon, Leb- 
anon, Lewistown, and York, Pa., over irregular routes. 

MC 30795, Sub. No. 2, Paul Wadley, extension of operations 
—Illinois. Examiner L. B. Dunn. Served November 17. De- 
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nial of certificate proposed. Oil well equipment and supplies 
between Oklahoma points and points in Illinois, Indiana and 
Kentucky. 


PETITIONS FOR REHEARING, ETC. 

Finance No. 11002, Denver & Rio Grande Western reorganization. 
City Bank Farmers Trust Co., as trustee under general mortgage of 
Denver & Rio Grande Western dated February 1, 1924, asks Com- 
mission’s consent to file amendment to plan of reorganization pro- 
posed by insurance group committee. 

No. 17000, Part 7, rate structure investigation, grain and grain 
products within the western district and for export; and No. 27628, 
Sub. No. 1, Omaha Grain Exchange et al. vs. Alton et al. Omaha 
Grain Exchange asks that Commission reconsider its order of July 
12 with a view to entry of an order directing defendants in No. 27628, 
Sub. No. 1 to establish transit at market of Omaha, Neb., on current 
proportional rate applying and published from Kansas City, Mo., to 
Chicago and Peoria, Iil., and intermediate and related points. 

Ex Parte MC 23, Iowa-Illinois-eastern Kansas-Missouri-eastern Ne- 
braska motor carrier rates. Hutchinson Chamber of Commerce asks 
leave to broaden the issues to protect Hutchinson, Kan., in connection 
with competitive relationships. 


MC-F 7, Cleveland, Columbus -& Cincinnati Highway, Inc., pur- 
chase, Reo Transportation Co. Applicant asks reconsideration. 
No. 13535 et al., Consolidated Southwestern Cases. Southwestern 


lines defendants ask modification of findings and orders to specifically 
except ‘‘Tripoli, low-grade, ground, viz.: Run of mine, not uniform 
in color, or residue after sorting to extract high-grade tripoli of uni- 
form color.”’ 

Ex Parte MC 21, motor carrier rates in central territory. Central 
States Motor Freight Bureau, Inc., asks amendment of order. 

No. 27197, Stanolind Pipe Line Co. vs. Alton et al., embracing also 
No. 27197, Sub. Nos. 1 and 2. Southwestern carriers, defendants, ask 
further modification of order entered January 7 (225 L. C. C. 693), 
also order dated June 13 (227 I. C. C. 619) entered in report of Com- 
mission on reconsideration, both of which orders, as subsequently 
modified, are to become effective December 5, on thirty days’ notice, 
by providing that effective date of both orders will be December 5 
on not less than ten days’ notice instead of on not less than thirty 
days’ notice, as now scheduled. 

MC-F 303, Southwestern Greyhound Lines, Inc., purchase, Sedalia- 
Marshall-Boonville Stage Lines, Inc. Southwestern Greyhound Lines, 
Inc., asks dismissal of application. 


Ex Parte MC 21, motor carrier rates in central territory. Elgin 


Storage and Transfer Co.; Chicago-Milwaukee Motor Carriers, Inc.; 
and Joliet Warehouse and Transfer Co. ask modification of order. 


Ex Parte MC 21, motor carrier rates in central territory. Inter- 
state Motor Freight System asks that it be permitted to file specic 
less than truckload commodity rates on automobile parts as are now 
listed in Notes 50-A, 60-A and 70-A of supplement No. 48 to Central 
States Motor Freight Bureau exceptions tariff No. 15, Agent W. L. 
Meyers’ MF I. C. C. No. B-64, on basis of third class rates between 
terminal cities located on petitioner’s alleged certificated routes, with 
exception of certain light and bulky articles. 

Ex Parte MC 21, motor carrier rates in central territory. Hunter 
Lumber Co., dba Hunter Builder’s Supply Co., asks that Commission 
on further investigation and consideration enter order or orders, ex- 
empting from provisions of this proceeding, clay products such as are 
transported by petitioner. 


Ex Parte MC 21, motor carrier rates in central territory. Mid- 
West Motor Freight Co., Inc., asks that it be permitted to publish 
its own tariff for a part of its business, but still remain a member 
of the Central States Motor Freight Bureau on material which does not 
move in such quantity as to require or justify special concessions 
in rates. 

Ex Part MC 22, motor carrier rates in New England. New Hamp- 
shire Motor Rate Bureau and New England Motor Rate Conference 
ask modification of order dated August 3. 

Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rate Conference asks modification of order dated August 
3 in connection with chain variety store commodities. 

Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rate Conference asks modification of order dated August 
3 and second supplemental order dated October 26. 

No. 27996, M. Crelinsten & Sons, Ltd., et al. vs. Alton et al. De- 
fendants ask further hearing before final submission and reopening 
to take further evidence. 

No. 26285, Thomas Keery Co., Inc., et al. vs. N. Y. O. & W. 
et al. Complainants ask reopening for reconsideration on record as 
made with respect to reparation on shipments made during pendency 
of proceeding, or from December 1, 1933, down to date rates pre- 
scribed by Commission as reasonable rates actually took effect, 
namely: September 15, 1938. 


K. 1..& T. BONDS 


The Commission, by division 4, in Finance No. 7701, Ken- 
tucky & Indiana Terminal bonds, has further modified its sup- 
plemental order entered in this proceeding on June 2, 1934, 199 
I. C. C. 706, as modified December 3, 1935, and June 17, 1937, 
so as to permit the K. I. & T. to pledge and repledge, on the 
terms stated in the supplemental order, to and including June 
30, 1940, all or any part of $511,000 of first mortgage 4% per 
cent gold bonds, as collateral security for any note or notes 
which may be issued by it within the limitations of section 
20a(9) of the interstate commerce act. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court of Appeal, Second District, Division 2, Cali- 
fornia.) 

A bond, given by motor vehicle freight carrier pursuant 
to void city ordinance, for payment to consignor of money col- 
lected by principal from consignee, was void and unenforceable. 
(Gresham vs. National Casualty Co., 83 Pac. Rep. (2d) 101.) 

The surety on bond, given by motor vehicle freight carrier 
pursuant to void city ordinance, for payment to consignor of 
moneys collected by principal from consignee, was not estopped 
to rely on invalidity of bond as defense in action thereon, as 
doctrine of estoppel is inapplicable where instrument involved 
is void from its inception.—Ibid. 


ELKINS ACT CASE 

The Commission has been advised that on November 3, 
Sam J. Wilson, of the firm of Alex Wilson Company of Cincin- 
nati, O., entered a plea of guilty to one count of a ten-count 
indictment and was fined $1,000. The defendant was charged 
with violations of section 1 of the Elkins act in the underbilling 
of carload shipments of dressed poultry consigned to the 
Campbell Soup Company at Camden, N. J. The prosecution was 


a result of an investigation made by the Bureau of Inquiry of 
the Commission. 


TAX CASE REVIEW DENIED 


The Supreme Court of the United States has denied a 
petition for a writ of certiorari in No. 415, Board of Directors 
of St. Francis Levee District vs. Kurn (trustee St. Louis-San 
Francisco) to review a decision that the federal district court 
in Missouri in which the railroad reorganization proceeding was 
pending had jursidiction to enjoin prosecution of suits brought 
in Arkansas state courts to collect levee taxes assessed against 
the railroad and to require that the tax claims be submitted 


to the court having jurisdiction of the reorganization of the 
carrier. 


C. & E. I. REORGANIZATION 


With Commissioner Mahaffie dissenting because he deemed 
the proposed capitalization too high, the Commission, by divi- 
sion 4, in Finance No. 9952, Chicago & Eastern Illinois Rail- 
way Co. reorganization, has adopted the debtor’s plan for re- 
organization with modifications. The new capitalization will 
be approximately $61,000,000 and the reorganization will be 
as of January 1, 1937. 


Commissioner Mahaffie, dissenting, expressed the view that 
the capitalization was about $5,000,000 too high. The sum 
of the cost of reproduction less depreciation, value of land, 
and working capital, he said, was reported as $51,743,797. If 
there were added, at full book value, the $4,963,734 of invest- 
ments in affiliated companies, the total, he said, would be 
$56,707,531. The earnings history and prospects of this prop- 
erty, he said, certainly did not indicate support of the capital 
structure greater than the present physical value of the prop- 
erty. Capitalization, he said, should be limited to that figure. 
That, he said, would require investment accounts to be brought 
in accord. 

“I know of no justification,” said he, “for permitting such 
accounts after reorganization to be continued at the original 
book figures, or figures higher than the present values.” 

The Virginia Transportation Co., which the report said, was 
controlled by the Chesapeake & Ohio through ownership of all 
its capital stock, had a controlling interest in the debtor through 
ownership of $13,126,800, par value, of common stock as of 
May 31, 1936. It also owned, said the report, a note of the 
Cleveland Stevedore Co. for $500,000 and underlying which 
was collateral consisting of $3,330,000 par value, of common 
stock of the debtor. It owned also, said the report, $6,490,400 
par value, of preferred stock of the debtor. 

According to the report, the interest of the old stockholders 
in the C. & E. I. was valueless. The Commission therefore 
found that the proposed disposition of securities was not 
equitable and that the holders of common stock should not be 
permitted to participate in the distribution of the new securities. 





The Traffic World 


PAGE 1045 





That, it said, would require a reallotment of the common stock 
among the bondho!ders and the preferred stockholders. 

The debtor’s plan for reorganization was presented by the 
stockholding interests. Modification of the debtor’s plan, the 
report said, would materially reduce the stock interest in the 
reorganized company which would go to the Chesapeake & 
Ohio. The debtor, the report said, urged the desirability of 
continuing the interest which that company held in the C. & E. 
I., pointing out many benefits which had been and might be 
derived therefrom. It asserted that the distribution of securi- 
ties proposed in its amended plan was deliberately designed 
to perpetuate in that company a substantial interest in the 
reorganized company. 

“There are no facts of record,” says the report, ‘which 
warrant allotment to the Chesapeake & Ohio as a stockholder 
of the debtor any better treatment in exchange for its holdings 
than would be given to any other stockholder.” 

Under the amended plan, according to the evidence before 
the Senate subcommittee, commonly referred to as the Wheeler 
investigation, the Mid-America group comprising the Chesa- 
peake & Ohio and affiliated interests, said the report, would 
own 16.6 per cent of the common stock equity and have 19.1 
per cent of the voting control due to their interest in both 
the new common and new preferred stock. Those interests 
being in managerial control, said the report, it was argued that 
they would also be given financial control even though they 
did not have 50 per cent of the votes in their possession. 

With the elimination of the present common stockholders 
from participation and the additional allotment of common 
stock to the general mortgage bondholders, the Mid-America 
group, the report said, would own 19,000 shares of preferred 
stock, and 70,984 shares of common stock and have only 12.4 
per cent of the voting power. 

Under the amended plan the Reconstruction Finance Cor- 
poration would supply approximately $5,000,000 of new money 
required in the reorganization, through the purchase of new 
prior lien first mortgage bonds and would accept similar bonds 
in settlement of its existing indebtedness with the pledge of 
additional securities for both obligations that had been dis- 
cussed. The Commission said that in view of the present de- 
pressed levels of railroad securities it was unable to find that 
the commitment by the R. F. C. contemplated by the debtor’s 
plan would be adequately secured by the plan. The Commis- 
sion said it was its view that the matter of collateral to be 
pledged for the proposed commitment should be deferred for 
consideration and determination in proceedings before it under 
section 5 of the R. F. C. act. 

In summarizing, the Commission said the debtor’s plan 
should be modified so as (1) to allot 4 shares of no-par value 
common stock to each $1,000 general mortgage bonds; (2) to 
eliminate the old common stock from participation in the dis- 
tribution of new securities; and to change the effective date 
of the plan and the dates of the new prior-lien bonds and the 
_ income bonds to January 1, 1937, instead of January 1, 
1936. 

The debtor contended that section 77 contemplated that the 
plan of reorganization should be the result of agreement be- 
tween the debtor and its creditors and that the Commission 
was required to approve that agreement unless the plan failed 
to meet the standards prescribed by the statute. The Com- 
mission said the mere fact that the creditors and stockholders 
had agreed on a plan was not conclusive. 

The report said that with the modification of the debtor’s 
plan made by the Commission and with equipment trust pay- 
ments to March 1, 1938, the following capital liabilities would 
result: Equipment-trust certificates, series A and B, $408,000; 
equipment-trust certificates, series C, $1,008,000; Evansville 
Belt bonds, $142,000; prior-lien bonds approximately $11,159,000 
out of an _ authorization of $20,000,000; income _ bonds, 
$15,354,500; and preferred stock, $15,354,500 out of an authori- 
zation of $20,000,000; a total of about $43,426,000 and 343,297 
shares of no-par value common stock, out of an authorization 
of 1,000,000 shares. 

According to the report, the capital obligations of the Chi- 
cago & Eastern Illinois actually outstanding were $21,193,600 
held by railroad companies, and $59,179,336 by others. 


LOANS TO RAILROADS 

In Finance No. 12213, Western Pacific Railroad Co. 
trustees’ reconstruction loan, the Commission, by division 4, 
has approved a loan of $10,000,000 to the trustees from the 
RFC to be secured by the deposit of trustees’ certificates of 
indebtedness for a like amount, the certificates to bear interest 
at the rate of 4 per cent. 

The Western Pacific trustees asked for the $10,000,000 for 
a period ending either December 1, 1939, or December 1, 1940. 
The loan is for a two-year period. The trustees asked for 
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the loan to enable them to pay a like amount of trustees’ cer- 
tificates outstanding maturing December 1, 1938. The trustees 
said they had been unable to sell certificates hence their 
application for a loan from the government lending agency. 

In Finance No. 12240, the Delaware, Lackawanna & West- 
ern has asked the Commission to approve a loan of $2,000,000 to 
it from the R. F. C. for five years. The loan, according to the 
application, will bear interest at 4 per cent and will be secured 
by a promissory note of the railroad in a like amount which in 
turn will be secured by an amount of Morris Essex Railroad 
Co. construction mortgage 4% per cent bonds, series “C,” due 
November 1, 1975, to meet requirement of the R. F. C. 

Proceeds of the loan are to be used in the payment of taxes 
due the state of New Jersey December 1, 1938, in the amount 
of $1,968,594 and taxes due the city of Buffalo, N. Y., amount- 
ing to $31,406. 

Applicant asked that the money be made available by 
December 1, 1938, or else they will have to pay a penalty of 
one per cent a month on overdue taxes. This is the first time 
in the history of the Lackawanna, the application points out, 
that it has applied for a government loan, unlike other rail- 
roads instead of borrowing money from the Railroad Credit 
Corporation they have due $329,780. The bonds to secure the 
promissory note are available in the amount of $10,000,000 and 
the application says that these bonds are now valued at $45 
by the $100. 





SIGNAL SYSTEMS 


The Long Island Rail Road; Baltimore & Ohio; and New 
York & Long Branch have filed applications with the Commis- 
sion for approval of proposed modification of signal systems or 
devices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission in writing within 15 days from November 17. 


The Chicago, St. Paul, Minneapolis & Omaha; Wabash; 
Pennsylvania; and Atchison, Topeka & Santa Fe have filed ap- 
plications with the Commission for approval of proposed modi- 
fication of signal system or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party de- 
siring hearing should advise the Commission in writing within 
15 days from November 15. 


The Cleveland, Cincinnati, Chicago & St. Louis; and Chi- 
cago & North Western have filed applications with the Commis- 
sion for approval of proposed modification of signal systems or 
devices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should ad- 


—— Commission in writing within 15 days from Novem- 
ber 14. 


The Chicago, Milwaukee, St. Paul & Pacific; and New York 
Central have filed applications with the Commission for ap- 
proval of proposed modification of signal systems or devices 
under paragraph (b) section 26 of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission in writing within 15 days from November 12. 


The New York Central; Chicago & North Western; New 
York, Chicago & St. Louis; Wabash, and Texas & Pacific, have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing within 
15 days from November 16. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 12156, Missouri Pacific Rail- 
road. Co. trustee operation, authorizing Guy A. Thompson, trustee 
of the Missouri Pacific Railroad Co., to operate under trackage rights 
over the Municipal Bridge and approaches crossing the Mississippi 
River between St. Louis, Mo., and East St. Louis, Ill., and over a 
track of the Terminal Railroad Association of St. Louis in East St. 
Louis, Ill., approved. 

Report and certificate in F. D. No. 12184, Interurban Electric 
Railway Co. operation, authorizing Interurban Electric Railway Co. 
to operate under trackage rights (1) over the existing tracks and 
facilities of the Southern Pacific Co. used in connection with its in- 
terurban electric railway passenger service in Alameda county, and 
(2) over the tracks of the Bridge Railway of the California Toll Bridge 
Authority in Alameda and San Francisco counties, Calif., approved. 

Supplemental report and certificate in F. D. No. 10075, St. Louis 
Southwestern Railway Co. of Texas operation, authorizing Berryman 
Henwood, trustee of the St. Louis Southwestern Railway Co. of Texas, 
to operate, under trackage rights, over the tracks of the Dallas Ter- 
minal Railway & Union Depot Co. in Dallas, Dallas county, Tex., ap- 
proved. 

Report and certificate in F. D. No. 12149, Delaware, Lackawanna 
& Western Railroad Co. abandonment, permitting abandonment by the 
Delaware, Lackawanna & Western Railroad Co. of a branch line of 
railroad in Lackawanna county, Pa., approved. 

Report and certificate in F. D. No. 12180, Atlantic & North Caro- 
lina Railroad Co. et al. operation, authorizing joint operation by the 
Atlantic & North Carolina Railroad Co. and the receivers of the Norfolk 
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Southern Railroad Co. over lines of railroad of each other in New 
Bern, Craven county, N. C., approved. 


c. & S. ABANDONMENT 


The Commission, by division 4, in Finance No. 11114, Colo- 
rado Southern abandonment, on further hearing, has affirmed 
its previous finding that the present and future public conven- 
ience and necessity permit abandonment of the C. & S. of the 
part of its Clear Creek lines between Idaho Springs and Silver 
Plume, about 16.89 miles, in Clear Creek county, Colo. Prior 
report was made in 221 I. C. C. 329. The proceeding was re- 
opened for further hearing on petition of protesting interests. 
Protestants, according to the report, said that the traffic on the 
segment had increased since the first hearing and that there 
were major developments tending to produce much additional 
traffic, including rises in prices for lead and zinc, and improve- 
ment in other conditions, particularly with respect to activities 
at a number of specified mining locations. Commissioner Por- 
ter, dissenting in part, said that there could be no disagreement 
that part of the line must be abandoned, but that he seriously 
doubted if the Commission should permit abandonment of more 
than the part west of Empire. 





RATES VIA SEATRAIN 


The Commission has assigned I. and S. No. 4542, class 
rates via Seatrain Lines, before Examiner Hoy at the Hotel 
New Yorker, N. Y., for hearing, November 30. It has also 
assigned for hearing at the same time and place before Exam- 
iner Hoy fourth section applications Nos. 17496 and 17500, 
aggregate of intermediates, Seatrain routes. In those applica- 
tions railroads have asked authority to establish rates via the 
Seatrain routes without observing the aggregate of interme- 
diates provision of section 4. 

The rates embraced by the suspension proceeding were 
filed by the eastern carriers in purported compliance with the 
Commission’s decision in Seatrain Lines, Inc., vs. Akron, Can- 
ton & Youngstown, 226 I. C. C. 7. The railroads made the 
rates over the Seatrain routes somewhat higher than rates 
proposed by them for application over the routes in which break- 
bulk steamship lines were participants. They claimed that 
the decision of the Commission authorized what they called 
such a relationship between the rail and water rates over the 
two classes of routes, one embracing the break-bulk steamship 
lines, and the others the Seatrain Lines. Seatrain Lines has 
contended for an equality of rates and has accused the railroads 
of using tariff authority conferred by it in an authorized man- 
ner. 


AUTOMATIC STOKER CASE 


The federal court at Cleveland has advised the Commis- 
sion that a three-judge court will hear No. 24049, A. Johnston, 
grand chief engineer of the Brotherhood of Locomotive Engi- 
neers et al. vs. A. T. & S. F., the automatic stoker case, Novem- 
ber 26. The court will be composed of Circuit Judges Allen 
and Simons and District Judge Kloeb. The court advised the 
Commission it was hoped that the hearing would be completed 
in one day. On account of the inability of Judge Jones to as- 
semble a three-judge court at the time it acted, the Commission 
postponed the effective date of its order in that case from 
— 15 to December 15 (see Traffic World, Nov. 12, p. 


PIPE TO THE SOUTHWEST 


The Commission on request of Harry C. Barron, represent- 
ing southwestern lines, concurred in by eastern railroads, has 
extended the time for filing exceptions in No. 27401, wrought 
pipe and fittings, No. 13535, consolidated southwestern cases, 
and I. and S. No. 4381, pipe, ocean-rail to and from the south- 
west, to February 8, and the time for filing replies to February 
28 (see Traffic World, Nov. 5, p. 923). 

The argument which was set for January 5-6 has been post- 
poned by the Commission to a date hereafter to be fixed. 





TEMPORARY OPERATION 
The Commission, by division 5, in MC F-693, Younzer 
Brothers, Inc., purchase, Commercial Bonded Warehouse Co., 
Inc., has authorized for a period not exceeding 180 days from 
November 12, temporary operation by Younger Brothers, Inc., 
of the operating rights and property of Commercial Bonded 


Warehouse Co., Inc., at a total rental not exceeding $150 a 
month. 


VISALIA ELECTRIC ABANDONMENT 
The Commission, by division 4, in Finance No. 11919, 
Visalia Electric abandonment of operation, has authorized 
abandonment of operation, under trackage rights, by that com- 
pany of a part of a line of railroad in Fresno County, Calif. 
The. city of Fresno supported the application. 
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SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many scheduies 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-537, the Commission has suspended from 
November 14 until February 12 the operation of certain sched- 
ules as published in supplements 22 and 23 to Tariff MF- 
I. C. C. 2 of Agent D. C. Stone. The suspended schedules pro- 
pose to establish new class rates between Chicago, IIl., St. 
Louis, Mo., and points grouped therewith, on the one hand, 
and El Paso, Tex., on the other hand; new and reduced less- 
truckload and truckload commodity rates on various com- 
modities from and to points in Colorado, on the one hand, and 
points in Ill., Mo., N. Y., Pa., Ohio and Mich., on the other 
hand; also new less-truckload and any-quantity classification 
exceptions ratings on various commodities between western 
points and eastern, central and southeastern points. The fol- 
lowing is illustrative, agricultural implement repair parts, less- 
truckload rating, present, Class 2; proposed, Class 3. 

In I. and S. M-538, the Commission has suspended from 
November 15 until February 13, the operation of certain sched- 
ules as published in Supplement 5 to Tariff MF-I. C. C. 121 
of Agent W. M. Miller. The suspended schedules propose 
to establish new, reduced mileage commodity rates on cement, 
minimum 20,000 pounds, from Savannah, Ga., to points in 
South Carolina, 160 miles but not over 360 miles from Savan- 
nah, in lieu of present higher class rates. The proposed rates 
range from 14 cents a 100 pounds for 160 miles to 20 cents a 
100 pounds for 360 miles. 

In I. and S. 4551, the Commission has suspended from 
November 15 until June 15 the operation of certain schedules 
as published. in supplement No. 10 to Pennsylvania Railroad 
Company’s tariff I. C. C. No. 2052. The suspended schedules 
propose to increase the rates on clay corroding pots, carloads, 
from Roseville, O., to Chicago, Ill., and St. Louis, Mo. An 
illustrative proposal is to establish from Roseville, O., a rate 
of 28 cents to Chicago, Ill., in lieu of the present rate of 25 
cents, and a rate of 33 cents to St. Louis, Mo., in lieu of the 
present rate of 29 cents. 

In I. and S. 4552, the Commission has- suspended from 
November 17, until June 17, the operation of certain schedules 
as published in Chicago, Burlington & Quincy Railroad Com- 
pany’s Tariff I. C. C. 19246. The suspended schedules propose 
to cancel glazing-in-transit arrangements applicable on sash 
and doors, in carloads, at Lincoln and Omaha, Neb., when 
originating at points in Pacific coast territory and destined to 
points in western trunk-line and official territories, and to cer- 
tain points in Oklahoma. 


OIL SWITCHING RATES IN CHICAGO 


With a view to meeting motor competition, railroads in- 
terested in switching rates in the Chicago district have asked 
the Commission further to modify its order in No. 19610, per- 
taining to switching rates, so as to meet that competition in 
the district and between the district and Chicago Heights in 
the transportation of gasoline and other light oils, by tank 
car. They desire to reduce rates for an experimental period 
of one year, the tariffs to carry an expiration date. 

Specifically the carriers desire to establish, says the peti- 
tion, single-line rates of 244 cents and two-line rates of 3 cents 
between points within the district and two-line rates of 3 cents 
and three-line rates of 3% cents from the district to Chicago 
Heights, minimum weight full shell gallonage of tank cars, at 
an estimated weight of 6.6 pounds a gallon, but not less than 
60,000 pounds. The commodities embraced by the petition are 
gasoline, naphtha, petroleum refined oil (kerosene), and fuel 
oil distillate, not suitable for illuminating purposes. 

In compliance with the original order in 177 I. C. C. 669, 
the carriers said they established rates of 3 cents on single- 
line hauls, 3% cents on two-line and 4 cents on three or more 
line hauls, on a 60,000 pound minimum, on interstate traffic 
and later on intrastate traffic as well. 

Petitioners say they have been reliably informed and be- 
lieve that certain shippers are preparing to contract with motor 
carriers to transport petroleum products between points with- 
in the district and Chicago Heights, at a rate lower than that 
now in effect and that if the proposed contract is made, their 
revenues will be further reduced. They also assert that a 
considerable quantity of petroleum products is now being 
shipped to and between points in the district and Chicago 
Heights by motor. The railroads say they have made a care- 
ful investigation and have found that in one instance the traffic 
that will be lost to one of them will approximate $75,000 a 
year. They submit that in the circumstances establishment of 
the proposed rates will enable them to retain the greater part 
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of that revenue and, no doubt, recapture some of the revenue 
that is being lost on business that is being trucked today. 

The reduced rates they seek, the railroads say they believe 
will provide a rail transportation cost which will permit them 
to compete fairly with truck operators and enable them to 
retain what they have and regain a fair proportion of the 
tonnage that has been lost to the trucks. 





LOWER BASE PRICES ON FREIGHT 


Under the caption, “What Price Transportation?” L. F. 
Orr of the Pet Milk Company, St. Louis, has suggested to the 
Conference on National Transportation that it would seem, 
from an analysis made by him of the rail freight rate struc- 
ture, that the most important correction that needs to be made 
is a revision of the classification, the foundation on which class 
rates rest, that will reflect the cubical displacement of the 
commodity, insure against its damage and the danger of it 
damaging other shipments. 

With such a revision in the classification structure, it would 
be necessary, according to Mr. Orr, only to add a reasonable 
charge for pick-up and delivery service, add to this a surcharge 
when there was a stop to pick up a single minimum shipment, 
and make a reasonable allowance for quantity shipments that 
would reflect the lesser cost of pick-up and delivery. The docu- 
ment uses language used in talking about class rates, which 
are also referred to at times as merchandise rates. 

The application of this revision to the traffic tests of the 
railroads in major cases, says Mr. Orr, indicates that it would 
produce more revenue from less-than-carload traffic than the 
present rates. This revision, he adds, would also enable all 
forms of transportation to give complete door-to-door service, 
meet the “reasonable” tests of the law as between shipper and 
carrier and between carriers. 

Mr. Orr said that his purpose was to examine the present 
method of “pricing carrier competitive freight transportation 
service, not technically nor in detail, but broadly, funda- 
mentally, and impersonally, in the light of common sense and 
fair play, for the purpose of determining the pricing bases that 
would contribute the most towards the development of the 
soundest, most economical and best coordinated system of 
national transportation. He examined the pricing of motor 
carriers and freight forwarders, the volume of whose business 
he pointed out, had increased, while that of the railroads had 
gone down, their rates going up in greater measure than the 


prices of commodities, while their traffic did not keep up with 
production. 


Commenting on the valuation placed on the property of the 
railroads, he said it had been estimated by experienced ap- 
praisers of railroad values that the value of the railroad prop- 
erty that might be. efficiently utilized would not exceed 
$17,000,000,000, though the Commission’s valuation bureau had 
estimated it at 20,000,000,000. He said that valuation did not 
allow for the vast amount of outmoded facilities and property 


otherwise made unusable, and therefore obsolete, for various 
reasons. 


If the investment accounts were reduced one-third, said 
Mr. Orr, that would reduce the total unit cost by approxi- 
mately ten per cent and give the railroads a correspondingly 
at me base price to meet conditions with which they were faced 
today. 

“It would seem that lower base prices and more attractive 
service would greatly enlarge the variety and increase the 
quantity of traffic the railroads could attract,’ said he. The 
revision of their investment and capital structures would 
greatly aid the railroads in making better use of their natural 
economic strength in attracting the maximum of traffic and 
revenue.” 

It was clear from illustrations given by him, said he, that 
the present system of classifying property for shipment was 
as “wide open as a boot jack” to competitive raids, encouraged 
the development of transportation facilities that were economi- 
cally unsound, and caused much traffic to be handled at a 
loss. He cited examples of revenues resulting from the present 
classification. He pointed out that nearly 20 per cent of the 
less-truckload merchandise items weighing 20 pounds and 
more by the cubic foot were rated first class. A minimum 
truckload of that traffic, he said, yielded $160 in Official Ter- 
ritory for a 200 miles haul. More than 30 per cent of the 
items of not more than five pounds by the cubic foot were 
rated third class and a truckload only $14 for a 200 mile haul. 

Under any fair trucking cost-plus profit scale, a truckload 
of any of that traffic, he said, would net approximately $110. 
The motor carrier classification, he pointed out, was based on 
the rail classification. He said the truck operators and freight 
forwarders went after the traffic yielding the $160 a truckload, 
leaving the unremunerative traffic for the railroads. They went 
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so far, said he, as to place provisions in their rate schedules 
that prevented shippers giving them traffic they did not want. 

Among the oddities produced by the classification he cited 
wheat flour, worth about three cents a pound, having a density 
of about 35 pounds by the cubic foot, as paying only 30 cents 
a hundred pounds for a haul of 200 miles, while canned toma- 
toes, having a density of about 45 pounds, paid 44 cents for 
a like haul. 

Changes in this situation, he pointed out, could be made 
without any new legislation. A simultaneous revision of all 
rates now out of line with sound competitive pricing policies, 
he said, would eliminate the opportunity for “chiseling,’’ hasten 
the elimination of uneconomical service and facilities, and re- 
duce transportation costs. These corrections would enable the 
transportation industry, said he, to enjoy a larger share of the 
public dollar, because they would encourage greater use of 
transportation in commerce. 


WHEELER ON RAIL PROBLEM 


Addressing the fourteenth annual New England conference 
under the auspices of the New England Governors’ Council at 
the Statler Hotel, Boston, Mass., November 17, Senator Wheeler 
of Montana, chairman of the Senate committee on interstate 
commerce, suggested two pieces of legislation for the solution 
of what he called “our national railroad problems,” by physical 
and financial rehabilitation of the carriers. 

The first is a bill which would give railroads the power to 
borrow money from the government on terms which he said 
would insure repayment. That bill would give all railroads the 
important privilege now reserved, he said, for railroads in 
receiverships the privilege of granting a prior lien for new 
money borrowed for necessary purposes. 

The other bill would be intended to help reorganizers of 
railroads to effect sound reorganization and also expedite them. 
Congress, said the senator, could set up realistic and scientific 
standards and require that reorganizations should conform to 
such standards. That, he said, would help to free the railroads 
from financial straight jackets and at the same time would give 
recognition to all proper claims of all railroad security holders. 

Recent events, the senator said, had put the national rail- 
road problem on the front page of the newspapers, one of the 
items being the proposed wage cut. He said that he desired to 
pay tribute to railroad management and railroad labor. Their 
task in recent years, he said, had not been easy. He said the 
men who had carried the burden now needed and deserved 
the help. He said, of course the first need of the railroads was 
more business. If American mines and factories were now 
operating to capacity, said he, railroad income would be suffi- 
cient to meet all proper demands. The best thing that could 
be done for the railroads was to promote general business 
recovery, said the senator. However, said he, efforts should 
not be limited to a struggle for general recovery. Deep within 
the railroad system, said he, were disorders which required 
affirmative action such as he proposed by the two bills which 
he had prepared. 

“The railroads deserve better of the country than a policy 
of drift,” said Senator Wheeler. “Nevertheless, we must guard 
against the temptation to seek some magic formula which 
promises to remedy all evils at a single stroke. . . . No single 
panacea can reach all the railroads or all the problems.” 


The measure providing for the borrowing of money from 
the government was proposed by Senator Wheeler, because, as 
he said, the railroads of the country were in such a condition 
that they needed physical rehabilitation. He said it was true 
the rails had not rusted away, nor were the box cars falling 
apart. Yet, he said, Interstate Commerce Commission surveys 
showed that the railroads were some $500,000,000 behind on 
their expenditures for maintaining their physical property in 
good condition. 

The effect of that neglect, he said, was far-reaching. In 
the first place, continuance of such a policy would make trans- 
portation service less efficient, and would impair the value of 
the railroads for their owners. Release of that $500,000,000 for 
physical rehabilitation would stimulate the recovery of other 
industries and would provide reemployment. It was speaking, 
of course, about the weaker roads, and posed for himself a 
question of how the weaker roads were to obtain the money. 
That, he said, was the big railroad problem. 

Pointing out that investors would not lend the weak roads 
money, Senator Wheeler said that the only other place was to 
get the money from the government. He pointed out that 
railroads in receivership under the law were kept in good 
physical condition because borrowings by receivers and trustees 
were given a lien prior to outstanding obligations. Passage of 
the bill such as he suggested would give all railroads the 
important privilege now reserved for railroads in receivership 
on prior liens. 
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He said that perhaps questions might be raised concerning 
the constitutionality of such a measure. With proper judicial 
safeguards, he said, such a law would be upheld by the courts. 

The senator said that objections might be raised to the bill 
giving priority to loans made by the government. He said the 
bondholders might object that they did not want a new lender 
to be paid before they were paid. But, he said, the bondholders 
must realize that the money from the proposed government 
loans would protect the value and efficiency of their property. 

The policy he proposed, he said, sought to avoid one of 
the big mistakes of the past. Formerly, he said, government 
loans often had the effect of supporting the financial, corporate 
and debt structure of the railroads while allowing their physical 
structure to deteriorate, at the same time increasing their 
already over-swollen debt. The physical properties, he said, 
must be maintained and increased for that limited purpose was 
imperative as an alternative to government subsidies, of which, 
he said, he emphatically disapproved. 

Congress, the senator said, could prohibit such things as 
one railroad buying the shares of another and other sorts of 
waste, but that prohibitory statutes were not enough. A cor- 
rective spirit within the industry, he said, would go far to dis- 
courage any thoughtless directors from engaging in unsound 
transactions with railroad money, and would help to stimulate 
those who controlled the roads to reduce costs and expendi- 
tures wherever that could justly be done. 


Senator Wheeler referred to the allegation that the strong 
roads, such as the transcontinental lines, refused to give proper 
divisions to intermediate carriers. The least the country could 
expect from the rich railroads, he said, was that they should 
voluntarily give up any unjust advantage they had been enjoy- 
ing at the expense of the weaker roads. 


Speaking of consolidations, the senator observed that there 
was danger that consolidations and coordination proposals, with- 
out adequate safeguards for the interests of labor, would be 
an injury to labor as great as the wage cuts which had been 
determined to be unwise. He said that to date the large-scale 
consolidation-coordination proposals that had been put forward 
were too vague as to method and terms, too lacking in con- 
crete detail to justify action by Congress. 


FACTS ABOUT THE RAILROADS 


“Fatalities to employes on duty resulting from all kinds of 
railroad accidents were one-third less in the first seven months 
of 1938 than in the same period of 1937,” says the Association 
of American Railroads. 

“Class I railroads in the first eight months of 1938 had a 
deficit after fixed charges of $183,364,000. 

“The value of railway property after allowance for depre- 
ciation, according to the Interstate Commerce Commission, 
is two billion dollars greater than the total amount of stocks 
and bonds in the hands of the public. 

“The average load per car of carload freight amounted to 
36.7 tons in 1937, the highest on record. 

“The ‘hook headed’ spike which is used today by railroads 
throughout the world to fasten steel rails to the cross ties was 
originally designed about 1830 by Robert L. Stevens, then 
president of the Camden and South Amboy Railroad located 
in New Jersey. 

“The standard length of steel rails now used by railroads 
in this country is 39 feet, which is more than twice the length 
used one hundred years ago.” 


ROLLING STOCK ADDITIONS 


“Class I railroads on November 1, this year, had 5,153 
new freight cars on order,” according to the Association of 
American Railroads. “On the same date in 1937 there were 
18,305 on order, and on November 1, -1936, there were 14,068. 

“New steam locomotives on order on November 1 totaled 
seven compared with 181 on November 1 last year, and 67 on 
the same date two years ago. New electric and Diesel locomo- 
tives on order on November 1 totaled 28 compared with 35 on 
November 1, 1937, and 10 on November 1, 1936. 

“Class I railroads in the first ten months of this year in- 
stalled in service 13,009 new freight cars, compared with 62,911 
a same period in 1937 and 34,113 in the same period in 


“The railroads in the first ten months of 1938 also put in 
service 160 new steam locomotives and 98 new electric and 
Diesel locomotives, compared with 305 steam and 52 electric 
and Diesel locomotives installed in the same period last year, 
and 73 steam and 27 electric and Diesel locomotives installed in 
the same period in 1936. 

“New freight cars and locomotives leased or otherwise 
acquired are not included in the above figures.” 
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R. B. A. Meeting 


Specific Proposals for Rehabilitation of Railroads 
Approved by Railway Business Association—Sub- 
sidy for Limited Period Urged—Consolidation 
and Rate-Making Changes Suggested 
(By Stanley H. Smith, staff correspondent at New York) 


A definite subsidy for railroads as the keystone of any 
program adopted for their relief was put forward by the Rail- 
way Business Association in proposals for railroad rehabilita- 
tion approved at its annual meeting in New York at the 
Commodore Hotel, November 16. 

The subsidy, said the association, should be granted with 
relation to expenditures for maintenance of way and struc- 
tures, and be limited to a period of from three to five years. 

The association’s proposals also call for a congressional 
declaration in favor of private ownership and operation of the 
railroads, legislation under which consolidation of the railroads 
into a much smaller number of systems than now exist would 
be effected, and revision of section 15a to provide for a rule of 
rate-making better designed to accord the investor assurance 
that regulation will not disregard his rights. 


The association instructed its officers to endeavor to have 
the approved proposals embodied in programs now being formu- 
lated by others. It was stated that the proposals were not 
put forward as a “program” of the association but that, fail- 
ing to obtain inclusion thereof in the programs of others, it 
was not unlikely that the association would submit its views 
to Congress, particularly with respect to the subsidy proposal. 

“In discussing railroad legislation,’ said the association, 
“four programs are offered, namely, those of the Assoc‘ation 
of American Railroads, the Transportation Association of Amer- 
ica, the Splawn-Eastman-Mahaffie committee of the Interstate 
Commerce Commission—designated last March by the Presi- 
dent as a committee to examine the situation and submit 
recommendations—and the representations made by George 
Harrison on behalf of eighteen railroad unions in the hearings 
before the emergency board. The last named statement is 
more an indication of what railroad labor spokesmen are dis- 
posed to demand and support, than a complete and affirmative 
program for railroad rehabilitation. 

“Some of these programs include: The Pettingill bill to 
repeal most of the fourth section. Repeal of the land grant 
rate obligation. Amendment of section 13 of the I. C. act to 
increase the power of the I. C. C. over intrastate rate levels. 
Amendment of the Clayton act. Elimination from existing 
statutes of the requirement that government officials intervene 
in rate cases. Changes in reparation practices. Disposal of the 
Federal Barge Line. Dismissal compensation credits in un- 
employment taxes. 
“The chief question raised by the inclusion of these items 
in a general program of railroad rehabilitation at this time is, 
whether they collectively provide the needed amount of relief; 
whether their presence may not lead to confusion in the legis- 
lative proceedings, both by reason of the number offered, and 
also because of the difficulty of establishing their significance 
in terms of admitted needs; and whether the presence of so 
many measures, each unrelated to the other and carrying its 
bloc of dissident votes, may not result in consolidating opposi- 
tion to the entire program. While it is difficult to estimate 
the amount of financial assistance, which some of these meas- 
ures might accord, there is good reason for the belief, that if 
all of them should be adopted and made effective, their total 
effect upon the aggregate net railway operating income of the 
carriers would be of rather modest proportions. The problem 
of rehabilitating railroad credit is not that of merely adding a 
few millions to the income account, but rather it is that of in- 
creasing the net railway operating income by upwards of 200 
millions or more over the levels of 1936. 


Suggested Program 


“Naturally much confusion attends the selection of appro- 
priate measures for railroad restoration; but sooner or later 
reflection will show that their relative importance can be 
gauged by the imperative necessities of the case. 

“1. A general program of railroad legislation should con- 
tain a formal declaration by Congress in favor of the policy of 
private ownership and operation of the railroads. 

“2. A general program of railroad legislation should defi- 
nitely promote consolidation of the railroads into a much 
smaller number of systems. The present plan restrictions of 
the I. C. act should be repealed; and for a limited time—seven 
years—voluntary consolidated should be the method, subject 
to I. C. C. approval if in the public interest, together with 
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some provision for contemporaneous study of the advisability 
of, and formulation of plans for compulsory consolidation at 
the end of that probationary period. The I. C. C. should have 
the power to authorize condemnation of properties where 
minorities unreasonably block the consummation of an other- 
wise desirable consolidation. In interpreting the public interest, 
the I. C. C. should give due consideration to competition, but 
should not seek to preserve competition as fully as possible. 

“The railroad situation is desperate enough to justify a 
public policy that will definitely encourage and promote rail- 
way grouping into a much smaller number of systems than 
exist today. While relying upon voluntary action to carry the 
process as far along as possible, nevertheless past experience 
demonstrates that the alternative of compulsion should continue 
as a potent incentive. 


Rate-Making 


“3. A general program of railroad legislation should con- 
tain a revised section 15a, better designed to accord the investor 
as much assurance that the regulatory process will not disre- 
gard his rights, as a mandate, which is not a guaranty, can 
give. It should be phrased in general terms, to avoid undue 
emphasis upon any one factor of reasonableness in its adminis- 
tration; and should be definite in its specification of the standard 
of fair return, in order to avoid litigation over that subject. 


“Section 15a is, of course, no guaranty of carrier income. 
Rather, it is an assurance to the investor against one contin- 
gency only, namely, that in the exercise of the power to regu- 
late rates, that power will be exercised with due regard to the 
right of the investor to a fair return on the investment. It 
carries no assurance against loss of income due to competition, 
business depression, or technological changes. Since it is a 
mandate from Congress to the Commission, it serves only to 
control and guide the administrative body. 


“As a strictly regulated industry, the railroad investor is 
subjected to greater risks of abritrary governmental action than 
are the investors in less regulated enterprises; and this factual 
difference warrants some form of reassurance. 


“There is ample reason for asserting that the railroad in- 
vestor stands in much need of that assurance today. Consider- 
ing the pressures exerted by shippers upon the level of rates, 
and by organized labor upon the level of costs, the investor 
occupies the weakest position of these three groups. Both ship- 
pers and organized labor assert the priority of their claims over 
those of the investor; and Congress has passed laws, authorizing 
government departmental heads to intervene in rate cases, in 
support of their special interests, and against the railroad 
investor. 


“The form that such assurance should assume has been the 
subject of as much meticulous phrasing as insurance contracts 
usually contain. The drafters of statues have been sorely 
beset to write a mandate which is not a guaranty, and yet 
accordes the investor something really substantial, which satis- 
fies everybody and hurts no one, and which is perfectly clear 
and definite in scope and yet leaves room for the necessary play 
of administrative discretion. It is a perfectly impossible task. 


“Three general considerations may be noted. If the decla- 
ration is encumbered with statements of “what the Commission 
shall or shall not consider” in applying the fair return mandate 
to general rate level cases (i. e., incorporate rules of evidence), 
it is almost certain to result in misplaced emphasis in the 
administration of the section. Therefore, it is preferable that 
the mandate should be couched in general terms that do not 
qualify its mandatory character by weasel words. And past 
experience with prolonged litigation over the meaning of the 
fair return emphasizes the necessity of as definite a standard 
as the legislative act can establish. In view of the probability 
that the business cycle will characterize the economic system 
for decades to come, recognition should be given to the principle 
that higher earnings are justified in periods of general pros- 
perity in order to offset inevitable declises of income during 
periods of general depression. 

“The following draft of a revised 15a is an attempt to 
embody the foregoing considerations: 


(1) When used in this section the term ‘‘rates’’ means rates, fares, 
and charges and all classifications, regulations and practices relating 
thereto. The term ‘‘net railway operating income’’ means railway op- 
erating income, including in the computation thereof debits and credits 
arising from equipment rents and joint facility rents. 

(2) In the exercise of its duty to prescribe just and reasonable 
levels of rates, the Commission shall approve such general levels of 
rates as will enable the carriers as a whole (or as a whole in each 
of such rate groups or territories as the Commission may from time to 
time designate) to earn an aggregate net railway operating income 
equal as nearly as may be to an amount not less than a fair return upon 
the aggregate value for rate making purposes of the railway property 
of such carriers, held for and used in the service of transportation. In 
the administration of this mandate the Commission shall give due con- 
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sideration to the desirability of higher earnings in periods of general 
prosperity to offset the low earnings of periods of general depression. 

(3) In determining the said value of the railroads for rate making 
purposes, the Commission shall utilize the results of its investigation 
under Section 19a, as amended, together with such other standards of 
value as it shall deem relevant under the circumstances. In determining 
what constitutes the fair rate of return, the Commission shall give 
consideration, among other things, to the transportation needs of the 
country and the necessity of maintaining such facilities as will provide 
the people of the United States with adequate railroad transportation. 
The Commission shall from time to time determine and in its annual 
report to Congress make public, the aggregate values computed under 
Section 19a, and also what percentage constitutes a fair rate of return 
upon the said value for rate making purposes; and such percentage 
shall be uniform for all rate groups or territories which may be desig- 
nated by the Commission. 


Subsidy 


“4. A general program of railroad legislation should con- 
tain a definite subsidy to the railroads, limited to a period of 
from three to five years, and based upon a defined proportion, 
say 25%, of their expenditures for maintenance of way and 
structures during the preceding year. 

“The immediate benefits which the railroads hope to realize 
from the increased rate proposals of last winter, have been 
insufficient, and those contemplated in the wage reduction 
policy have not materialized. It is still evident that the carriers 
need some measure that will grant them substantial benefits 
immediately, and during the time needed to effectuate the long- 
range portion of the general program. 

“It has previously been observed herein that the methods 
of immediate relief emanating from other quarters have chiefly 
emphasized further recourse to government loans. A strong 
case can be made for such a policy to procure needed equip- 
ment, for loans of this type tend to become self-liquidating. 
But short-term borrowings chiefly for the purpose of paying 
unearned interest, wages or taxes, only serve to drive the car- 
riers more deeply into the morass of debt and to delay needed 
and inevitable financial reorganization. It seems clear that 
some other method of immediate assistance should be sought. 

“The method of basing the grant upon expenditures for 
maintenance of way and structures is suggested in order that 
the grant to the railroads should closely parallel the method 
of aiding domestic waterway and highway transportation, 
wherein the government aid is chiefly confined to the right 
of way. 

“As regards the justification for this rail subsidy, it should 
first be emphasized that the rail carriers are an important cog 
in the scheme of national defense; and that the prolonged de- 
pression has impaired their usefulness for this purpose by 
forcing drastic reduction of maintenance expenditures. In effect 
the railroad companies are maintaining and operating a trans- 
port plant, which, though it was built primarily to serve the 
needs of commerce, nevertheless is a standby instrument for 
national defense. At a time when that commercial use will 
not support the entire plant, and there exists reason to believe 
that the national defense does require its continuation, it is diffi- 
cult to understand why the government should not bear a part 
of that cost in the case of the railroads, as well as on the high- 
ways, waterways, or the Panama Canal. 

“Therefore, as a practical matter, a compensatory subsidy 
to the railroads, well within the probable annual aids given to 
other and competing forms of transport, appears to be the 
easier method of partly correcting this inequality during the 
next five year period. And in doing this the government would 
but offer to the railroads a partial offset to the expenditures it 
is making to promote the competition of other forms of trans- 
portation. 

“Furthermore, it has the advantage of using government 
outlays to stimulate employment upon projects most needed 
from both the commercial and the military standpoints. There 
is no implication of perpetuity in the proposal, which could be 
treated solely as an ad interim measure. And the danger of 
wasteful employment of resources is minimized by the fact that 
the accumulation of deferred maintenance is so large. That 
account could well afford a substantial diversion of funds 
thereto for a considerable period of time, without producing 
over-maintenance. 

“If, however, it is deemed necessary to check the develop- 
ment of any such tendency, it is practical to insert some maxi- 
mum limit for any one year; and it would be appropriate to 
provide for a supervising board, consisting of representatives of 
the carriers, the army, and the navy departments. Aside from 
this point the plan would seem to call for little new machinery 
to administer it. 

“Probably the chief objection is that of unpopularity and 
the disfavor which the land grants brought upon the railroads. 
Subsidies are unpopular; and yet recent events may have 
blunted somewhat the force of this objection. A merchant 
marine subsidy has been frankly asked by a President of the 
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United States, and granted; and agriculture itself has been the 
recipient of widespread subsidies. It cannot be accepted as 
axiomatic that the plan is impossible of realization on this 
account.” 


Officers Elected 


Officers were elected as follows: President, Harry A. 
Wheeler, and vice-presidents, George E. Scott, president Ameri- 
can Steel Foundries, Chicago; George W. Struble, assistant to 
vice-president, Bethlehem Steel Co., Bethlehem, Pa.; William 
C. Dickerman, president, American Locomotive Co., New York; 
William B. Given, Jr., president, American Brake Shoe & Foun- 
dry Co., New York, and C. A. Liddle, president, Pullman-Stand- 
ard Car Manufacturing Co., Chicago. 

The following were appointed members of the executive 
committee: Mr. Scott, chairman; Frank J. Foley, vice-presi- 
dent, American Locomotive Co.; Mr. Given; V. C. Armstrong, 
president, Rail Joint Co.; F. N. Bard, president, Barco Manufac- 
turing Co.; G. A. Blackmore, president, Westinghouse Air Brake 
Co.; B. F. Fairless, president, United States Steel Corporation; 
A. A. Frank, president, Standard Railway Equipment Co.; 
Charles J. Hardy, president, American Car & Foundry Co., and 
Mr. Liddle. 

Departing from its usual custom of having a speaker the 
association held its annual banquet the night of November 16 
with nothing on the program other than the dinner. 





REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has announced dis- 
missal of the petition for investigation filed by the Marine 
Cooks’ & Stewards’ Association of the Pacific coast, C. I. O., 
seeking certification as bargaining representatives for the un- 
licensed personnel on tankers operated out of Pacific coast 
ports by Tidewater Associated Oil Co., San Francisco. 

The board has also announced that in the election to be 
held among the licensed deck officers and licensed engineers 
employed by the Tide Water Associated Oil Co., New York 
City, determination will be made as to whether those officers 
wish to be represented by the United Licensed Officers of the 
United States of America, by the National Organization of Mas- 
ters, Mates & Pilots of America (A. F. of L.), by the Tide- 
water Tanker Officers Association, or by none of them. 

The National Mediation Board has certified that the Broth- 
erhood of Railroad Shop Crafts of America, Virginia system, 
has been authorized to represent the class or craft of carmen 
(including coach cleaners), their helpers and apprentices, on 
the Virginian Railway; the International Brotherhood of Elec- 
trical Workers, operating through the railway employes’ de- 
partment, A. F. of L., to represent the craft or class of electrical 
workers, helpers and apprentices, employes of the Washington 
Terminal Co., and the International Association of Machinists 
and the International Brotherhood of Firemen and Oilers, Help- 
ers, Roundhouse and Railway Shop Laborers, operating through 
the railway employes’ department, A. F. of L., to represent 
respectively the crafts or classes of machinists, their helpers 
and apprentices; and power house employes and railway shop 
laborers, employes of the Long Island Railroad Co., for the 
purposes of the railway labor act. 


The board has also certified that no change in representa- 
tion was desired by yard foremen (conductors) and yard help- 
ers (brakemen), employes of the Akron, Canton & Youngstown 
Railway Co., who are now represented by the Switchmen’s 
Union of North America; also that no change in representation 
is desired by the road conductors and brakemen, employes of 
the Sacramento Northern Railway, who are now represented 
by the Brotherhood of Railroad Trainmen. 


REVENUE FREIGHT LOADING 


The Traffic World Washington Bureau 


Revenue freight loading the week ended November 12 
totaled 636,710 cars—36,623, or 5.4 per cent, below the preced- 
ing week; 49,216,.or 7.2 per cent, below the corresponding week 
in 1937; and 244,807, or 27.8 per cent, below the same week in 
1930. Miscellaneous totaled 256,369; merchandise, 152,202; coal, 
128,069; grain and products, 32,008; live stock, 18,061; forest 
products, 26,846; ore, 16,780; coke, 6,375. 


PRESIDENT’S COMMITTEE IN N. Y. 


President Roosevelt’s committee on the railroad prob!em 
met in New York November 17. Members attended the luncheon 
of the National Industrial Traffic League that day. Carl R. 
Gray said the committee met in New York because it was 
convenient in connection with attendance at the League 
luncheon. 
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N. I. T. L. Meeting 


Traffic League Opposes Splawn I. C. C. Reorganization Plan—Favors Retention of Present Section 


15A—Increase in Rates to Aid Railroads Suggested at Luncheon—Rail Program Considered 
(By Stanley H. Smith, Staff Correspondent at New York) 


Shortly after convening for its annual meeting in the 
Pennsylvania Hotel in New York, November 17 and 18, the 
National Industrial Traffic League adopted a report of its 
special committee on reorganization of the executive depart- 
ments of the federal government condemning proposals put 
forward by Commissioner Splawn for reorganization of the 
Interstate Commerce Commission. It also approved a recom- 
mendation of the committee that a special committee be cre- 
ated to present the views of the League to the Commission 
and to take other action deemed desirable to give effect to 
the League’s position. 

The meeting was opened by Charles W. Braden, president. 
Representatives from the Canadian Industrial Traffic League, 
including Charles LeFerle, president, were presented. After a 
few announcements had been made by George F. Hichborn, 
chairman of the committee on arrangements, the League took 
up the report on reorganization of the I. C. C. 

Presented by R. C. Fulbright, chairman of the committee, 
the report reviewed the Splawn proposals that the law be 
amended so as to authorize divisions of the Commission to 
make final orders without any right of appeal to the full Com- 
mission and that there be created a position of permanent 
chairman who would have authority over procedure and ad- 
ministrative work of the Commission and various divisions, 
such chairman to be appointed by the President. The plan 
also calls for a rate division, finance division and general di- 
vision and a federal transportation authority. 

The committee noted that the Splawn proposals were in 
some respects similar to the I. C. C. reorganization plan put 
forward by Commissioner Eastman when he was coordinator. 
It was pointed out that the League had unanimously disap- 
proved the coordinator’s proposal and ‘‘went on record as be- 
ing opposed to the establishment of a permanent chairman of 
the Commission who would have control of its personnel, and 
as being opposed to any change in the existing method of de- 
termining the personnel of the Commission’s staff.” 

Handling of motor carrier regulatory work as now being 
done was approved by the League rather than by other meth- 
ods as proposed in the Splawn plan. In its report and recom- 
mendations the League’s special committee, whose members 
in addition to Mr. Fulbright were W. H. Chandler, J. P. 
Haynes, John B. Keeler, I. F. Lyons, Charles R. Seal and 
Luther M. Walter, said: 


It is apparent to your committee that at the coming Congress 
efforts will be made to secure legislation to curtail the authority of 
the Commission in various ways. Criticism has been made in many 
quarters of the action and procedure being followed by the Commis- 
sion. The League has never hesitated to go on record as criticising 
or questioning the wisdom of actions taken by the Commission on 
matters of general public interest. At the last annual meeting criti- 
cism was made of certain administrative policies being followed by 
the Commission in administering the motor carrier act. It has been 
the League’s policy to handle these matters directly with the Com- 
mission and your committee does not feel that it would be wise to 
resort to legislation until such efforts to secure voluntary action 
have been exhausted. We believe that it is of utmost importance that 
the Commission be left free from political and outside influence and 
that its independence of thought and action be at all times preserved. 
Most of these criticisms emanate from selfish motives of interested 
parties and it is not the function of your committee to pass upon the 
justice of such criticisms. However, in view of apparent efforts to 
curtail the powers and curb the activities of the Commission as mani- 
fested in various quarters, your committee is of the opinion that no 
legislation should be adopted or proposed at this time which has for 
its purpose interference with the administrative set-up and the gen- 
eral method of administering its jurisdiction or which would under- 
take to curtail seriously the discretionary powers of the Commission. 
We believe that the views of the League in this respect should be 
made known to the Commission and to the individual members thereof 
and that the League should offer its friendly offices to cooperate with 
the Commission and undertake to bring about by voluntary action any 
changes or improvements that may be considered desirable in the 
conduct of the business of that body, which can be accomplished 
without further legislation at this time. 

Your committee therefore recommends that the League disap- 
prove the Splawn proposal as above outlined and any other legisla- 
tive: proposals which are designed to compel the Commission to reor- 
ganize its functions and activities or surrender the right of the body 
as a whole to determine its personnel and administrative policies 
or which would deprive carriers or the public of the right of appeal 
to the entire Commission from the decision or orders of any division 
thereof. 

Your committee further recommends that the President of the 





League appoint a special committee of not less than three nor more 
than five of which the chairman of the executive committee of the 
League shall be a member, to go to Washington and present the 
views of the League to the Commission and to the members thereof 
and take such other and further action as may be considered proper 
in presenting the position of the League as expressed in this report and 
as expressed in action taken at prior meetings of the organization where 
kindred subjects have been acted upon. 


Executive Committee Report 

Submitting the report of the executive committee, E. F. 
Lacey, executive secretary, said it recommended that the fol- 
lowing be elected to honorary life membership in the League: 
C. T. Bradford, A. W. Carey, C. L. Hilleary, W. H. Johns and 
A. Murawsky. This was approved. In memory of members 
who died in the last year the members stood while Robert Cooke 
read “Crossing the Bar.” 

The special committee on Ex Parte 115, W. H. Day, chair- 
man; J. R. Van Arnum and the late L. E. Muntwyler, was 
d:scharged,. having completed its task. 

The executive committee referred to the export and im- 
port traffic committee, with instructions to confer with the 
Maritime Commission, a question with reference to commiss’on 
regulations under which steamsh’p lines are required to furnish 
the commission with both open and contract rates, which in- 
formation is available to all parties of interest, particularly for- 
eign steamship lines and exporters. Such information, it was 
stated, might be used to the disadvantage of American shippers 
who have no means of obtaining similar data from lines operat- 
ing from foreign countries. Correction of this situation will 
be sought by the committee. 

Mr. Lacey said the question of calling a spring meeting 
had been left to the determination of the officers. The legis- 
lative situation might be such, said he, that a spring meeting 
would be necessary. The next annual meeting will be held at 
the Palmer House at Chicago, November 23 and 24, 1939, with 
the executive committee meeting the two preceding days as 
usual. 

Railroad Situation 

A special committee, headed by Mr. Day, was created by 
the executive committee to consider the railroad situation and 
make recommendations. The other members are J. B. Keeler, 
M. N. Billings, I. F. Lyons, M. M. Emmert, W. A. Moore, E. S. 
Gubernator, R. C. Fulbright, F. M. Renshaw, W. P. Libby, 
G. A. Blair, W. H. Chandler, T. C. Burwell, F. S. Keiser, C. W. 
Braden, J. S. Burchmore and J. W. Bingham, with officers as 
ex officio members. 

Chairman Day orally presented the report of this special 
committee as made previously to the executive committee. 
The serious situation confronting the railroads was realized by 
all, said he, but the feeling was that the real problem of the 
railroads was the lack of traffic and that as business picked 
up the railroads would benefit thereby. The committee had 
analyzed the various programs that had been put forward, said 
he, and it was interesting to observe that the League at one 
time or another had taken a position as to most of the points 
covered in these programs. 

The committee felt, said he, that from this time on, the 
railroad situation was going to be a live one and that the 
League should have a committee to watch developments and 
advocate the position of the League. 

Mr. Day then submitted the printed program issued by the 
Association of American Railroads and took up the various 
parts of it. 

The railroads’ proposal for revision of the rate-making rule 
to permit the railroads greater latitude in pricing their product, 
said he, did not meet with the approval of the executive com- 
mittee. He said the League had fought long to obtain what 
was now in section 15a and that it would be a backward step 
to remove the discretionary power vested in the Commission. 
It recommended, he said, that no action be taken contrary to 
the established policy of the League. Mr. Fulbright moved 
that the League go on record reaffirming its position on 15a 
and that 15a be not now repealed or modfied. Mr. Chandler 
seconded the motion. It was onposed by R. F. Bohman on 
the ground that the League should not tie its hands that way 
because it might wish to submit something else later. Mr. Day 
said it was not contemplated that the League would stop with 
that—that the special committee planned to study the problem 
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with a view to dealing constructively with it later. A rising 
vote was taken on the Fulbright motion. The vote was 114 
for and 18 against. Ca 

As to the railroad proposal for liberalization of the pro- 
visions under which R. F. C. loans may be made to railroads, 
the League voted to approve that. 

Repeal of the land grant statutes also would be favored 
as the League was an advocate of that, said Mr. Day. 

The League agreed with the railroad program as to the 
government getting out of the barge line business to the extent 
that it favored that this be done as soon as the government 
could find a purchaser who would continue to operate the lines. 
Mr. Keiser was recorded as against that position, however. 

As to further regulation of water transportation as pro- 
posed by the railroads, Mr. Day said there was no need for 
further action as the League position, which as explained 
by Mr. Lacey, was against any further regulation of water 
carriers. 

As to repeal of the long-and-short-haul clause, favored by 
the League, Mr. Day said that that would be covered by the 
report of the special committee on that subject. 

Liberalization of consolidation provisions of the law as 
recommended by the railroads was in line with the position 
of the League, said Mr. Day. 

Concerning the rail proposal for amendment of the rail- 
way labor act with respect to the adjustment boards, Mr. Day 
said the committee felt this was a subject as to which the 
League might well steer clear at this time. It believed there 
should be closer cooperation between management and men in 
working out problems where reductions of wages were not con- 
cerned, said he. 


Shippers Must Solve Rail Problem 


Declaring that railroad management had shown itself in- 
capable of finding a solution of the railroad problem and that 
still more conspicuous had been the failure of governmental 
agencies to find anything approaching a permanent cure for 
the railroads’ ills, James F. Bell, chairman of the board of 
directors of General Mills, Inc., Minneapolis, Minn., told League 
members and guests at the annual luncheon meeting, Novem- 
ber 17, that the railroad problem “resolves itself onto the 
shoulders of the principal users of transportation, because I 


firmly believe that they have much more at stake than any- 
body else.” 


Mr. Bell proposed that principal shipper groups organize 
for the purpose of formulating a transportation program. 

Though he said he believed that the long-time solution of 
the entire transportation problem was rather in lower than in 
higher rates, he thought it might be necessary for railroad 
users to pay higher rates now with a view to restoring the 
railroads first to a basis of immediately profitable operation. 
With profitable operations restored, said he, it would then be 
possible to look to the correction of abuses, the elimination 
of duplications, and to the many other considerations which 


now stood in the way of the successful permanent solution of 
the problem. 


_ Mr. Bell’s subject was “Whose Problem Is Transporta- 
tion?” He said that, if he were to make a categorical answer 
to that question, he would say, “everybody’s,” for he knew of 
no one problem confronting the country that was of such im- 
portance to so many people. Unfortunately, as in most cases, 
said he, everybody’s business became nobody’s business. 

“It is like Mark Twain’s comment on the weather: ‘Every- 
body talks about it but nobody does anything about it,’” said 
he. “This being true, if the problem of transportation is to be 
solved, some particular group must accept the responsibility for 
taking the initiative. Naturally, it should be that group that 
can and does possess the greatest potential influence.” 


“Live and Let Live” 


Commending the principle of “Live and let live,” Mr. Bell 
said that, in the race for development of the railroads and 
often of late in the growth of highway transportation, this 
principle had often been forgotten. 

“Overweening ambition has destroyed perspective and 
proportion; momentary advantages, taken at the expense of 
the future, have filtered down through all the various con- 
tacts and associations having to do with transportation, until 
today the principle of ‘live and let live,’ so far as transporta- 
tion is concerned, is largely lost,” said he. 

After referring briefly to the past and the fact that changes 
in transportation had come that were not foreseen by the rail- 
road pioneers, Mr. Bell said the main thing now was not the 
cause of the present situation but the solution of it. 

“In this,” said he, “I see two necessities: ‘First, measures 
of expediency which will carry us over the present crisis and 
give us sufficient time to solve the problem in a constructive 
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way; and second, a comprehensive plan of procedure for the 
future. 


Government Ownership 


“First, we know that, unless some immediate relief is 
given, we must inevitably see the rail transportation of this 
country, and probably the complete control or ownership of 
all other forms of transportation, centralized in the federal 
government. No thinking person or any person dealing di- 
rectly with the transportation of goods can contemplate such 
a possibility without apprehension and alarm.” 

Government ownership, he continued, inevitably meant 
political control, and political control meant the shifting of 
economic advantages into areas of greatest political strength. 

“Such control would mean not alone the transfer of the 
property of the railroads and other forms of transportation to 
the government, but would also lead eventually to the transfer 
to federal ownership of those enterprises dependent upon rail 
transportation,” said he. “The value of all stock holdings in 
such enterprises would be completely subject to political action, 
whereby misled judgment or political preference could not 
only destroy values but could confiscate the stock holdings 
themselves, and the future of the enterprises would thus be 
wholly at the mercy of political whims. 

“IT do not believe the average citizen appreciates these 
implications, nor do I believe that the users of transportation 
themselves have a true conception of what it all means. The 
problem, therefore, is to educate the public to a proper under- 
standing of the facts. It is easy to say that they should be 
educated, but who is going to do the job and where is the 
education going to start? 

“I believe it is going to start right here. My general 
observation is that railroad management has shown itself in- 
capable of finding a solution, and the finding of such a solution 
is the first prerequisite to enlisting public support. Further- 
more, without active and enlightened public support, no ade- 
quate remedial measures can possibly be made effective. This 
inability to solve the problem applies alike to the manage- 
ments of individual railroads and to their collective efforts 
through their national organizations. I am also convinced that 
the railroad security and equity owners have shown themselves 
impotent. They are too widely scattered and too inarticulate 
to be counted on. Still more conspicuous has been the failure 
of governmental agencies to find anything approaching a perma- 
nent cure for the railroads’ ills.” 


Up to Shippers 


There was, however, one other group remaining, said he, 
a very important group, a group with wide contracts, a group 
which in his opinion possessed the means of doing much to 
stem the present tendency and educate the public to a proper 
understanding and comprehension of the dangers which “lie 
ahead of us.” 

That group, he continued, consisted of those who orig- 
inated the tonnage on which the railroads lived. 

“We know that the ear of the railroads is peculiarly at- 
tuned to them, and I believe here is a point of contact and 
influence that, if rightly coordinated, can be made an effective 
power,” said he. 

He said it could not be denied that the user of transpor- 
tation had contributed much to the evils of the present situa- 
tion. 

“Concerned first of all with his own immediate profit, he 
has shown lamentably little interest in the problems of the 
railroads, failing to recognize that in the long run they are his 
own problems too,” said he. 

In their relations with the railroads, he said, shippers fre- 
quently insisted on services at rates which, if they stopped to 
consider, they would know were not remunerative. 

“Thus we demand of the other fellow something that vio- 
lates the very principle, when it applies to ourselves, whereby 
we are able to go on doing business,” said he. “True, we can 
still hold our personal opinions about the past and even present 
abuses within the organization and management of the railroads 
that have made these rates unremunerative, but we are in no 
position now to stop, look, and listen. The house is on fire. 
Are we going to pause and consider who set the house on fire, 
or are we going to put the fire out and settle the matter of 
responsibility and salvage later? 


Loans Not Solution 


“Everybody can see the fire, but there is utter disagreement 
and confusion as to how it can be extinguished. One frequent 
proposal would, indeed, ultimately increase the blaze, by simply 
enlarging the total indebtedness of the railroads. Our trans- 
portation system can not borrow its way back to prosperity. 
Additional loans to the railroads can afford permanent help 
only if there is immediate prospect of sufficient added revenue 
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from current operations so that not only can interest and 
amortization charges on the new indebtedness be met, but an 
additional margin of net revenue can be created to apply on 
past obligations. The immediate problem of the railroads is 
exactly like the problem of every other business enterprise; 
current operation must show sufficient profit to justify invest- 
ment. Furthermore, every phase of the railroads’ operation 
must be so adjusted that in each major activity increased busi- 
ness means increased profit. Nothing is to be gained by argu- 
ing about the reason why the railroads have got into such a 
predicament until we recognize that the first essential now is 
to enable them to carry on their current business at a profit 
reasonably commensurate with their volume of traffic.” 


Higher Rates Suggested 


Mr. Bell here presented his suggestion of restoring profit- 
able operation, first by imposition of higher rates. Said he: 


Personally, I believe that the long-time solution of the entire trans- 
portation problem is rather in lower than in higher rates, and in this 
I think many of you will agree. It very frequently happens, however, 
that, in obtaining our objectives we have to take preliminary steps 
that seem to point in exactly the opposite direction. I believe we are 
in that situation at the present moment. It appears an act of self- 
preservation for the users of transportation to unite in an effort to 
restore the railroads first to a basis of immediately profitable operation. 
Then, with profitable operation restored, it will be possible to look to 
the correction of abuses, the elimination of duplications, and to the 
many other considerations which stand in the way of the successful per- 
manent solution of our problem. 

Restoring the railroads to a basis of operation which would win 
for them public confidence and support may mean, therefore, that, for 
the immediate future, we shall have to pay—and in the long run can 
well afford to pay—higher rates. Looking back over past experience, 
one may well ask if this will do any lasting good. Will the railroads, 
as so often heretofore, simply skid over the emergency on the impetus 
provided by higher rates, and then sink back, with no real attempt to 
put their house in order, to await the next crisis? 

The answer to this question, again, rests with the users of trans- 
portation. If we are successful in finding and putting into effect emer- 
gency measures that will restore the railroads to reasonably success- 
ful operation, and then are content to leave the future to railroad 
management, past experience warns us that we shall once more be dis- 
appointed. No immediate relief that we, or anybody else, can discover 
for the railroads will be of the slightest permanent use unless we are 
prepared to follow through and to insist that the emergency measures 
must be followed by a real and thorough-going house-cleaning. The 
patient needs a shot in the arm to keep him from dying, but he has 
had such treatment before; this time he needs not only the immediate 
stimulus, but also a continuing and radical change in his manner of 
living. If we are to be the doctors in the crisis, we must expect to 
remain in charge of the case until convalescence is completed. An im- 
mediate application of higher rates can be, at best, only a beginning 
of the cure, and the past history of the case gives no reason for any 
belief that the invalid, once revived, is able to cure himself. 


Subsidies 


In considering this emergency remedy of higher rates, we must 
remember that the railroads today are faced with a special handicap 
resulting from the fact that their chief competitors are currently en- 
joying direct or indirect subsidies from the government. The company 
operating trucks does not have to pay the principal cost of construct- 
ing and maintaining the roads which make its operation possible; the 
river steamship or barge line is not required to dredge its own chan- 
nel. The taxes paid by the railroads are used to subsidize the com- 
petitors who are ruining them. If profitable operation for the rail- 
roads is to be made possible, the users of transportation must insist 
that in this matter of subsidies, paid by the people out of taxes, the 
railroads should be put on at least a more nearly equal footing with 
their competitors. Since any form of subsidy is merely a disguise for 
higher rates, the tax-payer making up the difference without knowing 
it, the question as to whether or not there should be subsidies applying 
to all forms of transportation is, in effect, merely a restatement of the 
question whether all rates should go up. The present situation dis- 
tributes the benefits of tis hidden advance unequally, giving all the ad- 
vantage to the railroads’ competitors, and this is something that the 
force of informed and aroused public opinion can and should correct. 

Equalize Competition 

I am no believer in government subsidies. I have no faith in any 
method that uses taxation to conceal the true facts. If, however, we 
are to do anything for the railroads, we must clearly recognize that 
their subsidized competitors are, in effect, enjoying higher rates paid 
by the public out of taxes, and we must equalize the competition, either 
directly, through granting higher rates to the railroads, or indirectly, 
by giving them the same subsidy advantages as their competitors. 

As an actual fact, the major users of transportation are far less 
interested in the amount of the rates, which, in most cases, are reflected 
in delivered prices, than in the fair interrelationship of rates. True, 
too high a rate on any given commodity may militate against the sale 
of that commodity, but this happens seldom rather than frequently. 
The vitally important thing is that there should be a fair relationship 
of rates as between localities, in order that competing goods should 
move on an equitable basis, and to prevent unjust and disastrous dis- 
crimination against one manufacturing or shipping point as compared 
with another and competing one. 


Traffic Managers 


In my talks with our traffic managers, I have impressed upon them 
that the railroads are the chief arteries through which our goods reach 
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consumption, and that it is their responsibility to maintain these ar- 
teries in the highest possible state of efficiency. I have pointed out that 
this can not be done unless the railroads that furnish us with the 
necessary facilities receive adequate compensation for the services they 
render. We do not propose to evaluate the work of our traffic mana- 
gers by the number of dollars they can recover for the company, when 
these dollars may sometimes be wrung out of the losses of the railroads 
themselves. Rather we propose to measure their performance by their 
ability to maintain a fair relationship in rates as between the various 
sections in which we and our competitors operate. I have gone still 
further, and stated that, as between rates that are unprofitable to the 
railroads and higher rates that would prove remunerative, our traffic 
managers are to lend their assistance to the railroads in securing the 
necessary corrections, provided always that the proper relationship of 
rates between points is preserved. Finally, I have urged the need of 
intelligent and constructive effort on their part in helping to defer the 
encroachment of federal control over transportation facilities. 

It is not to be expected that this should be the natural point of 
view of industrial traffic managers. By the very nature of their jobs, 
they tend to be in daily conflict with the rdilroads. It is their business 
to see that their companies get full value for every dollar spent on 
transportation. Nevertheless, it is through these same industrial traf- 
fic managers that the railroads derive their very life’s blood, for it is 
productive enterprise, and productive enterprise only, that creates the 
tonnage from which transportation secures its chief revenue. 


Common Interest 


If, instead of regarding the users of transportation and the rail- 
roads as somehow on opposite sides of the fence, we can iearn to think 
of them as partners in a single great enterprise, we shall have gone a 
long way toward solving the problem. Wealth is not wealth until it 
reaches the point where it can be used. Flour in our warehouses is 
intrinsically of no more value than a pocketful of gold on a desert 
island. Conversely, transportation facilities are useless unless they 
have something to transport. A shipper without railroads, or a railroad 
without shippers, is at best a one-legged creature, able only to hobble 
where he ought to walk and run. 

There is urgent need for the education of industrial traffic admin- 
istration in this point of view. Industrial traffic managers will, of 
course, always continue to act as watchdogs over their companies’ in- 
terests, but even the most zealous watchdog should likewise be friendly 
with his master’s known friends. One thing that has contributed most 
toward keeping the users of transportation and the railroads apart has 
been the fact that their daily contacts have been largely through men 
trained to see the points of opposition rather than those of common 
interest. 

As long as we expect profitable returns for the services we our- 
selves render, we also must expect to pay a proper remuneration for 
the services we demand of the railroads. We can hardly expect them to 
continue these services unless we grant them the means of living, and 
in the long run we would be jeopardizing our interests and our invest- 
ment if we received the benefit of such services on a basis below their 
fair cost. 

I can not but feel that with this attitude on the part of the user 
of transportation much good can be accomplished. Possibly this is not 
the way to bring it about; I offer it to you only for what it is worth. I 
am not sold to any one method, but I am sold to every method that 
will bring about the solution of this problem, a problem which I again 
repeat, rests largely if nat wholly upon the users of transportation, and 
above all upon those who originate the tonnage now and who will con- 
tinue to originate tonnage in the years ahead. Whether our goods are 
to move in the future with the freedom they now enjoy, or whether 
we are to sacrifice this liberty to government control, is for us to 
determine. 

Action by Shippers 


I realize that this means fundamental changes in the entire phi- 
losophy and outlook of the user of transportation, and particularly of 
those who assume the responsibility for industry in the direction of 
traffic and the maintenance of traffic relations. To see, however, what 
can actually be done toward bringing about this change, let us look at 
the broad picture of those who, as the originators of tonnage, are the 
chief users of transportation throughout the country. There are eight 
great shipping groups: 1, lumber; 2, coal and petroleum products; 3, 
imperishable agricultural products; 4, perishable agricultural products; 
5, live stock; 6, ore; 7, iron and steel, and 8, automotive. 

Should we not consider the possibility that representatives from 
these eight groups could get together and formulate, for their own 
protection, some program upon which they could unite and whereby 
they would abandon their present attitude, recognizing that this atti- 
tude is leading to destruction; some plan which would tide us over the 
present crisis and restore the railroads to a basis of profitable opera- 
tion; some means for continued effort in the education of public opin- 
ion to a point where permissive measures would be granted by the 
body politic, replacing measures that are now prohibitive and stand in 
the way of constructive action? Unquestionably, such a group would 
have the active support of the railroad security and equity ownership, 
a large portion of which rests in the great insurance companies of 
this country, and surely ‘the originators of tonnage have ample per- 
suasive power insofar as railroad management is concerned. 


Immediate Situation “Desperate” 


Such a group, directly representing the shippers themselves, but 
with the active cooperation of all the elements in our vast transporta- 
tion system, would be in the best possible position to study and recom- 
mend regarding not only the immediate but also the long-time solution 
of the problem. As I have suggested, when the house is on fire, the 
first need is for an extinguisher, but the extinguisher will not be of 
much help when it comes time to get the house ready once more for 
permanent habitation. In this case, the extinguisher may well prove 
to be higher rates, but the fact that higher rates may be necessary to 
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save the railroads from immediate disaster should not lead us to think 
that they are necessarily the right basis for a long-time policy. 

The immediate situation is so urgent, so desperate, that I am not 
going to confuse it further by even discussing what ought to be done 
in the rather distant future if we are able to survive the present crisis. 
I do, however, want to make it perfectly clear that I am not advo- 
cating generally high rates as a sound and wise permanent policy. De- 
cision regarding any lasting solution of the problem has simply got to 
wait until we have escaped from the pressing danger, even if in es- 
caping we may have to run away in what turns out to be the wrong 
direction. In any event, the same machinery for bringing into play the 
collective effort of the users of transportation can be used for a double 
purpose. If it can find the way to put out the fire, it can certainly 
find ways to rebuild the house. 


Long-Time Viewpoint Urged 

That the railroad problem is our problem there can be no question. 
I believe the solution rests with us, but it will only be when we change 
our present philosophy, and take not just the short-time but rather the 
long-time viewpoint, using our influence and contacts to restore the 
fundamental principle of ‘‘Live and let live."’ We demand the right to 
live, but can we expect to enjoy that privilege unless we grant the 
same right to others? More than this, how can we expect the privilege 
of continued economic life if those to whom we deny an equal right are 
actually our aliies, indispensible to our own welfare? Back of the im- 
mediate menace of government ownership and operation of the rail- 
roads and other instruments of transportation hangs, for us, the far 
greater menace to our own existence. If government controls the 
agency whereby alone our products can become of value, it controls 
us as well. For this reason, my plea for a policy of ‘‘Live and let 
live’’ as between the users of transportation and the railroads becomes 
still more a plea to both of us that we must live together as partners 
in a common enterprise in order that private enterprise in industry 
may not be carried down to destruction by its failure to come to the 
rescue of its ally in its hour of greatest need. 


Railroad Program Again 


Resuming consideration of the railroad program after the 
luncheon, the League took no action as to the rail recommenda- 
tion that the power of the Commission to deal with state rates 
be increased. Mr. Day said the subject was so controversial no 
recommendation was made. 


Taxation recommendations of the rail carriers were ap-' 


proved. These call for exemption of the railroads from the 
undistributed profits tax and voiding of additional taxes im- 
posed by any state on account of the intrastate operations, or 
the corporate existence, of railroads engaged in interstate com- 
merce, except to the extent such taxes may be paid from the 
current net earnings arising out of or reasonably attributable 
to such intrastate operations. 


No action was taken on the rail proposal that tolls be 
charged for commercial use of inland navigable waters, other 
than harbors and Great Lakes. No recommendation was made 
—e of the controversial nature of that proposal, said Mr. 

ay. 

The League, dealing with the subject of relieving railroads 
from expense of eliminating grade crossings and construction or 
reconstruction of bridges in connection with improvement of 
waterways, voted that the railroads should be relieved of ex- 
penses in excess of direct benefits to them and in excess of 
reasonable contractual obligations to replace bridges. 

Approval was voted for the rail proposal that where dis- 
missal allowances are made to employes displaced by coordina- 
tions credit be given the railroads on the railroad unemploy- 
ment insurance tax to the extent of such allowances. 


No recommendation was made and no action taken with 
respect to changes in the law relating to reparation urged by 
the railroads. There was also no recommendation on the rail 
proposal that railroads be permitted to operate on the highways 
and on the Great Lakes and inland waterways, and no action 


was taken as to that. That proposal was also held to be highly 
controversial. 


The rail recommendation that the Clayton act, requiring 
bids for contracts, etc., involving more than $50,000, in instances 
where there are interlocking interests, be amended so as not 
to apply to dealings or contracts between common carriers 
which belong to the same system of transportation and are 
under a common control or management, was approved. 


The League also approved the rail proposal that the law 
be amended to eliminate those provisions under which govern- 
ment representatives appear in coal and agricultural cases 
before the Commission and may make complaints to the Com- 
mission. 

The special committee created by the executive committee 
on the railroad situation was made a special committee of the 
League to act for the League in matters arising in considera- 
tion of the railroad situation. Members to the committee may 
be added by the president. 


Fourth Section Controversy 


Considerable time was taken by the League in another dis- 
cussion of the League’s attitude on the Pettengill bill to elimi- 
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nate the long-and-short-haul clause of the fourth section of the 
interstate commerce act. 

A motion made by Mr. Chandler that, in view of wide- 
spread sectional differences and dissension within the member- 
ship of the League over the fourth section issue, the League 
take a neutral position on such legislation, leaving to individual 
members the position each would take thereon, was lost by a 
vote of 85 to 72. 

The League also, by a vote of 92 to 34, rejected a motion 
made by A. C. Welsh that the League take militant action 
against modification of the fourth section. 

Finally, the League approved the report of its special com- 
mittee on the fourth section by a vote of 95 to 28. J. P. 
Haynes, chairman, presented this revort which was simply one 
of information as to the status of the proposed fourth section 
legislation. It was stated in the discussion that the Pettengill 
bill would be reintroduced at the next session of Congress. 

Mr. Haynes urged the League to stand by its previous action 
in favoring legislation such as proposed in the Pettengill bill. 


Aeronautics Committee 


The report of the aeronautics committee, of which C. R. 
Scharff is chairman, was largely one of information in which 
developments in the field of air transportation were reviewed. 
Passage of the civil aeronautics act and the functioning there- 
under of the Civil Aeronautics Authority were referred to. 

“The civil aeronautics act has not been in effect long 
enough to demonstrate fully all of its weak points,” said the 
committee. “As time goes on, various amendments will be ap- 
parent to strengthen it and to make it more workable from a 
practical standpoint. It will be recalled that the League de- 
ferred suggesting amendments to the motor carrier act, 1935, 
pending a trial period. Your committee recommends that the 
same policy should be followed in connection with the civil 
aeronautics act.” 

Most likely, said the committee, the question of subsidy not 
only for the construction of airports but for the construction 
of super airliners for transoceanic transportation would be pre- 
sented to Congress but that it was not prepared to present 
specific recommendations. Neither was the committee prepared 
to recommend that the Maritime Commission should control 
oceanic aircraft or that control should remain in the Civil Aero- 
nautics Authority. The report was received and adopted. 


Express Report 


In a brief information report the express committee, R. R. 
Luddecke, chairman, referred to the absorption of the Railway 
Express Agency of operations of the Southeastern Express Co. 
and to the express company’s application for increased rates in 
Ex Parte 126. It said in line with action taken by the League 
on other advanced rate cases, no action was taken by the com- 
mittee in connection with this application. The report was 
adopted. 


Inland Waterways 


A brief report of progress was submitted by the inland 
waterways committee, F. S. Keiser, chairman. Reference was 
made to the fact that Congress passed H. R. 10315, providing 
for further regulation of rates of water carriers, over the ex- 
pressed opposition of the League. The report was received as 
one of information. 


Cooperate with Executives 


A report of information indicating subjects handled by it 
was submitted by the committee to cooperate with transporta- 
tion executives, George A. Blair, chairman. Little had been 
accomplished, said the committee, regarding the rates made to 
meet motor truck competition, and plus charges on pick-up and 
delivery service. It said there had been more or less corre- 
spondence regarding the docketing of intercoastal rates, and 
this matter was still under consideration. The report was 
adopted. 

Rate Construction and Tariffs 


A recommendation that the League oppose the granting 
of relief from the aggregate of intermediate provision of the 
fourth section and that the League take appropriate action in 
connection with the carriers’ fourth section application seeking 
such relief with respect to rates between official and western 
trunk line territories (see Traffic World, Sept. 24, p. 57), was 
made by the rate construction and tariffs committee, H. A. 
Hollopeter, chairman, in its report. The committee said the 
relief sought would deprive the shipper of protection to which 
he was entitled under the fourth section. 

The committee recommended that the League follow to 
a final conclusion the effort to have the Commission maintain 
its well established principles of tariff application involved in 
No. 27588, Lustberg, Nast & Co., Inc., vs. N. Y. N. H. & H. et 
al., wherein the Commission reversed division 3 presumably,said 
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the report, on the ground that defendant claimed operating Elmer B. Jones, Worcester, Mass. 
schedules were such as to deny the application of the inter- a Be North Plymouth, Mass. 
mediate rule over the route through York, Pa. League coun- chs ann, Boston, Mass. 


W. H. Pease, Bridgeport, Conn. 
Trunk Line Region: 

T. B. Baker, Wilmington, Del. 

Earl E. Bockstedt, Auburn, N. Y. 


sel joined in a petition seeking reargument which was granted. 
Proposed cancellation of various routings in connection 
with short lines in the middle west, involved in I. and S. 


4510, was a matter that did not involve shippers sufficiently to F. W. Burton, Rochester, New York 
justify action by the League, said the committee, recommend- W. A. Cox, Norfolk, Va. 
ing no action. C. D. Dooley, Jersey City, N. J. 
The committee proposed opposition to the proposal of the rage ge = eer ba * 
official territory lines to increase the present stop-off charges H. M Fraser New York City "N.Y 
in official territory from $6.93 to $10 a car and then noted that W. S. Guy, Pittsburgh, Penna. 
the carriers since the foregoing was prepared had approved an Hugo Ignatius, New York, N. Y. 
increase from $6.93 to $7.25 a car and that the subject was Marry M. Mabey, New York, N. Y. 
now before the other interested jurisdictions for like action. E, A. Jack, Pittsburgh, Penna. 
Date for publication of the new charges had not been an- W. E. Maloney, Buffalo, New York 
nounced, said the committee. It was voted to oppose increases + : oe on York, N. Y. 
in these charges before the carriers in all parts of the country CH ig ear ee 
but not before the Commission. A. C. Sten, How Yo, eT. 
Study of the Canadian transport act, 1938, providing for Chas. Seal, Baltimore, Md. 
contract charges designated as “agreed charges” by rail car- A. J. Sevin, Pittsburgh, Penna. 
riers as is the practice in England, was recommended because J. R. Van Arnum, Washington, D. C. 
the subject concerned definitely a question of rate construction. H. J. Wagner, Norfolk, Va. 
Sok 2 change in the interstate commerce act might be advo- Caisse eau meee York, N. ¥. 
cated, it suggested. _ G. A. Bahler, Peoria, Ill 
Referring to the tariff simplification work of the railroads J. W. Bingham, Chicago, Ill. 
being handled under the supervision of Walter J. Kelly, the A. H. Brown, Cleveland, Ohio 
committee said the railroad committee had made 44 recommen- T. C. Burwell, Decatur, Ill. 
dations and that there was no substantial objection to the ma- ae ——_ Detroit, Mich. 
jority of them and that these should be applied. Discussing F. A. bean = —— _ 
recommendation No. 1 the committee said it appeared to be J. P. Haynes Chicago, 111 a 
sound in principle, but it recommended that with the subject Samuel Herndon, Cincinnati, Ohio 
of “commodity descriptions” the carriers be called on to in- C. A. Lahey, Chicago, Ill. 
volve in no way the present facilities for shippers obtaining T. J. Maloney, Chicago, Il. 
commodity descriptions requisite to their need in commodity T. J. McLaughlin, Chicago, Ill. 
rates whether those have been approved by the classification W. I. Nokely, Wyandotte, Mich. 
committee or not. With respect to recommendation No. 19, 4 bi servetnagay oh Cleveland, Ohio. 
“cancellation of obsolete rates, etc,” the committee recom- H. D. a a Se 
. < e odehouse, Cleveland, Ohio 
mended that extreme care and slow progress be adopted in L. V. Simms, Battle Creek, Mich. 
connection with carrier action under that recommendation. Chas. Sullivan, Detroit, Mich. 
As to recommendation No. 33 the committee said it was ob- Clare B. Tefft, Toledo, Ohio 
jectionable in one particular only which was the provision of H. J. Zimmerman, Akron, Ohio 
the note with regard to using state boundaries in defining Western Trunk Line Region: 
rate territories because rail lines were distinct and separate S L. Bowlus, Milwaukee, Wis. 
from state boundaries and by use of state boundaries dis- ar ae tees ee 
crimination and prejudice frequently occurred. It recommended W. H. Fitzpatrick oe i Rem Mo 
elimination of use of state boundaries. Chas. Shackell, Cedar Rapids, Iowa 
The League approved an emergency routing clause, rule A. T. Sindel, St. Louis, Mo. 
4 (k) of the tariff circular, subject to obtaining revision of J. H. Tedrow, Kansas City, Mo. 
section 3, so the shipper would be protected as in the existing g he ; hegre Lincoln, Nebr. 
rules. It also approved elimination of section 2 (inbound) eg Ee 
from tariff indexes which the carriers said would save them F. C. Hillyer, Jacksonville, Fla 
$50,000 a year in printing costs. These two matters came up J. H. Schroeder, Birmingham, Ala. 
in connection with a supplemental report of the committee on Southwestern Region: 
rate construction and tariffs the main report of which and the R. C. Fulbright, Houston, Texas 
supplement thereto were adopted as a whole. W. T. Hancock, Houston, Texas 
F. A. Doebber, chairman of the membership committee, va A. Leffingwell, Dallas, Texas Jo oT, LG 
reported that the League, with a membership of 626, had made = = [Pag or tage Fa od ats ¥Lg 
a net gain of 25 in the last year. Rene Stiegler, New Orleans, IA. ‘Womens, 
Officers E. H. Thornton, New Orleans 







Northwestern Region: 





Mr. Braden was renominated by the nominating commit- A. B. Ayers, Minneapolis, Minh. 

tee, of which W. F. Maloney was chairman, for president of E. H. Berg, St. Paul, Minn. a 

the League. J. E. Bryan, general traffic manager of the Wis- ~ oy — Winona, Minn. > 

consin Paper & Pulp Manufacturers Traffic Association, of Chi- ~~ Pom por enters oe a 

cago, was nominated as vice-president, and R. W. Campbell - & Cee iehuneueall tins or 

was renominated as treasurer. Regional vice-presidents and Pacific Coast Region: , 

members of the board of directors were nominated as follows: L. S. McIntyre, Seattle, Wash. enya 

Regional Vice-Presidents T. G. Diffording, San Francisco, Calif. <r. 

Trunk Line Region: The League November 18 unanimously elected officers and 


Geo. F. Hichborn, New York City 
Central Freight Association Region: 

Kenneth A. Moor, Detroit, Mich. 
New England Region: 

R. W. Poteet, New Britain, Conn. 
Southwestern Region: 

A. L. Reed, Dallas, Texas 
Western Trunk Line Region: 

Carl Giessow, St. Louis, Mo. 
Pacific Coast Region: 

I. F. Lyons, San Francisco, Calif. 
Northwestern Region: 

C. T. Vandenever, Minneapolis, Minn. 
Southeastern Region: 

M. M. Emmert, Atlanta, Ga. 


Board of Directors 


New England Region: 
R. W. Burke, Chicopee, Mass. 
A. H. Ferguson, New Bedford, Mass. 
N. W. Ford, Hartford, Conn. 


directors as recommended by the nominating committee. 
Highway Transportation Policy 

The League November 18 voted to create a new special 
committee to be known as the highway transportation policy 
committee. It will continue efforts to obtain recognition of 
the principle heretofore approved by the League that rates for 
motor carriage should be based on the cost of efficient opera- 
tion and without regard to the conditions in any other branch 
of the transportation industry. 

This action was taken in adopting the report of the high- 
way transportation committee which criticized truck rate- 
making developments as not in accord with the principle 
indicated. 

A motion of the highway committee that the League oppose 
proposed amendment of section 203 (B) of the motor carrier 
act, exempting from federal regulation certain intrastate car- 
riers occasionally engaging in interstate commerce, was lost by 
a vote of 27 to 26. The question had to do with a change being 
advocated chiefly by the state commissioners. 
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RAILROAD EARNINGS 


Preliminary reports from 92 Class I railroads, represent- 
ing 82.3 per cent of the total operating revenues, made public 
by the Association of American Railroads, showed that those 
railroads, in October, 1938, had estimated operating revenues 
amounting to $387,915,128 compared with $306,731,524 in the 
same month of 1937 and $395,552,567 in the same month of 
1930. Operating revenues of those roads in October, 1938, 
were 6.1 per cent below those for October, 1937, and 27.2 per 
cent below October, 1930, continued the Association, adding: 


Freight revenues of the 92 Class I railroads in October, 1938, 
amounted to $237,355,480 compared with $250,632,926 in October, 1937, 
and $316,312,115 in October, 1930. Freight revenues in October, 1938, 
were 5.3 per cent below the same month of 1937, and 25.0 per cent 
below the same month in 1930. 

Passenger revenues in September, 1938, according to these pre- 
liminary reports from 92 Class I railroads, totaled $26,788,699 com- 
pared with $30,412,727 in October, 1937, and $44,848,514 in October, 
1930. For the month of October, 1938, they were 11.9 per cent below 
the same month in 1937, and 40.3 per cent below the same month in 
1930. 

Eastern District 


36 Class I railroads, representing 90.8 per cent of total operating 
revenues in the eastern district in October, 1938, had estimated op- 
erating revenues of $149,622,924 compared with $163,080,379 in Oc- 
tober, 1937, and $210,222,028 in October, 1930. Operating revenues of 
the 36 Class I railroads in the eastern district in October, 1938, were 
8.3 per cent below the same month of 1937, and 28.8 per cent below 
October, 1930. 

Freight revenues of those railroads in October, 1938, amounted to 
$120,738,239 compared with $130,744,896 in October, 1937, and $162,682,- 
031 in October, 1930. Freight revenues of those railroads in October, 
1938, were 7.7 per cent below the same month in 1937, and 25.8 per 
cent below the same period in 1930. 

Passenger revenues of those roads in October, 1938, totaled $16,- 
475,686 compared with $18,440,529 in October, 1937, and $28,389,893 
in October, 1930. Passenger revenues in October, 1938, showed a de- 
crease of 10.7 per cent compared with October, 1937, and a decrease 
of 42.0 per cent compared with October, 1930. 


Southern District 


19 Class I railroads, representing 66.9 per cent of total operating 
revenues in the southern district, had estimated operating revenues in 
October, 1938, of $29,922,556 compared with $29,524,570 in October, 
1937, and $35,871,018 in October, 1930. Operating revenues of the 19 
Class I railroads in the southern district in October, 1938, were 1.3 
per cent above those for the same month in 1937, and 16.6 per cent 
below October, 1930. 

Freight revenues of those railroads in October, 1938, amounted to 
$25,535,596 compared with $24,768,459 in October, 1937, and $29,548, 
207 in October, 1930. Freight revenues of those railroads in October, 
1938, were 3.1 per cent above the same month in 1937, and 13.6 per 
cent below the same month in 1930. 

Passenger revenues of those roads in October, 1938, totaled $2,- 
116,645 compared with $2,515,538 in October, 1937, and $3,545,933 in 
October, 1930, being 15.9 per cent below October, 1937, and 40.3 per 
cent below October, 1930. 

‘ Western District 

37 Class I railroads, representing 76.5 per cent of total operating 
revenues in the western district, had estimated operating revenues in 
October, 1938, of $108,369,648 compared with $114,126,575 in October, 
1937, and $149,459,521 in October, 1930. Operating revenues of the 
37 Class I railroads in the western district in October, 1938, were a 
decrease of 5 per cent compared with the same month of 1937, and a 
decrease of 27.5 per cent compared with October, 1930. 

Freight revenues of those railroads in October, 1938, amounted to 
$91,081,645, compared with $95,119,571 in October, 1937, and $124,- 
081,877 in October, 1930. Freight revenues of those railroads in Oc- 
tober, 1938, were 4.2 per cent below the same month in 1937, and 
26.6 per cent below the same month in 1930. 

Passenger revenues of those roads in October, 1938, totaled $8,- 
196,368 compared with $9,456,660 in October, 1937, and $12,912,688 in 
October, 1930. Passenger revenues in October, 1938, were 13.3 per 


cent below those for October, 1937, and 36.5 per cent below October, 
1930. 


TRUCK NOT CAUSE OF RAIL ILLS 


Addressing the Women’s Traffic Club of Greater New 
York, November 15, Ted V. Rodgers, president of the American 
Trucking Associations, Inc., said that the trouble with the 
railroads was not the truck. Quoting Leonard Ayres, economist 
of the Cleveland, O., Trust Co., Mr. Rodgers said that the 
revenue freight carried by the railroads in 1929 amounted to 
450 billion ton-miles. In 1937 that was 363 billion ton-miles 
or a shrinkage of 87 billion ton-miles. 

In the same period, Mr. Rodgers said, still quoting Ayres 
figures, trucks gained 11 billion ton-miles. If all the freight 
that went to the trucks had been obtained by the railroads, 
said Mr. Rodgers, their loss would have been reduced only to 
76 billion ton-miles. In other words, said he, less than 2% per 
cent of the freight carried by railroads in 1929 went to trucks 
in the period, 1929 to 1937. 

“It is inconceivable to any fair-minded person that that 
amount of tonnage would have had any important effect on 
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the financial condition of the railroads,” said Mr. Rodgers. 
“The shrinkage in tonnage was due largely to the decline in 
business activity. All transportation agencies depend on gen- 
eral business for their tonnage. If business is at a low ebb, 
freight cars are empty and trucks cease to run. It must be 
realized, also, that many of the commodities from which the 
railroads derive their most revenue do not move by truck. I 
refer to the heavy commodities, such as sand, gravel, ore, coal, 
lumber, etc. Thus, an increase in the movement of these com- 
modities, which are the commodities used in building and con- 
struction, would be a boon to the railroads, but would not 
materially affect the revenue of truck lines. “In the final 
analysis, railroads have suffered in recent years because of the 
depressed conditions in the building and construction industry.” 

Speaking of the outlook for the trucking industry, Mr. 
Rodgers expressed the belief that the best thing that had 
happened to motor transportation had been the regulation of 
it by the Interstate Commerce Commission. The motor car- 
rier act, he said, was designed to promote and develop the 
inherent advantages of motor transportation. 

Fundamentally, Mr. Rodgers said, there was nothing that 
would prevent truckers from developing their individual busi- 
nesses in line with the inherent advantages of motor transporta- 
tion. The future, he said, was largely in the hands of those 
whom he was addressing. He said they represented large pur- 
chasers of the truck industry’s service. So long as purchasers 
of transportation continued to demand the flexible, convenient, 
speedy transportation that the motor truck gave, said Mr. 
Rodgers, just so long would the motor industry go and be able 
to render the service shippers desired. 

Concerning an asserted claim by the railroads that they 
along were entitled to transport freight over long distances and 
that trucks had invaded their field, Mr. Rodgers said, ‘whether 
the railroads are right in their contention does not seem to me 
to be a matter of prime consideration.”’ Long distance trucking, 
he said, was developed because the country demanded that 
mode of transportation. 

“If you shippers were not insistent on using trucks to carry 
your freight, the trucking industry would soon dry up and 
cease to exist,” said Mr. Rodgers. 

Mr. Rodgers, commenting on the idea that the truck did not 
pay its share of the taxes, said that the average common carrier 
motor truck paid 6.25 times as much in special taxes as the 
private automobile. The common carrier bus, he said paid 
20.25 times as much in special taxes as the private automobile. 
Mr. Rodgers quoted from a statement made by John E. Walker, 
former special assistant on taxation to the Secretary of the 
Treasury with regard to what Mr. Rodgers said was the much 
capital that had been made by the railroads of the assumption that 
the taxes they paid were used for building and maintaining 
roads over which trucks operated. He said that Mr. Walker 
had declared that the “increase in motor taxes in the period 
since 1927 has decreased railroad taxes devoted to state high- 
ways until they have become a negligible factor both in their 
relation to rail taxes as a whole and to the state highway pro- 
gram.” Mr. Rodgers said that the alleged wear and tear on 
the highways by trucks were in reality due to other conditions. 


CHANGES IN DOCKET 

Tearing in MC-F 709, assigned for November 14, at Chicago, Ill., 
was cancelled. 

Argument in MC 59583, assigned for November 17, at Washington, 
D. C., was cancelled and reassigned for December 15, at Washington, 
 <. 

Argument in 27880, assigned for November 18, at Washington, 
D. C., was postponed to a date to be fixed. 

Hearing in MC 1550, Sub. 1, assigned for November 22, at Mil- 
waukee, Wis., was cancelled. 

Hearing in I. & S. 4535, assigned for November 17, at Joplin, Mo., 
was postponed to a date to be fixed. 

Argument in 27903, assigned for November 17, at Washington, 
D. C., was cancelled. 

Hearing in I. & S. M-514, assigned for November 15, at Duluth, 
Minn., was cancelled. 

Hearing in I. & S. M-523, assigned for November 17, at Kansas 
City, Mo., was cancelled. 

Hearing in MC 45865, assigned for November 19, at Baltimore, Md., 
was postponed to November 23, at the State Comm., Baltimore, Md., 
before Examiner Frizzell. 

Argument in 27901 and Sub. 1, assigned for November 17, at Wash- 
ington, D. C., was postponed to a date to be fixed. 

Hearing in MC-F 647, assigned for November 19, at Columbus, 
O., was changed to November 19, at the Netherland Plaza Hotel, 
Cincinnati, O., before Examiner Walter. 


CLASS I! ANNUAL REPORTS 


The Commission, by division 4, has revised the form to 
be used by Class III steam railway companies in making their 
annual reports. It has ordered them to use the revised form 
for the year ending December 31, and for each succeeding 
year until the further order. The revised form in annual re- 
port form “C” (small roads). 
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N. A. R. U. C. ANNUAL MEETING 


By R. J. Bayer, staff correspondent at New Orleans 


Fifty-one federal and state commissions, each of which 
had one or more representatives on hand, answered “present” 
at the roll call at the first session of the fiftieth annual con- 
vention of the National Association of Railroad and Utilities 
Commissioners at the Roosevelt Hotel November 15. The first 
day’s business included the annual address of the president, 
a discussion on the regulation of the natural gas industry, 
and the presentation of the reports of a number of committees. 

Fred A. Earhart, commissioner of public utilities of the 
city of New Orleans, welcomed the delegates and visitors on 
behalf of the city, and Wade O. Martin, chairman of the Louisi- 
ana commission, on behalf of the state. Nelson Lee Smith, 
chairman of the New Hampshire commission, first vice-presi- 
dent of the association, responded on behalf of the association. 


President’s Address 


In his address, Alexander M. Mahood, member of the West 
Virginia commission, president of the association, said that the 
plan adopted a year ago, of electing a panel of cooperators to 
facilitate the cooperation of state commissions with the Inter- 
state Commerce Commission in proceedings before the latter 
body, had worked out well, as demonstrated in Ex Parte 123 
and other cases in the year just passed. 

“T am convinced that the plan to facilitate cooperation by 
state commissions in proceedings before the Interstate Com- 
merce Commission adopted at our last convention, which pro- 
vides, among other things, for the election of members of a 
panel of cooperators, constitutes a long step toward the per- 
fecting of cooperative procedure,” he said. “I can’t say that 
it is perfect. But the method of selecting state commissioners 
in cases in which cooperation is desired has proven its worth 
and it is in harmony with the democratic spirit and traditions 
of this association. Such a plan could well be carried into the 
cooperative agreements we have entered into with other fed- 
eral commissions. The election of panels of cooperators takes 
considerable responsibility from your executive officer and 
places such responsibility upon the shoulders of the state com- 
missions, where it belongs. I hope that the plan now in force 
will be broadened to apply to the election of cooperators in 
proceedings before other federal commissions, and that it will 
be improved as experience dictates. 

“State commissions must continue their active cooperation 
in proceedings of nationwide importance brought before, or 
initiated by, federal agencies. Such cooperation is highly essen- 
tial to the full protection of the interests of the people of our 
respective states. 


“Cooperation by a federal commission with state commis- 
sions was first authorized by act of Congress with respect to 
railroads in the transportation act amendments in 1920. Actual 
experience since then has so demonstrated its practicability, 
its virtues, and its benefits, that every statute since enacted, 
carrying federal regulation into a new field, has contained 


similar provisions, or provisions much broader and more far- 
reaching. 


“Regulation by commission is based upon the idea that 
commissions will be able to deal expertly with the problems 
of regulation because of their special knowledge. A federal 
commission can be familiar with an industry in its broad 
aspects, but this country is too great to enable any one body 
of men to be familiar with peculiar local situations in all the 
different states. The state commissions, however, necessarily 
have a knowledge concerning their respective states which a 
federal commission cannot possibly possess; and the public is 
entitled to the benefit of that special knowledge. Congress has 
legislated to make it available to the federal commissions; and 
the state commissions cannot perform their full duty to the 
people of their states if they do not participate in the solution 
of problems which affect their states, even though such prob- 
lems, under our constitutional division of powers, may in some 
circumstances be beyond the limits of state jurisdiction. 


“Tt is needless to say that cooperation must be what the 
word denotes, an acting together. It cannot be one-sided. 
Parties to a cooperative effort in any field, if the effort is to 
succeed, must be mutually frank, sincere and willing to com- 
promise differences. This is especially true when the powers 
of the states and of the federal government are involved.” 

He said one of the greatest handicaps to cooperation un- 
der Part I of the act was the expense the participating state 
commissioners had to bear. The association could not meet the 
expense from its small income, he added, and there was no 
practical way in which they could be allocated among the 
states. The solution, he said, was for the federal government 
to appropriate money to cover such expenses after the prece- 
dent set in financing the expenses of the joint boards under 
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Part II of the act and in a number of other federal regulatory 
statutes. The association’s committee on legislation had con- 
ferred with the Commission on the subject, he added, and had 
received the assurance that a recommendation along those 
lines would be included in its next annual report. A simple 
amendment to Section 13 of the act would be necessary, he 
said, and such an amendment will be prepared and submitted 
to the next Congress where “its adoption may be expected.” 


Administration of Part 2 


Turning, then, to the administration of Part II, he said 
that state commissions had watched with apprehension orders 
and rulings of the Interstate Commerce Commission which, if 
the tendency were “carried to its logical conclusion, would be 
largely destructive of state power over local motor carriers 
the physical operations of which are solely intrastate, but which 
do occasionally transport some interstate traffic.” A bill to 
correct the situation by statutory amendment had met with 
the opposition of the Commission when entered in the last 
Congress, he said, even after it had been redrawn in an effort 
to meet objections. Conferences between officers of the as- 
sociation and members of Division 5, held since the adjourn- 
ment of Congress, and there were prospects that a mutually 
satisfactory bill might be framed. 

The president outlined, in his report, the part played by 
the association in a number of cases involving utilities and 
transportation before the Supreme Court in the year just past. 
He said its general solicitor, John E. Benton, was now prepar- 
ing a brief and planning participation in the case of H. P. 
Welsh against the New Hampshire Commission, involving the 
jurisdiction of the states in matters of hours of service of mo- 
tor truck employes. The association in that case, he said, 
will take the position “that a state’s requirements as to hours 
of service and safety rules and regulations constitute a valid 
exercise of its police powers and must be observed by inter- 
state operators.” 

He urged the state commissions to watch closely “the in- 
vestments in fixed capital of utilities they regulate, their re- 
serves, revenues and expenses.” 

“Commissions should not stand for unwarranted, extrava- 
gant and unnecessary expenditures by a utility in the opera- 
tion of its plant,” he said, “and when such expenditures are 
called to a commission’s attention in a rate proceeding they 
should be promptly thrown out in fixing rates for the future. 
Since such expenditures made by a utility on its own initiative 
are not proper, it naturally follows that commissions should 
be careful not to require a utility to incur expenses that are 
unecessary. What I have in mind is the growing tendency on 
the part of regulatory agencies to require special reports concern- 
ing the affairs, activities, practices and rates of utilities. Require- 
ments in this respect have tripled in the past three years. All 
the larger utilities have found it necessary to materially in- 
crease their accounting staffs, and an examination of their 
annual reports will show that the accounting expenses have, 
in many instances, doubled. These expenses are passed on to 
the ratepayer and are reflected in the bills he receives each 
month. So we must, in protecting the users of utility service, 
who have little ways or means of protecting themselves, be 
careful that we do not ask for information and special reports 
from utilities unless such information and such reports are 
actually necessary for a complete understanding of their op- 
erations, and unless the furnishing of them will inure to the 
benefit of the ratepayer.” 

In conclusion, he said he hoped a plan could be found to 
provide for more equitable distribution of the expenses of run- 
ning the association among the members and a way to provide 
additional funds. 

“I would like to see funds available that would permit 
the general solicitor’s office to act as a clearing house for com- 
mission activities, to assemble data and statistics of commis- 
sion orders, rules and activities, and make reports therefrom for 
state commission use,” he said. “This, of course, would require 
a substantial increase in the funds now available and in the 
payments from commissions generally. I know of no better 
suggestion to make than that the association as part of its 
program for the coming year consider its finances with a view 
of fairly distributing the cost of its maintenance among our 
member commissions, and increasing its annual income.” 

Resolutions Committee Appointments 


The president appointed the following to serve on the 
resolutions committee with instructions to submit resolutions 
for consideration by the general meeting at the opening of the 
November 17 morning session: 

Chairman, Richmond B. Keech, District of Columbia; F. J. 
Shaaf, Washington; J. S. Boyer, Missouri; W. R. McDonald, 
Georgia, and W. H. Barry, New Hampshire. 

Much of the afternoon session of the first day was con- 
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sumed in a discussion of the regulation of the natural gas 
industry. Dr. E. W. Morehouse, Wisconsin, reported as chair- 
man of the committee on statistics and accounts of public 
utility companies, his reports being concerned mainly with 
the accounting affairs of telephone, gas and electric power com- 
panies. Included in it was a report on the part played’ by the 
committee in the formulation of a uniform system of account- 
ing for motor carriers by the Commission, and suggested re- 
visions in the Commission’s proposed form for the annual 
reports of motor carriers, which, the report said, would soon be 
submitted to the Commission and of which copies would be sent 
to the state commissions when it was so subm‘tted. These mat- 
ters, the report said, were of particular interest to such state 
commissions as wished to place the accounting and reporting 
of intrastate operators on the same basis as interstate carriers 
operating in and through their states. The report was received. 


Uniformity of Procedure 


Daniel DeBrier, New Jersey, reporting as the chairman of 
a special committee on uniformity of state commission pro- 
cedure, said that his committee had been working diligently 
on a manual of standard practice, that its framework was com- 
pleted and the first two chapters, covering commission practice 
and procedure and the organization of the commissions staff, 
were written. The committee, however, he said, thought it 
best not to submit the handbook piecemeal and expected to 
have the whole book ready for action by the association at the 
1939 meeting. In the meantime, copies of the two completed 
chapters would be sent to the state commissions for their sug- 
gestions and comments. His report was received. 

Steuart Purcell, Maryland, reported progress as chairman 
of the special committee to cooperate with the Bureau of 
Standards in the revision of the national electrical safety code. 
His report was received. 

Moie Cook, Indiana, read the report of the committee on 
valuation, in the absence of the chairman, Ernest I. Lew’s, 
director of valuation for the Commission. The report consisted 
entirely of a review of court cases in the year affecting valua- 
tion. These generally, the report said, after lengthy quota- 
tions from the Supreme Court’s decision in the Pacific Gas 
and Electric Company Case, indicated that the court did not 
intend to depart from its “oft repeated declaration that there 
is no formula for determination of value, that both reproduc- 
tion cost and original cost are admissible evidence on the ques- 
tion that a commission is entitled to weigh the evidence and 
determine the probative value of estimates as to either ele- 
ment.” While reproduction cost was evidence which must be 
considered, the report said, ‘“‘no rule of law requires dominance 
or weight to be given to this factor in every case,” and “esti- 
mates of reproduction cost which are faulty and unreliable 
may be disregarded in favor of more reliable evidence of a 
different nature.” The report was received. 


Address by Splawn 


The duty of the Commission now is not so much to pro- 
mote transportation as to conserve the existing transportation 
facilities, said W. M. W. Splawn, chairman of the Commission, 
speaking on the second day of the convention of the National 
Association of Railroad and Utilities Commissioners at New 
Orleans November 16. He advocated the establishment in the 
federal government of a Department of Transportation under 
which would operate the transportation authority suggested by 
the committee of Commissioners created by the President last 
spring. 

_ Introductory to this proposal, he spoke of the public de- 
sires and necessities which had called our widespread and com- 
plex system of transportation into being. Under present condi- 
tions the country’s investment of $60,090,000,000 in all types 
of transportation was in danger, he said, partly because there 
was undue competition among the varying facilities, some of 
which were still unregulated or not sufficiently regulated, and 
partly because of the general decline in business. 

The railroads, he said, were still the “backbone of our 
transportation system,” but “we have been so successful in 
multiplying facilities that we are now far ahead of traffic.” 
Competition among new forms of transportation, he continued, 
was now so keen as “to threaten financial ruin to many opera- 
tors of superfluous trucks, barges, ships and airplanes, and 
disaster to the railroads.” He continued: 


The fact that the railroads are doing as well as they are is evi- 
dence of the sustained demand for their services. Trucks now swarm 
over thousands of miles of new highways. The state and local govern- 
ments are heavily in debt for these highways. They are not getting 
in taxes from the vehicles operating on them anything like enough 
to keep up the roads and retire the bonds issued in building the high- 
ways. Moreover, these governments are now reaching out for federal 
funds in aid of all sorts of activities. In building the highways the 
state and local governments have contributed five dollars for every 
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one obtained from the federal government. The larger part of these 
hugs sums was borrowed. With similar borrowings to match federal 
aid for old age pensions and other popular expenditures it is inevita- 
ble that the credit of many local governments will be over-extended. 
With such over-extension of state and municipal credit may it not 
become increasingly difficult, and in many instances impossible, to 
borrow for highway construction? In the meantime the unforeseen 
heavy traffic on the highways, with the aid of wind and rain, heat 
and cold, are rapidly destroying the new hard-surfaced roads. Within 
a few years many roads now taken for granted may have become un- 
usable for commercial vehicles. While this is going on, many rail- 
road companies may abandon considerable portions of their lines. 

Clearly the government has other duties now than merely to pro- 
mote additional transportation. The outstanding problem is to con- 
serve the transportation facilities now in existence and to coordinate 
their use in the interest of maximum economy in moving the com- 
merce of the country. In both the federal and state governments 
there is now required some such agency as the authority which a com- 
mittee of Interstate Commerce commissioners recommended to the 
President. The work of this authority will be very different from that 
to which our commissions are accustomed. The regulation of rates and 
fares, tne prevention of undue preference and prejudice, and the pro- 
hibition of unjust discrimination can be carried on by the existing com- 
missions and the staffs which have been trained in the state and federal 
agencies. 

This work of conservation of perhaps $60,000,000,000 now invested 
in transportation and the coordination of these varied and far-flung 
agencies will require the cooperation of strong federal and state au- 
thorities. These Authorities may be called coordinators, conserva- 
tors, or directors. Whatever their title, their function will be to 
bring to bear the authority of state and federal governments in co- 
operation to prevent the disappearance of biliions of capital already 
irrevocably committed to transportation and the coordination of the 
activities of the many companies owning and operating this capital, 
to the end that commerce may flow freely and most economically. 

There might be efforts by one group or another to capture these 
authorities and use them selfishly for the aggrandizement of some 
particular group or groups. The struggles for the profits of opera- 
tion between the powerful shippers and the managements, between 
owners of the capital and the employes, have got out of hand. The 
railway executives, capable and hard-working as they are, are no 
longer able alone to deal with these great issues. An umpire, im- 
partial and responsible to the tax payers, is now required. But a 
mere umpire in disputes, national or state-wide in scope, alone would 
be inadequate. In addition to the services of the arbiter there should 
be added the more positive force of the conservator. 


We today find the means of transportation over-extended and 
built far ahead of the traffic. We see all about us financial failure 
of transportation companies, cut-throat competition, rate wars, and 
the giving of rebates concealed through one legal device or another. 
State and federal commissions in dealing with rates find themselves 
more and more concerned with minimum rates; with the floor instead 
of the ceiling of the rate level. The present commissions, state and 
federal, began as rate tribunals. Their most effective work has been 
in the regulation of rates. Their organization and staffs are best 
fitted for such work and are not well suited to the more direct execu- 
tive and administrative duties of conserving and coordinating. The 
Interstate Commerce Commission and most of the state commissions 
might well be left to specialize in quasi-legislative and quasi-judi- 
cial work of rate tribunals. As such they could be regarded as agen- 
cies of the legislatures and of the Congress, wholly independent and 
free from any political pressure. For their work to be of most benefit, 
new agencies of governments are now called for to work out econo- 
mies with the management of the companies which the competing 
company executives now find themselves helpless to bring to pass. 

May I suggest for your consideration the following division of la- 
bor within the federal government as regards transportation: 

(1) That there be assigned to the Interstate Commerce Commis- 
sion all jurisdiction exercised under federal statutes over rates and 
fares and the prevention of discriminations in rates and fares; 

(2) That other activities of the federal government in the field of 
transportation be placed in a Department of Transportation. To such 
a department there could be transferred the present agencies dealing 
with transportation which are scattered about through various de- 
partments of the government. The activities of several of these agen- 
cies are largely promotional. There is every reason for better corre- 
lation of these promotional endeavors of the government. There could 
be transferred to the Department of Transportation the various ac- 
tivities now placed in the Interstate Commerce Commission which are 
independent of the regulation of rates and fares. The new authority, 
which has been discussed above and the beginning of which was rec- 
ommended to the President by a committee of Interstate Commerce 
commissioners, should be placed in the Department of Transportation. 
Under this division of labor, all executive and promotional activities 
together with the efforts of the government to coordinate and con- 
serve would be brought under one directing head. On the other hand, 
the protection of the shippers in just, reasonable, and nondiscrimina- 
tory rates, charges, and practices would be committed entirely to the 
Interstate Commerce Commission. With the multiplication of modes 
of transportation, the burden of rate regulation in interstate com- 
merce has become so great as to be quite sufficient to absorb all of 
the energies of the Interstate Commerce Commission. Under this ar- 
rangement, the Interstate Commerce Commission would be left as it 
is—an independent commission. The new Department of Transpor- 


tation would be an executive department in which could be lodged 
all of the promotional and other activities now carried on in eight 
or ten different departments and Authorities. 
lated in the interest of economy and efficiency. 
By such a division of labor and after some further appropriate 
and as- 


They would be corre- 


legislation, equality of treatment could finally be realized; 
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surance could be had that aid by the government would promote the 
general welfare. 


The Rail Problem 


The discussion topic the morning of the second day was 
“The Rail Transportation Problem.” Homer Hoch, former 
congressman, now a member of the Kansas commission, was 
the leader. He announced that he had just been appointed to 
the Kansas supreme court and had filed his resignation from 
the Kansas commission. In his remarks, he took the position 
that, while part of the railroad problem arose from the loss of 
traffic to other means of transportation, there were other causes 
that the public were prone to overlook. Among these, he 
said, were the relocation of industry at points strategically 
placed with reference to markets so as to reduce the amount 
of transportation necessary between these industries and their 
customers, and the substitution of commodities developed in 
laboratories which reduced the tonnage of raw materials neces- 
sary to produce a given quantity of consumables. 


Railroad investors will have to face the fact that the value 
of their holdings must be scaled down “to a point where they 
can be supported under a scale of just and reasonable rates” 
on traffic at its present or slightly higher level he said. That, 
he added, might be unfortunate for the investor, but it was the 
inevitable chance that every investor took. He also insisted 
that there would have to be further considerable abandonments 
of railroads, “especially of short lines.” 

He spoke at some length of what he called the “inevitable 
and logical” development of coordinated truck and rail opera- 
tion and joint truck-rail rates and services. There were prob- 
lems still to be worked out in that matter, he said, such as the 
status of a rail-owned truck operation in competition with an 
independently owned operation, but in the very nature of 
things they would have to be worked out. 

Richard J. Beamish, Pennsylvania commissioner, agreed 
with Mr. Hoch on the matter of abandonments. As to coordi- 
nated operations, he said, they would probably develop, al- 
though he warned against any construction of statutes so as to 
give railroad advantage. He told of attempts of the Railway 
Express Agency in his state to operate generally without the 
necessary certificates and the steps taken by his commission to 
bring those attempts to a halt. 

He advocated reductions in weight in freight equipment 
as a method of reducing rail operating costs and said there 
probably also were many ways in which electrical motive power 
could be substituted for steam as an economy move. 

He deplored the prospect of government ownership of rail- 
roads. His own observations in Scandinavia, recently, he said, 
had demonstrated that, while rates and fares were lower for 
comparable distances than they were in this country, there were 
deficits to be met out of state funds, and a suppression by 
governmental fiat of common carrier highway operation, both 
freight and passenger. 

Stanley Winborne, chairman of the North Carolina com- 
mission, said he thought the states could do something for the 
railroads by studying the possibilities of reducing their taxes. 
North Carolina had made such an attempt, he added, but it 
had not been very successful because local communities have 
found railroads so easy to tax that they have come to look on 
them as ‘“‘the source from which all blessings flow,” and had 
made their future plans on a continued expectation of railroad 
tax payments; hence they could not be persuaded to reduce tax 
valuations on railroad property to levels “comparable with 
valuations on other property.” 

C. V. Terrell, Texas commissioner, spoke especially of the 
unregulated itinerant trucker as unfair competition for the 
railroads and for regulated types of trucking. He called such 
operators “gypsy truckers,” and said they had unfair ad- 
vantages in that they “have no investment other than a down 
payment on a truck, and are not required to pay taxes and 
—- operating overhead with respect to the merchandise they 

andle.” 


“If we had a system of distribution of all commodities for 
all industries, communities and persons adequately rendered by 
the gypsy trucker, it might provide the commodities at lower 
cost to the public,” he said, “but such a system cannot be 
developed so as to provide the service for all industries, com- 
munities and persons. The result is chaos in transportation and 
in merchandising.” 


If the itinerant trucker is to remain unregulated, he said, 
“both rail and truck operators over fixed routes should be au- 
thorized by law to engage in merchandising as a means of pro- 
curing tonnage and revenues. It was folly for the states, he 
said, to permit the itinerant trucker ‘“‘to destroy the advantages 
inherent in the motor truck as an agency to serve humanity.” 

R. L. Norgaard, Minnesota commissioner, said that, parallel 
to the problem of regulating the itinerant trucker, was that of 
regulating the private trucker who hauled his own merchandise 
from store or warehouse to customers only, but who made it a 
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practice to sell that merchandise, f. o. b. the store, warehouse 
or factory, and added to the selling price a transportation 
factor somewhat lower than the prevailing common carrier 
rate. Unless something was done to compel the application of 
that factor on the basis of prescribed minimum rates for com- 
mon and contract trucking, he said, the operator of the private 
truck would continue to have an undue advantage over his com- 
petitor who used the common and contract facilities. 

Jud P. Wilhoit, Georgia commissioner, scheduled to report 
as chairman of the committee on railroad rates, said that in 
view of the fact that rail rates were now “in a state of flux,” 
and because the subject was so controversial, his committee 
would present no report. 

At the afternoon session, Paul A. Walker, member of the 
Federal Communications Commission spoke on “Cooperation 
Between the State Commissions and the Federal Communica- 
tions Commission.” 


Motor Carrier Problems 


H. Lester Hooker, Virginia commissioner, and Moie Cook, 
Indiana Commissioner, led a discussion on “Motor Carrier 
Problems and Jurisdictional Questions.” Mr. Hooker referred 
to Section 202 of Part 2 of the act, which, he said, guaranteed 
to the states regulatory control over intrastate motor vehicle 
transportation and warned the state commissions to be on 
watch for threatened encroachments into that field by the 
Interstate Commerce Commission. Mr. Cook insisted that “the 
surface hadn’t been scratched” in motor transportation regula- 
tion, because out of the 4,250,000 trucks in operation on the 
American highway but 200,000 came under federal and state 
regulation. Until these, too, were regulated, he said, the prob- 
lem of highway carriage would not be solved. He suggested 
that those with whom the unregulated highway carriers com- 
peted—the railroads and the regulated motor trucks—take the 
lead in moving for such regulation. 

He said that regulation of motor trucks thus far had con- 
vinced him that there were, actually, only two types of carrier 
for hire—the common carrier and the limited carrier. Most 
of the operation now carried on under the name of contract 
carriage was, in fact, common carriage, because there were 
no restrictions on the types of commodities the contract car- 
riers might handle and the shippers from whom they might 
solicit traffic. Speaking of the joint boards, he said he was 
fairly well satisfied with the way they were working out as 
a part of the federal regulatory machinery, but that he thought 
it might be wise for the Commission, in cases where it saw fit 
to reverse the findings of joint boards, to submit those find- 
ings to the boards who made the original report for explana- 
tion and suggestion before promulgation. He scored the ra1- 
roads for what he said was either carelessness and laziness 
in the preparation of cases for presentation before the boards. 
In most cases, he said, they confined their direct evidence to 
a presentation of the railroad rates in effect on the involved 
traffic and contented themselves with crossexamination of op- 
ponents’ witnesses for testimony. They could be more helpful 
to the boards, he added, if they prepared the’r cases before 
them with as much care as they prepared railroad rate cases 
for presentation to examiners. 


Frank E. Southard, Maine, reporting as chairman of the 
committee on motor vehicle transportation, said that the advent 
of federal regulation of motor vehicles, as carried out by the 
Commission, had cured the impossible situation existing there- 
tofore where states were attempting to regulate intrastate 
traffic. The Commission, he said, had become “the logical 
leader in an effective program of parctical, uniform regula- 
tion.” 

“Slowness and failure on the part of state commissions 
to recognize that leadership or of the federal commission to 
utilize the cooperation of the states, means just that much 
delay in successful regulation of motor carriage upon the public 
highway,” he said. The worthiness of the Commission, he 
added, had been demonstrated in the safety regulations recently 
adopted. 

“With both federal and state regulation now an estab- 
lished fact,” he said, “and with a definite declared policy and 
declaration of jurisdiction as the pole star, the clear injunciion 
has been placed upon, and the long desired opportunity given, 
to state commissions to administer regulation so that carriage 
of persons and property will be accomplished with dispatch, 
efficiency and continuity, and in keeping with the particular 
demands of the public. It is equally apparent that any effort 
to restrict, distort or burden any type of transportation to the 
benefit or advantage of another is the denial of adequate trans- 
portation to the public. 

“Furthermore, the final decision by the Interstate Com- 
merce Commission that noncompliance with state laws or regu- 
lations will not be considered in itself as constituting, under the 
federal act, evidence of lack of bona fide operation, invites 
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state commissions, as a matter of administration in the public 
interest, to avoid unnecessary interference with federal admin- 
istration and to cooperate heartily to the end that disposal of 
all applications may be facilitated, and that the success of both 
federal and state regulation of motor carriers may be assured.” 
The report was received. 
Edwy L. Taylor, Connecticut, chairman of the special 
committee on uniform motor freight classification, presented 
the report of that committee. It reviewed the efforts made by 
the committee as presented to the convention in Salt Lake City 
last year, and concluded with the following recommendation: 


So far as this special committee can determine no group has yet 
taken action towards the construction of a motor freight classification 
based entirely on the characteristics peculiar to the motor vehicle 
and the committee believes that none of the classifications now in 
existence can be used as the point of departure for a proper uniform 


classification specifically adapted to the needs of the motor carrier 
industry. 


It appears to the special committee that the number of classes 
contained in a uniform motor freight classification should be the 
minimum necessary for the proper application of the classification and 
to avoid the necessity of a large number of commodity rates and 
exceptions which now exist in connection with the use of the railroad 
classification and its modifications as adopted by the motor trucking 
industry. The special committee further is of the opinion that such a 
uniform motor freight classification should be as simple as possible 


and understandable and enforceable alike as to both carriers and ship- 
pers. 


The committee recommends, as the initial undertaking the check- 
ing and extension of the weight and volume surveys. To accomplish 
this and any other progress which can be made towards promulgat- 
ing a uniform motor freight classification the special committee should 
be continued and the committee offers the following resolution rec- 
ommended by the executive committee: 

“‘Resolved: That the special committee on uniform motor freight 
classification be continued and directed to progress its work in co- 
operation with the Interstate Commerce Commission.”’ 


The report was received and the resolution referred to the 
resolutions committee. - 


Election of Officers 


Nelson Lee Smith, chairman of the New Hampshire Com- 
mission, was unanimously elected president of the association. 
Harry Bacharach, president of the New Jersey Commission, 
was elected first vice-president over Ray C. Wakefield, president 
of the California commission, after a spirited contest. With 
states voting as a unit, Mr. Bacharach received 22 out of the 
42 votes cast. The election was made unanimous by a motion 
from the floor and a viva voce vote. James W. Wolfe, South 
Carolina co issioner, was unanimously elected second vice- 
president, after the nomination of Wade O. Martin, chairman 
of the Louisiana commission, general chairman of the local 
committee on convention arrangements, was withdrawn at his 
request. Clyde S. Bailey, secretary; Robert E. May, assistant 
secretary, and John E. Benton, general solicitor, were all 
unanimously reelected. 


In caucuses of members from the respective regions, the 


following were elected cooperators and alternates to the co- 
operators: 


Eastern region: Cooperators, Claude Swain, New Hamp- 
shire, and Andrew Nelson, Illinois; alternates, Moie Cook, In- 
diana, and Frank J. Reardon, New Jersey. Southern region: 
Cooperators, Wade O. Martin, Louisiana, and M. L. McWhorter, 
Georgia; alternates, Jerry W. Carter, Florida, and Robert E. 
Webb, Kentucky. Western region: Cooperators, J. J. Murphy, 
South Dakota, and John S. Boyer, Missouri; alternates, Fred 
S. Hunt, Wisconsin, and W. M. Maupin, Nebraska. Mountain- 
Pacific region: Cooperators, Malcolm Erickson, Colorado, and 
Ward C. Holbrook, Utah; alternates, Ray L. Riley, California, 
and Will M. Lynn, Wyoming. 


Resolutions 


At the Thursday session the association adopted resolutions 
continuing its special committee’s, recommending accounting 
methods for railroads and utilities, and creating a committee 
to revise the association’s constitution. 


A resolution opposing the inclusion of a fair return clause 
in the rate-making rule of the interstate commerce act was 
put over to the next day, when it was adopted unanimously 
without discussion. 

Other resolutions recommended amendment of the motor 
carrier act to provide travel and subsistence money for mem- 
bers of joint boards and to exempt intrastate carriers with in- 
cidental interstate movements from the law. 


There were discussions of recent court decisions bearing 
on state commission procedure and a number. of committee 
reports were presented and received. 

The executive committee announced the selection of Seattle, 
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Wash., as the place for the next convention, October 22 to 25, 
1939. 


NEW AIR LINE SERVICE 


Boston-Maine Airways, Inc., has asked the Civil Aero- 
nautics Authority for permission to add to its present operations 
a new service between Boston, Mass., and New York City. The 
application seeks a certificate of public convenience and neces- 
sity to transport passengers and property between those points 


with such intermediate stops, if any, as the Authority might 
determine. 


| 


AIR LINE USE URGED 


Though a great air transport system stood ready to serve 
adequately and safely the economic needs “of any reasonably 
prudent man or woman,” yet fewer than half a million of the 
people of the United States were so convinced of that fact that 
they used the air lines habitually, said Chairman Noble, of 
the Civil Aeronautics Authority, in an address in New York 
City, November 11, at an American Legion dinner. 

In private flying, said he, the situation was even more dras- 
tically discouraging. He said only a little over 20,000 men and 
approximately 600 women were licensed pilots. 

“I can promise you that every effort we can muster in the 
Civil Aeronautics Authority will be devoted to making more 
people familiar with the airplane and its use, as a matter of 
economic need and as a matter of national strategy,” said he. 
“Details of our plans are being worked out. They are matur- 
ing rapidly. But all we can do is nothing without your co- 
operation. . . We may encourage and develop until the cows 


come home. But unless our people use the facilities developed 
they will rot in our hands.” 


PRODUCTION OF AIRCRAFT 


Although the production of aircraft for domestic civil 
use in the United States for the first nine months of 1938 
showed a decrease of 28 per cent compared to the corresponding 
period of 1937, military aircraft production increased 95 per 
cent and an increase of 36 per cent was noted in planes built 
for export, according to figures by the Civil Aeronautics Au- 
thority. There was an increase of 4 per cent over the total 
number of aircraft manufactured in the first nine months of 
last year. 

A total of 2,873 airplanes was produced in the period, as 
against 2,757 in 1937; 1,313 were for domestic civil use; 944 for 
delivery to the military services, and 616 were exported to 
foreign countries. Last year 1,821 were built for domestic civil 
use; 484 for the military services and 452 were exported. 

Monoplanes led biplanes, 1,224 to 89 in domestic civil air- 
craft production this year, the most numerous being the two- 
placed closed land type, of which 989 were manufactured. A 
total of 996, or approximately 76 per cent of the planes built for 
domestic civil use, were in the light airplane category which 
covers all aircraft having power plants of less than 100 horse- 
power. 

In addition to the 2,873 airplanes, 24 gliders and 4 lighter- 
than-air craft were produced in the first three-quarters of 1938. 
In the same period last year, 2,757 airplanes, 22 gliders, and 9 
lighter-than-air craft were manufactured in this country. 


WALLBOARD FROM NEW ORLEANS 


The Maritime Commission in No. 448, The Celotex Cor- 
poration vs. Mooremack Gulf Lines, Inc., and Pan-Atlantic 
Steamship Corporation, has found rates on wallboard from New 
Orleans, La., to Atlantic ports unreasonable but not otherwise 
unlawful and prescribed new ones effective on or before 
December 23, on not less than 30 days’ notice. The new rate 
is not to exceed 35 cents a hundred pounds. 

Rates on scrap paper from Atlantic ports to New Orleans 
were found not unreasonable or otherwise unlawful. 

The complainant alleged that a carload rate of 37 cents 
on wallboard from New Orleans to Atlantic ports and the car- 
load rate on scrap paper of 27 cents from Atlantic ports to New 
Orleans were unreasonable and unduly prejudicial in violation 
of sections 16 and 18 of the shipping act. Since the hearing, 
according to the report, the rates had been increased to 41 and 
33 cents, respectively. Complainant urged, according to the 
report, that any carload rate in excess of 23 cents on either 
wallboard or scrap paper would be unreasonable. 

Defendants’ rate on wallboard from New Orleans to At- 
lantic ports originating at Laurel, Miss., 146 miles north of New 
Orleans, is 35 cents, according to the report. The Commission 
said that its finding with without prejudice to defendants’ right 
to file a petition to vacate the maintenance feature of the order 
should they desire to adjust the 35-cent rate in line with in- 
creases made effective April 4, 1938. 
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ISTHMIAN LINE SUBSIDY 


The Traffic World Washington Bureau 


A three day Maritime Commission hearing, November 
14-16, was held by Examiner C. G. Cornwell, assisted by Ralph 
Hallett, of the commission’s legal division, on the application 
of the Isthmian Steamship Co. for an operating-differential 
subsidy, on its round-the-world service. 

The application of Isthmian would cover services on ea 
route between North Atlantic ports of the United States via 
California ports to China, Philippine Island, Netherlands East 
Indies, Straits Settlements, and returning therefrom to north 
Atlantic ports via Suez Canal, with permission to load at 
Colombo, Ceylon, and Red Sea ports for north Atlantic ports, 
and with permission to carry westbound intercoastal cargo from 
Atlantic coast ports to California ports of the United States. 
The commission had said that it appeared that the proposed 
route was somewhat broader than that now served by the ap- 
plicant and that the range already was covered by a citizen of 
the United States (the Dollar Line) operating ships of United 
States registry (see Traffic World, Sept. 24, p. 605). 

If the commission approves the application of Isthmian, 
construction of eight additional high-speed cargo ships for the 
American merchant marine will be added to the maritime 
body’s program for rehabilitation of the merchant fleet. The 
application provides that the company will build for its own 
account eight steel cargo vessels having a speed of about 16% 
knots; 10,000 tons deadweight; length of 490 feet, and accom- 
modations for not in excess of 12 passengers. The ships are to 
be of the C-3 type, and will cost approximately $2,500,000 each, 
this estimate being based on bids received for the building of 
similar ships for the American Export Line under the terms of 
that concern’s operating-differential subsidy agreement. 

Appearances were made for the Isthmian Steamship Co. 
by John McAuliffe, president; Archibald E. King, traffic man- 
ager; and Thomas F. Lynch, attorney; and for the American 
President Line (successor to the Dollar Line) by Michael J. 
Buckley, vice-president in charge of freight traffic; and Joseph 
A. Geary, attorney. 

_ In_ the testimony on behalf of the application, it was 
pointed out that foreign flag lines enjoyed several advantages 
in their competition with the United States flag lines especially 
with respect to operating costs, resulting in a consequent dis- 


advantage or prejudice to American flag ships on round-the- 
world routes. 





ASHBURN STILL BARGE LINE HEAD 


Though he has been ordered by President Roosevelt to 
retire as an army officer, effective November 30, in accord with 
the law providing for the retirement of army officers at age 
64, Major General T. Q. Ashburn, by direction of the Secretary 
of War, will continue to manage the government barge lines, 
according to an announcement made by the War Department 
November 14. 

The original presidential order retiring General Ashburn, 
whose sixty-fourth birthday is November 17, provided that the 
general be relieved of his present assignment November 30, 
and that he proceed to his home. That is the usual form of 
orders retiring army officers on account of age. It was stated 
at the War Department, November 14, that the original order 
had been rescinded and a substitute issued with reference to 
the general being relieved of his present assignment eliminated. 

Under the Inland Waterways Corporation act the Secre- 
tary of War designates the chairman of the board of the 
Inland Waterways Corporation, the government barge line 
agency, and may delegate to the chairman “any of the func- 
tion” vested in the Secretary by the act, the conduct of the 
corporation’s affairs being placed by the act under the super- 
vision of the Secretary of War. 

The act provides that the Secretary of War shall appoint 
an individual from civil life, or (notwithstanding section 1222 
of the revised statutes or any other provision of law, or any 
rules and regulations issued thereunder) detail an officer from 
the military establishment of the United States as chairman 
of the board. Any officer so detailed at the date of the passage 
of this amendment to the Inland Waterways Corporation act 
(February 28, 1927) shall, it is provided, during his term of 
office as chairman, have the rank, pay, and allowances of a 
major general, United States army, and shall be exempt from 
the operation of any provision of law or any rules or regulations 
issued thereunder which limits the length of such detail or 
compels him to perform duty with troops. 

It was suggested that it might be necessary to have Con- 
gress pass an act enabling General Ashburn, after his retire- 
ment as an army Officer, to continue as head of the government 
barge lines, but it was stated at the War Department that the 
Secretary of War had authority under the act to designate 
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General Ashburn, retired, as chairman of the board of the 
Inland Waterways Corporation. 

General Ashburn has been manager of the government 
barge lines since 1920. Congress created the Inland Waterways 
Corporation in 1924 after the general had advocated such legis- 
lation in his annual report for 1923. 

What the status and pay of General Ashburn will be after 
his retirement as an army officer have not yet been determined, 
according to War Department officials. 

Inquiries were made at the department as to whether the 
general as chairman of the Inland Waterways Corporation, 
after his retirement as an army officer, would be a “civilian” 
or an “officer from the military establishment of the United 
States,” the Secretary of War being authorized to appoint as 
chairman of the board of the I. W. C. a civilian or an officer 
from the military establishment. Inquiry was also made as to 
what the general’s pay would be as chairman of the board after 
he was retired. 

General Ashburn now receives the base pay of a major 
general of $8,000, plus allowances. As a retired major general 
he would receive $6,000, plus allowances. If he is held to be 
a “civilian” holding the position of chairman of the board of 
the I. W. C. he could be paid, as such, as much as $10,000 a 
year. The I. W. C. act provides that any individual appointed 
from civil life as chairman shall receive a salary not to exceed 
$10,000 a year, to be fixed by the Secretary of War. Whether 
the general could be paid as a civilian and also receive his 
retired pay while occupying the position of chairman of the 
I. W. C. board was another question asked. The answer was 
that the general’s status had not been determined. 


DOLLAR MATSON AGREEMENT 


The Matson Navigation Co. has asked rehearing by the 
Maritime Commission in docket No. 465, Dollar-Matson agree- 
ment, on the ground that at the time the commission rendered 
its decision finding that the agreement was detrimental to the 
commerce of the United States it had disqualified itself 
through acquisition of a proprietary interest in the Dollar 
company (see Traffic World, Aug. 27, p. 400). 

Alleging fundamental errors of fact and law and grave 
constitutional questions, the Matson petition asked not only 
for a rehearing but that pending rehearing the order of the 
Commission, dated August 17, be suspended and set aside and 
its enforcement stayed. In addition, the petitions asks for 
argument before the entire Commission on this petition. 

Before the decision was served, according to the petition, 
it was publicly announced that the commission had entered into 
an agreement by which it undertook to acquire a controlling 
interest in the stock of the Dollar company. 

“The commission therefore,” says the petition, “has itself 
become a direct party in interest in this proceeding in a pro- 
prietary and not a regulatory capacity. It is therefore dis- 
qualified from rendering its decision herein and its acting as 
judge in its own cause is a denial of due process of law.” 

The petition pointed out that two of the three commission- 
ers participating in the majority decision did not hear the oral 
argument. In view of the important questions presented by 
this case affecting as they do, says the petition, the whole 
administration of section 15, oral argument is requested. 

In the absence of any finding of actual detriment to com- 
merce resulting from monopoly, the petition declares, the hold- 
ing that the agreement is unlawful solely because it is monop- 
olistic is beyond the power and jurisdiction of the commission. 
In support of that the petition cites United States vs. New York 
Central, 263 U. S. 603, and Ann Arbor vs. United States, 
281 U. S. 658. 

The petition says the Matson company does not concede 
the existence of a monopoly in its favor saying that so long as 
Canadian competition exists with the benefits of cheaper opera- 
tions under British conditions, and serving a substantial part 
of the same industrial area served by Matson, a monopoly does 
not and cannot exist, irrespective of the arrangements which 
may be made between American-flag lines. 

Approval of an agreement, like fixing a reasonable rate, 
the petition avers, is a legislative act and conclusive as to the 
legality of action pursuant thereto. Where, as here, it continues, 
one party (Matson) has rendered consideration in full, while 
the other (Dollar) is to render a continuing consideration, jus- 
tice and fair dealing require that before the agreement be 
canceled there be a showing of new circumstances rendering 
the performance of the agreement obnoxious to the public 
interest. 


CONFERENCE EXCLUSION COMPLAINTS 
Hind, Rolph and Co., Inc., of San Francisco, and Brodin 
Line of Stockholm, Sweden have filed complaints with the 
Maritime Commission, docketed as No. 503, against the Capca 
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Freight Conference operating between Pacific coast ports of 
United States and West Coast of Central America, Panama 
Canal Zone and Republic of Panama; No. 504, against West 
Coast Central America, Mexico-North Pacific Northbound Con- 
ference operating from west coast ports of Central America 
and Mexico to ports in California, Oregon, Washington and 
British Columbia; No. 505, against the Pacific West Coast of 
South America Conference operating from Pacific coast ports of 
United States and Canada to Pacific coast ports in Colombia, 
Ecuador, Peru and Chile alleging that the action of these con- 
ferences in denying complainants membership is in violation of 
sections 15, 16 and 17 of Shipping Act, 1916. 

The complaints allege exclusion, subjects complainants to 
undue and unreasonable prejudice and disadvantage. The de- 
fendants, say the complaints, have caused such a monopoly in 
the use of contract rates that it has a tendency to drive out 
and exclude the complainants from participation in this trade. 
An order is asked requiring the defendants to admit the com- 
plainants to the conference, or if they fail to comply with such 
order, an order disapproving and canceling the conference 
agreements. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provisions 
of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


65-A between Black Diamond Lines, Inc., and American Export 
Lines, Inc., Compagnie Generale de Navigation a Vapeur Cyp. Fabre 
(Fabre Line), Fearnley & Eger, and A. F. Klaveness & Co. A/S (Fern 
Line), and ‘‘Italia’’ Societa’ Anonima di Navigazione recording agree- 
ment of Black Diamond Lines, Inc., to protect direct line rates of 
the North Atlantic/West Coast of Italy Conference on through ship- 
ments booked by it from North Atlantic ports to West Coast of Italy 
ports, with transhipment at Antwerp or Rotterdam. 

65-B between Cunard White Star Limited and American Export 
Lines, Inc., Compagnie Generale de Navigation a Vapeur Cyp. Fabre 
(Fabre Line), Fearnley & Eger, and A. F. Klaveness & Co. A/S (Fern 
Line), and ‘‘Italia’’ Societa’ Anonima di Navigazione recording agree- 
ment of Cunard White Star Limited to protect direct line rates of the 
North Atlantic/West Coast of Italy Conference on through shipments 
booked by it from North Atlantic ports to West Coast of Italy ports, 
with transhipment at United Kingdom ports. 

65-C between United States Lines Company and American Export 
Lines, Inc., Compagnie Generale de Navigation a Vapeur Cyp. Fabre 
(Fabre Line), Fearnley & Eger, and A. F. Klaveness & Co. A/S (Fern 
Line), and ‘‘Italia’’ Societa’ Anonima di Navigazione recording agree- 
ment of United States Lines Company to protect direct line rate of 
the North Atlantic/West Coast of Italy Conference on through ship- 
ments booked by it from North Atlantic ports to West Coast of Italy 
ports, with transhipment at United Kingdom, Continental, or French 
Atlantic ports. 

Addendum No. 7 to agreement 2744 between member lines of the 
Atlantic and Gulf/West Coast of South America Conference and Wes- 
sel, Duval & Co., Inc., and J. Lauritzen covering interchange at Cris- 
tobal of through traffic from Atlantic and Gulf ports of the United 
States to West Coast ports of South America. 

4132-1 between A. F. Klaveness & Co. A/S (Klaveness Line) and 
Hammond Shipping Co., Ltd. (Christenson-Hammond Line) modifies 
agreement 4132 by changing the language specifying the United 
States Pacific Coast ports of destination. Agreement 4132 provides 
for the transportation of cargo under through bills of lading from 
Sumatra, the Federated Malay States, the Straits Settlements, the 
Dutch East Indies, the Philippine Islands, and Hong Kong to Port- 
land, Astoria, San Francisco, and Los Angeles Harbor, with tran- 
shipment at Los Angeles Harbor or San Francisco. 

5775-2 between Fearnley & Eger and A. F. Klaveness & Co. A/S 
modifies the joint service arrangement of the parties in the trade be- 
tween United States Atlantic ports and Portugal, Morocco, and Medi- 
terranean ports, which is identified as agreement number 5775, to pro- 
vide that distribution of revenues and payment of losses shall be made 
in the same ratio as the number of vessels of each bears to the total 
number of vessels employed in the service. 

6070-1 between Blue Star Line, Ltd., Compagnie Generale Transat- 
lantique, Grace Line, Inc., Westfal-Larsen & Co. A/S, and the other 
carriers comprising the membership of the Panama City, Canal Zone, 
West Coast Central American—North Pacific Northbound Conference, 
adding a provision to the agreement of the conference to permit agents 
of Westfal-Larsen & Co.’s European Service and of their South 
American Service, both to participate in conference meetings with a 
separate vote for each service. 

6232 between Coastwise Line and Dollar Steamship Lines, Inc., 
Ltd., provides for the transportation of cargo, other than apples, 
under through bills of lading from United States Pacific Coast ports 
to Japan, Korea, Formosa, Siberia, Manchukuo, China, Hong Kong, 
Indo-China, the Philippine Islands, the Straits Settlements, Ceylon, 
and British India, with transhipment at Los Angeles Harbor or San 
Francisco. 

6233 between Dollar Steamship Lines, Inc., Ltd., and Coastwise 
Line provides for the transportation of cargo, other than apples, under 
through bills of lading from Japan, Korea, Formosa, Siberia, Man- 
chukuo, China, Hong Kong, Indo-China, the Philippine Islands, the 
Straits Settlements, Ceylon, and British India to United States Pa- 


cific Coast ports, with transhipment at Los Angeles Harbor or San 
Francisco. 
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6337 between Nippon Yusen Kaisha and Ocean Steamship Company 
of Savannah provides for the transportation of cargo, except raw cot- 
ton, under through bills of lading from ports in China and Japan to 
Savannah, with transhipment at New York. 

6382 between Compagnie Generale Transatlantique (French Line) 
and American-Hawaiian Steamship Company and Isthmian Steamship 
Company provides for the transportation of cargo under through bills 
of lading from Havre, Dunkirk, Bordeau, St. Nazaire, and Nantes, 
France, to United States Pacific Coast ports, with transhipment at 
New York. 

6391 between Elder Dempster Lines, Limited, and Mooremack 
Gulf Lines, Inc., provides for the transportation of cargo under 
through bills of lading from the Canary Islands, Madeira, and West 
Africa to specified United States Gulf ports, with transhipment at Bal- 
timore, Boston, New York, or Philadelphia. 

6516 between Baltimore Mail Steamship Company (Panama Pacific 
Line) and Coastwise Line by which they assume and agree to be bound 
by the terms and conditions of agreement 5898 between American Line 
Steamship Corporation—The Atlantic Transport Company of West Vir- 
ginia (Panama Pacific Line) and Coastwise Line providing for the 
transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to United States Pacific Coast ports; from 
New York to British Columbia; from any foreign port of call of the 
Panama Pacific Line to United States Pacific Coast ports north of Los 
Angeles Harbor; from a foreign port overseas to United States Pacific 
Coast ports north of Los Angeles Harbor, with transhipment from the 
overseas carrier at New York, and with transhipment to the Coastwise 
Line at San Francisco or Los Angeles Harbor. 

6517 between American-Hawaiian Steamship Company, Luckenbach 
Steamship Company, Inc., Dollar Steamship Lines, Inc., Ltd., and 
Baltimore Mail Steamship Company (Panama Pacific Line) and New 
York and Cuba Mail Steamship Company provides for the transporta- 
tion of cargo under through bills of lading from United States Pacific 
Coast ports to Tampico, Vera Cruz, Puerto Mexico, and Progreso, 
Mexico, with transhipment at New York. 

6519 between American-Hawaiian Steamship Company and Canadian 
Pacific Railway Company (British Columbia Coast Steamship Service), 
Border Line Transportation Company, and Frank Waterhouse & Co. of 
Canada, Ltd., and Canadian Pacific Steamships, Ltd., provides for the 
transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to Japan, China, Hong Kong, and the 
Philippine Islands, with transhipment at Seattle and at Vancouver, B. C. 

6534 between Dollar Steamship Lines, Inc., Ltd., Pacific-Atlantic 
Steamship Company (Quaker Line), States Steamship Company— 
California Eastern Line, Inc. (California-Eastern Line), Luckenbach 
Steamship Company, Inc., American-Hawaiian Steamship Company, 
Weyerhaeuser Steamship Company, and Baltimore Mail Steamship Com- 
pany (Panama Pacific Line), and Gdynia America Shipping Lines, Ltd. 
(Gdynia America Line), provides for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to 
Copenhagen and Gdynia, and via these ports to ports in Norway, 
Sweden, Denmark, Finland, Danzig Free State, Poland, Germany, 
Latvia, Lithuania, and Estonia, with transhipment at New York. 


6537 between Ellerman & Bucknall Steamship Company, Ltd., and 
Andrew Weir & Company (American & Indian Line) and The New 
York and Porto Rico Steamship Company and Bull Insular Line, Inc., 
provides for the transportation of gunny sacks under through bills of 


lading from Calcutta, India, to Puerto Rican ports, with transhipment 
at New York. 


6567 between Isthmian Steamship Company and The New York and 
Porto Rico Steamship Company and Bull Insular Line, Inc., provides 
for the transportation of gunny sacks under through bills of lading 
from Calcutta, India, to Puerto Rican ports, with transhipment at 
New York. 

6568 between Bank Line, Ltd., and The New York and Porto Rico 
Steamship Company and Bull Insular Line, Inc., provides for the 
transportation of gunny sacks under through bills of lading from Cal- 
cutta, India, to Puerto Rican ports, with transhipment at New York. 


Agreements Cancelled 


445 between American-Hawaiian Steamship Company and New York 
and Cuba Mail Steamship Company, which has been superseded by 
agreement 6517. 

505 between American-Hawaiian Steamship Company and New York 
and Cuba Mail Steamship Company, which has been superseded by 
agreement 6517. 

509 between Cunard White Star Limited and United States Lines 
Company and member lines of the North Atlantic/West Coast of Italy 
Conference, which has been superseded by conference agreements 65-B 
and 65-C. 

526 between Black Diamond Lines and member lines of the North 
Atlantic/West Coast of Italy conference, which has been superseded by 
conference agreement 65-A. 

675 between Bank Line, Ltd., Ellerman & Bucknall Steamship 
Company, Ltd., and Norton, Lilly & Company and Bull Insular Line, 
Inc., which has been superseded by agreements 6537 and 6568. 

707 between Bank Line, Ltd., and The New York and Porto Rico 
Steamship Company, which has been superseded by agreement 6568. 

716 between Funch, Edye & Company and The New York and Porto 
Rico Steamship Company, which has been superseded by agreement 
6537. 

731 between Norton, Lilly & Company and The New York and 
Porto Rico Steamship Company, which has been superseded by agree- 
ment 6537. 

1224 between American-Hawaiian Steamship Company and New 
York and Cuba Mail Steamship Company, which has been superseded 
by agreement 6517. 

1764 between Dollar Steamship Lines, Inc., Ltd., and Gdynia Amer- 
ica Shipping Lines, Ltd. (Gdynia America Line), which has been super- 
seded by agreement 6534. 


a 


aX 
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1841 between Quaker Line and Gdynia America Shipping Lines, 


Ltd. (Gdynia America Line), which has been superseded by agree- 
ment 6534. 


1951 between Luckenbach Steamship Company, Inc., and Gdynia 


America Shipping Lines, Ltd. (Gdynia America Line), which has been 
superseded by agreement 6534. 

4424 between American-Hawaiian Steamship Company and Gdynia 
America Shipping Lines, Ltd. (Gdynia America Line), which has been 
superseded by agreement 6534. 

4997 between Weyerhaeuser Steamship Company and Gdynia Amer- 


ica Shipping Lines, Ltd. (Gdynia America Line), which has been super- 
seded by agreement 6534. 


5532 between Luckenbach Steamship Company, Inc., and New York 


and Cuba Mail Steamship Company, which has been superseded by 
agreement 6517. 


5551 between Dollar Steamship Lines, Inc., Ltd., and New York 


and Cuba Mail Steamship Company, which has been superseded by 
agreement 6517. 


5692 between Nippon Yusen Kaisha and Ocean Steamship Company 
of Savannah, which has been superseded by agreement 6337. 

5829 between Compagnie Generale Transatlantique (French Line) 
and American-Hawaiian Steamship Company, which has been super- 
seded by agreement 6382. 


WATER CARRIER ANNUAL REPORTS 


The Commission, by division 4, has revised the annual re- 
port form “K” to be used by carriers by water in making 
their annual reports to the Commission. The revised form is 
to be used for the year ending December 31 and for each 
succeeding year until further order. 


TRAVEL BETWEEN THE AMERICAS 


“The Department of Commerce is glad to encourage this 
movement which we regard as an event of great commercial 
and cultural significance,” said Secretary of Commerce Roper 
in a statement with reference to the “First Inter-American 
Travel Congress,” to be held at the San Francisco World's 
Fair from April 14 to 21, 1939. 

Mr. Roper said the travel congress would be the first con- 
certed effort of governmental and private interest to stimulate 
travel between the Americas. 


GULF INTERCOASTAL CLASS RATES 


Effective December 16, Agent C. Y. Roberts, for the Gulf 
Intercoastal Conference, has added the following scale of class 
rates to his SB-I No. 3 applying in cents a 100 pounds from 
United States Gulf ports to United States Pacific coast ports: 
Class 1, 340; Class 2, 289; Class 3, 238; Class 4, 204; Class 5, 
170; Class A, 170; Class B, 136; Class C, 110; Class D, 94; 
Class E, 77. The list of rules and regulations has also been 
amended to make it apply on class rate shipments. The 
amended pages have been filed with the Maritime Commission. 


NARCISSUS BULBS FROM HOLLAND 


The requirement, in effect since August 1, 1936, that all 
narcissus bulbs from Holland be given the hot water treat- 
ment on entry to the United States, has been revoked, effective 
August 15, 1939. The announcement was made in an order 
signed by Lee A. Strong, chief of the Bureau of Entomology 
and Plant Quarantine of the U. S. Department of Agriculture, 
which says: 


On and after August 15, 1939, all such importations shall be ac- 
companied by a certificate certifying that the bulbs have been thor- 
oughly inspected at the time of packing and found or believed to be 
free of injurious plant diseases and insect pests. 


Upon arrival at the American ports of entry, all shipments will 
be examined by inspectors of the Bureau of Entomology and Plant 
Quarantine. This examination will include the cutting of suspicious- 
looking bulbs when necessary to determine their freedom from in- 
festation by the bulb nematode. Any shipments found infested will 
be given the latest approved treatment or rejected. 





DOMESTIC SHIPPING SURVEY 

The Maritime Commission’s section of special studies, it 
has been learned, is conducting a study of conditions in the 
domestic coastwise and intercoastal shipping trade with a view 
to obtaining facts needed in an overhauling of present federal 
laws relating to promotion of those trades and their regula- 
tion. The Maritime Commission has circulated a questionnaire, 
although no announcement has yet been made of the institution 
of the study. 


The survey is being supervised by L. P. Nickell, chief of 
the commission’s section of special studies. John Mann a mem- 
ber of the staff is now on the Pacific coast conferring with 
steamship company officials. 

The survey is being made under the mandate of the ship- 
ping act of 1936 requiring the Maritime Commission to make 
a study with a view to revision of the law, if necessary. Facts 
are being developed about the age of the ships, the necessity for 
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their replacement, their speed and the tonnage handled by 
them. 


DENIAL OF SPACE REPARATION 


In a proposed report in No. 215, Roberto Hernandez, Inc., 
vs. Arnold Bernstein Schiffahrtsgesellschaft, M. B. H. et al., 
Examiner Charles B. Gray of the Maritime Commission, on 
further hearing has recommended that the commission find the 
complainant had been damaged to the extent of $25,050 through 
refusals of the defendants to furnish complainant available 
space in their vessels for shipping automobiles to Spain in the 
period June 1 to December 31, 1934. He recommended repara- 
tion to that amount. 

According to Examiner Gray’s report the refusal of the 
defendants prevented the complainant’s shipping $167,000 worth 
of automobiles, thereby precluding the complainant from earn- 
ing a commission of 15 per cent of the purchase price of the 
cars. Examiner Gray said the commission should further find 
each defendant jointly and severally liable to complainant for 
the full amount of the injury caused by the defendants. 

In view of the specific penalty provision of section 14 of 
the shipping act, 1916, the examiner said the matter should be 
certified to the Department of Justice. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 88741, Green Bros., Inc., contract carrier application; 
MC F-459, Puget Sound Navigation Co., control, Olympic 
Peninsula Motor Freight Co., Inc.; MC 12079, Charles and Paul 
Sclafani, broker application; MC 44361, R. E. Larson, common 
carrier application; MC 44362, R. E. Larson, contract carrier 
application. 
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VENTED IN 1'789, DESIGNERS OF RAILWAYS, FOR MANY YEARS 
THEREAFTER, WERE OBLIGED SOTO BUILD TRACKS THAT THEY 
COULD BE USED NOTONLY BY VEHICLES CAPABLE OF “TRAVEL- 
LING OVER"EDGE’ RAILS, BUT ALSO BN THE OLD-FISHIONED 
KIND WHICH COULD RUN ONLY ON THE FLAT’ PLATE RAIL’, 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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ROUTING L. C. L. TRUCK FREIGHT 
Editor The Traffic World: 

Most shippers who have considered the matter will agree 
wholeheartedly with the thoughts expressed by Mr. O. H. 
Meyer in his letter in your’ November 5 issue regarding the 
advisability, from the standpoints of convenience and customer 
goodwill, of routing L. C. L. shipments. I must say, however, 
that this practice, in connection with shipments by truck, has 
sometimes an opposite effect. This happens because motor 
carriers are not bound to respect shippers’ routing instructions. 

The interstate commerce act, part 1, section 15, places on 
railroads a legal obligation to respect shippers’ routing instruc- 
tions, but there is nothing in part 2 (motor carrier act) to 
place this obligation on motor carriers. 

Because there is no legal obligation in that respect, it has 
become common practice for truck lines to waybill shipments, 
destined to points beyond their own lines, only to their point 
of transfer to connecting carriers. The agent at the transfer 
point then becomes a trader in tonnage, giving outbound ship- 
ments generally to the line from which he believes he can obtain 
the greatest amount and most profitable inbound tonnage. It 
is true that most truck lines do make some effort to retain 
the favor of their shippers by carrying out their routing in- 
structions, but the above described practice is so common that 
there are many failures. This is the source of one of our 
greatest annoyances. 

I think an amendment to the motor carrier act that would 
legally obligate motor carriers to respect shippers, routing in- 
structions is necessary. This is very desirable from the ship- 
per’s standpoint, and I believe it would prove a great benefit 
to the truck lines. At least, it would assure those lines that 
solicit business moving into the territory they serve, but origi- 
nating beyond their own line, that the business obtained would 
be delivered to them, and not to one of their competitors. 

Edward T. Van Dyke, Traffic Manager, 


Hart & Cooley Manufacturing Co. 
Holland, Mich., Nov. 11, 1938. 


HOUSEHOLD GOODS CARRIERS’ RULES 


: Southeastern household goods common carriers, in excep- 
tions to Examiner Aplin’s proposed report in Ex Parte MC 19, 
practices of motor common carriers of household goods, attack 
as unfair, unjust and inequitable the recommendation that 
rates be required to be in amounts by the hundred pounds. 
They also object to, among other things, the proposal that 
such carriers require shippers to pay “dock charges,” if any, 
assessed against the carriers for the use of docks or platforms 
of warehouses. 

_ The requirement proposed by the examiner that the car- 
rier add the dock charge “if any,” to the line-haul charge, the 
southeastern carriers assert, “assures to the carrier or car- 
riers affiliated with the warehouse the advantage mentioned 
by the examiner and puts into the hands of the warehouse 
operator the power to fix the total charge to the shipper for 
the removal of his goods from the warehouse to final destina- 
tion, to the limits of the dock charges, and so creates a two- 
rate standard.” It is further declared that if that rule is 
adopted it leads inevitably to the elimination from possible 
use by the shipper of all carriers, save the one favored by 
the warehouse, except under penalty of paying a dock charge. 

The exceptions were made on behalf of Georgia Household 
Goods Carriers’ Association; Household Goods Division of 
Florida Trucking Association, Inc., participants in Southern 
Motor Carriers’ Rate Conference household goods tariff, Agent 
W. M. Miller; Independent Movers’ & Warehousemen’s Asso- 
— and named individual carriers in the southeastern 
states. 

According to the exceptions the examiner erred in holding 
that the majority of the operators represented at the hearings 
strongly favored adoption of proposed Rules 2 and 3 (pertain- 
ing to weight), by failing to ascertain whether or not the pro- 
ponent of the rule were in fact actual operators, or were merely 
participants in a particular tariff or members of a particular 
bureau, but not actually engaged in the rendition of service 
and operation of vehicles. 

The southeastern carriers asked the Commission to over- 
rule the examiner, or, in the alternative, revise the proposed 
rules so as to make the statement of rates on the hundred 
pounds basis permissive instead of mandatory, with the pro- 
viso that after rates have been published on that basis the 
carrier may not publish rates on any other basis unless the 
rates on the hundred pound basis have been canceled. 

The National Furniture Warehousemen’s Association and 
Allied Van Lines, Inc., said that the definition of household 
goods proposed by the examiner would limit the transportation 
to that which was in the house. The limitation in that rule, it is 
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declared, would prohibit the transportation of that which was 
to be added to the home, at the time of the moving. They sug- 
gested that a more accurate description would be a slight 
modification in the Commission’s released rate order so as to 
make it read, “property usual to use in a household and when 
to become a part of such household equipment or supply.” 


They also asked that the proposed rule with regard to pack- 
ing be changed so as to provide that the provisions of the rule 
shall not apply to charges for packing and unpacking, or the 
crating and uncrating of goods “shipped by or in connection 
with a mode of transportation other than a motor carrier.” 


Objecting to an examiner proposal that a motor common 
carrier, agent or representative shall not act as an agent for 
an insurance company. if he receives compensation for provid- 
ing insurance on household goods, the exceptants point out 
that the question of arrangements between the carrier and the 
insurance company as to compensation or commission is a mat- 
ter of insurance law and not within the jurisdiction of the motor 
carrier act. They assert that the existing arrangement does 
not, as stated in the proposed report, serve to defeat the pur- 
pose of released rates order No. 2. All-risks insurance, it is 
declared, covers beyond the legal liability of the carrier under 
the bill of lading irrespective of the released valuation. A 
further declaration is that the record does not disclose any 
abuse arising out of the present arrangement. On the whole, 
it is further asserted, the record shows the desirability and 
advantage to the public by reason of the accessibility to the 
public of such insurance protection. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 


MC F-226, T. S. C. Motor Freight Lines, Inc., purchase, 
T. F. Rush, as of Nov. 7; MC F-633, Gallagher Transfer and 
Storage Co., merger, Western Freight Lines, Inc., as of Nov. 
8: MC 1267, Sub. No. 1, Anderson Transportation Co., Colo- 
rado-Wyoming operations, as of Nov. 3; MC 8742, Sub. No. 2, 
Panhandle Stages, Inc., extension of operations, McLean, Tex., 
as of Nov. 1; MC 30605, Sub. No. 2, Santa Fe Trail Transpor- 
tation Co., Moline-Chautauqua and Emporia-Pittsburg exten- 
sions, as of Oct. 20; MC 63159, Sub. No. 1, G. P. Nissen and 
Robert A. Kent, Kansas-Colorado extension, as of Nov. 3; MC 
64657 and MC 95275, Charles C. Boynton, contract and common 
carrier applications, as of Oct. 21; MC 66413, Sub. No. 1, 
Robert F. Toler, Ava, Mo., extension, as of Nov. 3; MC 70831, 
John F. Noble, common carrier application, as of Nov. 3; MC 
86975, Henry and Sumner Ross, contract carrier application, as 
of Oct. 24; MC 88926, D. M. Cline, contract carrier application, as 
of Nov. 3; MC 88982, Frisco Transportation Co., common car- 
rier application, as of Oct. 28; MC 89283, Chris Anderson, com- 
mon carrier application, as of Nov. 3; MC F-217, Viking Freight 
Co., purchase, Cecil and Paul Parsons, as of Nov. 9; MC 
F-218, Viking Freight Co., purchase, Ted Brown, as of Nov. 9; 
MC F-576, Arrow Carrier Corporation, purchase, Lehigh Val- 
ley Motor Express Corporation, as of Nov. 12; MC 858, L. 
L. Rhoads, common carrier application, as of Nov. 3; MC 7544, 
Harper Brothers, Inc., common carrier application, as of Nov 4; 
MC 11590, Sub. No. 1, S. A. Markley, extension of operations, 
as of Nov. 2; MC 13114, Sub. No. 1, W. A. Wertzberger, St. 
Joseph extension, as of Nov. 8; MC 31858, Sub. No. 1, Ives 
Safety Transports, Inc., extension of operations, as of Nov. 4; 
MC 42905, Hornbeck Brothers, common carrier application, as 
of Nov. 3; MC 48212, Sub. No. 1, T. Russell Lownes, extension 
of operations, as of Nov. 7; MC 55724, Sub. No. 1, Forest R. 
Conover, extension of contract carrier operations, as of Nov. 2; 
MC 74761, Sub. No. 1, Tamiami Trail Tours, Inc., Georgia-Flor- 
ida state line extension, as of Nov. 4; MC 76647, Sub. No. 1, 
George Marvn Headden, contract carrier application, as of Nov. 
8; MC 76651, Sub. No. 1, Midway Transit Co., common carrier 
application, as of Nov. 7; MC 88432, D. H. Hancock, common 
carrier application, as of Oct. 31; MC 88344, Thomas H. Dwyer 
and Victor H. Anderson, common carrier application, as of Oct. 
28; MC 88404, James E. Wilson, contract carrier application, as 
of Oct. 28; MC 88484, J. W. Hillard, common carrier applica- 
tion, as of Nov. 4; MC 88503, Bill Sodden, common carrier 
application, as of Oct. 28; MC 88703, Sub. No. 1, Phillip A. 
DeFries, Bellingham-International Baundary operation, as of 
Nov. 8; MC 88815, Charles R. and Harry Nichols, common car- 
rier application, as of Nov. 8; MC 88832, Louis F. Smith, com- 
mon carrier application, as of Nov. 2; MC 88964, Glenn L. Gran- 
flaten, common carrier application, as of Nov. 2; MC 90152, 
W. H. Batchelor, common carrier application, as of Nov. 5; 
MC 92233, Nicholas Rossodivito, contract carrier application, 
as of Nov. 5; MC 94171, Edward Thomas Trerise, common car- 
rier application, as of Nov. 8. 
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Selling Highway Freight Transportation 


The Basic Procedure of Selling Highway Freight Transportation—Sixth of a Series of Eight 
Articles by Charles E. Parks 


procedure known as the selling process. Sheldon, who 

first analyzed it, calls the process the mental law of sale. 
It is the plan all trained salesmen follow in making their sales 
presentations. 


When a person buys, his mind must pass through four 
stages. First, his attention must be gained. Next, his interest 
must be aroused. Third, a desire to possess or use the product 
must be created. Finally, he must act by making the purchase. 
The job of the salesman is to guide the mind of his prospect 
through these four stages—attention, interest, desire and action. 
This guidance is called the selling process. It is done through 
the medium of the sales talk. 


A sales talk made for the purpose of selling highway 
freight transportation is not a monologue. It is not a speech 
that can be memorized. Instead, it is the complete interview 
with the shipper. It could more appropriately be called a sell- 
ing conversation. It is a discussion of the shipper’s transpor- 
tation needs and problems; a logical presentation of certain 
facts relating to truck transportation and the service of an 
individual company having a bearing on these needs and prob- 
lems, made for the purpose of persuading the prospect that the 
service offered by the salesman will meet his requirements. 


The sales talk used in selling freight transportation can- 
not be standardized. This is one of the big differences between 
selling freight transportation and commercial salesmanship. 
A commercial sales talk can be standardized and even mem- 
orized—and often is—but highway freight transportation is 
so diversified, sold under so many different circumstances, and 
to shippers whose shipping motives and requirements are so 
different, that for the truck line salesman to attempt to de- 
liver a standardized talk would be somewhat akin to a similar 
attempt to sell the goods listed in the catalogue of a mail 
order house. 


However, the truck line salesman can and should conduct 
his selling conversation in accordance with a standard pro- 
cedure. He should first discuss his prospect’s shipping require- 
ments in an attempt to discover or implant shipping motives. 
Next, he should point out the advantages of the service he is 
selling that will satisfy these requirements and appeal to ship- 
ping motives. Then, if necessary, he should prove or demon- 
strate the value of his suggestions. Finally, he should persuade 
the shipper to use his service to obtain the advantages pointed 
out. 


Te technique of selling is built around a fundamental 


This is the standard procedure in delivering a sales talk 
to a prospect. It never varies, no matter who the prospect is 
or the circumstances under which the sale is made. By follow- 
ing it the salesman will attract his prospect’s attention, arouse 
his interest, and create a desire on his part to use trucking 
service. He will also convince him that it is to his advantage 
to do so and impel him to act. 


Gaining the Shipper’s Attention 


Gaining the attention of a prospect is a crucial part of 
the interview. Sales authorities believe that more sales are 
lost in the first few minutes than at any other time, due to the 
failure of the salesman to get the attention of the man to 
whom he is talking. In selling, it is necessary to get off with 
a good start. 

There are several things the truck line salesman should 
know about attention. First, he should understand its psycho- 
logical aspect—that, when he has obtained the attention of a 
prospect, he has caused him to forget what he had been think- 
ing about previous to the call and to concentrate his thoughts 
on the transportation service being offered. When the pros- 
pect is in this frame of mind, he is willing to listen. If he 
is not willing to listen his attention has not been gained and 
it is useless for the salesman to proceed. 

The salesman also should know not only how to get atten- 
tion, but how to get the undivided, sustained, and favorable 
attention of his prospect. He should know what to say and 
to do. He should be familiar with the attention-getting factors 
in making his approach and the relative value of each. There 
are so many specific ways of getting and holding the attention 
of prospects that no one method can be recommended. There 
is no such thing as a standard approach in selling freight trans- 
portation. This is why the experienced salesman always has 
in mind a number of methods on which he can draw to fit 


the circumstances of his call or the temperament of the man 
called on. 

Some of these are built around a smile, a friendly hand- 
shake, or the salesman’s personality. Others are concerned 
with an effective opening remark. The latter is usually the 
real key to an attention-getting approach, because it appeals to 
the prospect’s instinct of courtesy, friendliness, pleasure, curi- 
osity, or self-interest. This is why the ability to judge the 
character of a prospect quickly will assist a salesman in using 
the proper approach. 

A trained freight salesman always attempts to obtain ad- 
vance information concerning a shipper and his requirements. 
This enables him to make a direct rather than a prospecting 
approach, which is much more effective in getting immediate 
attention. He also watches the little things that tend to detract 
the attention of prospects, such as his personal appearance, 
mannerisms, the use of the pronouns “You,” “I,” and “We,” the 
tone of his voice, and when or when not to shake hands. He 
must also know how to handle an interrupted interview and 
how to act when the attention of his prospect cannot be gained. 
To acquire a knowledge of these attention-getting factors re- 
quires a certain amount of study. To apply the principles 
involved calls for the ability to think. 


Arousing Interest in Truck Transportation 


The second step in the selling process is to arouse the 
interest of the prospect in what the salesman is selling. In 
selling truck transportation this means that the line salesman 
must arouse the interest of the shipper in highway freight 
transportation and in the particular service of the line he repre- 
sents. 

Many untrained salesmen confuse attention with interest. 
When a prospect listens attentively, they assume he is inter- 
ested. He may be interested in what the salesman is saying or 
in the salesman himself, but this kind of interest is not a buy- 
ing interest, which is the type of interest the salesman must 
create. A shipper becomes interested in a sales sense only 
when he sees some connection between his own transportation 
needs and problems and the service being suggested by the 
salesman. This means that a shipper’s interest is aroused in 
truck transportation when he becomes personally concerned 
over the advantages of using it or the disadvantages of not 
using it. He begins-to recognize the possibilities of highway 
transportation and involuntarily asks himself: “Why shouldn’t 
I use this service?” 

The difference between attention and interest can be noted 
by considering the difference in the sales technique that must 
be displayed to obtain them. Attention is gained in the first 
few minutes of the interview. It depends on the salesman’s 
personality, his approach, and his opening remarks, and is 
created instantly. Interest, on the other hand, comes grad- 
ually. Its creation does not depend on the salesman’s per- 
sonality or any single statement that he may make, but is the 
result of his sales talk, particularly the selling points brought 
out and the selling appeals made. 


In order to gauge his progress, the salesman must know 
when he has gained the interest of the shipper. This will be 
indicated by certain signs. The prospect may desire further 
information, so he will ask questions. He will acknowledge 
the value to him of the service being suggested, or he may 
discover disadvantages and raise objections. These are indica- 
tions of interest. 

Necessarily, the truck line salesman must be thoroughly 
familiar with the methods of creating interest in the service of 
his company. If interest is a recognition by the prospect of 
a beneficial relationship between truck transportation and his 
own transportation needs and problems, it is the job of the 
salesman to cause him to see that relationship. This may be 
done in several ways, principally by giving information con- 
cerning the service, by affirmative statements, by making sug- 
gestions, by demonstrating the value of the service, and by 
the enthusiasm the salesman displays in his talk. 

A fundamental principle of salesmanship is that a salesman 
cannot force a prospect to become interested. He can force 
attention but he cannot force interest. It must come voluntarily. 
For this reason he must give his prospect something to think 
about before he can get him interested. This is why it is 
necessary to give information concerning the service and the 
advantages of using it. 
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_ More important than describing the service of the truck 
line is the making of suggestions pointing out to the shipper 
what advantages he will obtain from using it. To do this re- 
quires real sales ability. Any employe who knows anything 
at all about a company and its services can give a sales talk 
based on such knowledge. But to take the next step and show 
a prospective shipper how he can utilize the service to his own 
advantage is the mark of a real salesman. To do this requires 
not only a knowledge of the transportation service being sug- 
gested, but a knowledge of the transportation requirements 
of the shipper and the motives that must be appealed to. 

In selling tangible commodities, demonstrations play a 
large part in the selling process. These include exhibition of 
samples or of the goods, as in selling automobiles. Highway 
freight transportation, being an intangible service, ordinarily 
would not be considered as subject to a sales demonstration. 
But it can be demonstrated, to a certain extent. This can be 
done by means of photographs, diagrams, sketches, maps, 
schedules, and tariffs. It can be done by causing the shipper 
to do something in the course of the interview, and it can 
be done by means of testimonials. 

For example, photographs of trucks and freight-handling 
facilities can be used to interest shippers in the methods of 
handling their freight. Pictures of new types of equipment 
usually create interest in the form of questions. Maps of the 
territories covered are of special interest to shippers. Charts 
showing reductions in loss and damage claims are more effec- 
tive in getting over this sales point than are verbal statements. 
If truck movements are scheduled, a printed statement of the 
schedules out of any city is of interest to any shipper. 

The economy of truck transportation, if this is used as a 
selling point, can be demonstrated by having the shipper himself 
figure out his savings. Or the salesman might do so and pre- 
sent to his prospect the figures. This is a very effective sales 
demonstration. Interest also can be created by the enthusiasm 
with which a salesman makes his points. As a rule, the degree 
of enthusiasm displayed by the salesman will be reflected in the 
amount of interest displayed by the prospect. As one authority 
has stated, if the salesman’s actions are apathetic, the pros- 
pect’s reaction is indifferent. If the salesman’s actions are 
earnestly enthusiastic, the prospect’s reaction is confident in- 
terest. But if the salesman’s actions are exaggerated and 
wildly enthusiastic, the prospect’s reaction is skeptical and 
cautious. 

Creating a Desire to Ship by Truck 


In creating desire, the transportation salesman creates a 
personal want for the service he is selling. He causes a shipper 
to wish to make use of highway trucking service, and particu- 
larly the service of the line he represents, by causing to be- 
lieve that such service will satisfy his transportation require- 
ments better than any other agency. Desire is made up of a 
belief in and a want for the service being sold. 

Desire is different from interest in that, when a prospect’s 
interest is aroused, he sees possibilities of advantages to him- 
self from acting on the salesman’s suggestions. When desire 
is created, the prospect is firmly convinced of the advantages he 
will obtain. When the mind of the prospect has been brought 
to this stage of the selling process, he is practically sold. This 
is why the creation of desire is the most important part of 
the selling process. It is really the heart of the art of selling. 

This is also why it is the most difficult phase of selling. 
It is at this point that most salesmen fail. They are unable 
to cause their prospects to feel a need for the product sold. 
The reason for their failure is their lack of ability in the art 
of persuasion and their inability to use suggestions or the 
proper kind of sales argument. They are unable to paint a 
word picture of the advantages their prospects will enjoy should 
they buy, or picture the loss they will incur should they fail 
to buy. 

These are the specific methods used to create a desire for 
any service—suggestion, arguments, selling appeals, word pic- 
tures, and proof. It is necessary that every truck line sales- 
man be familiar with their use. 

One of the most effective sales tools available to the sales- 
man in his contacts with smaller shippers is the use of sugges- 
tions. This is an indirect method of selling, but the results are 
more direct and immediate than come from the use of any other 
method, as no time is lost in argument, or deliberation, or in 
presenting proofs. Suggestions are indirect appeals to a pros- 
pect’s habits or his customary mental reactions. When a sales- 
man uses a suggestion he does something or says something 
that causes his prospect to react or to think in accordance with 
the suggestion without deliberation or resistance. He does 
so because he is accustomed to react as suggested. The truck 
line salesman has many opportunities to use suggestions in 
selling highway transportation. If space permitted, this page 
could be filled with simple statements made in the form of a 
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suggestion that no shipper would contradict. When so used 
they would make the selling of truck transportation much 
easier, because they would eliminate any form of sales re- 
sistance. To use suggestions effectively the trained truck line 
salesman formulates them in advance, for it is difficult to make 
a desire-creating suggestion on the spur of the moment. 


Meaning of Sales Argument 


Many shippers, particularly industrial traffic managers, 
cannot be sold by the use of suggestions. They do not accept 
passively what the salesmen tell them. They have doubts, 
previously conceived beliefs, ideas that must be considered, and 
objections that must be overcome. Suggestions do not greatly 
influence this kind of prospect—they want facts to deliberate 
over. They also want evidence that the salesman’s statements 
are true. Shippers who use a competitive transportation 
agency and are satisfied with the service they receive can be 
convinced that truck transportation is better suited to their 
needs only by argument and the submission of proof. 

The impression generally prevails that it is seldom pos- 
sible to argue people into buying anything. Many text books 
on salesmanship state this as a principle of salesmanship. This 
is true if argument is considered as bickering or the beating 
down of sales resistance by the force of the salesman’s dom- 
inating personality. But argument in a sales sense does not 
mean controversy or the attempt to force beliefs. A sales argu- 
ment is not a debating contest. It is more an exchange of 
opinion between the salesman and his prospect. It means the 
employment of logic—the use of reasoning to bring about con- 
viction. The purpose of argument in selling is to lead a person 
to believe, not to force him to believe. Consequently, when 
a truck line salesman uses argument, it is for the purpose of 
leading shippers to believe that truck transportation will satisfy 
their transportation wants. It would be an interesting study 
for the truck line salesman to analyze this principle by cases 
and examples and discover how it can be applied to his every 
day work to make his selling easier. It is only a general 
principle of logic and can be stated in this way: 

First, a general or specific statement is made that the 
prospect knows is true and that he accepts. Sometimes a sec- 
ond statement is made that he cannot very well deny. From 
these statements a conclusion is drawn that loz’cally the pros- 
pect will accept because it is difficult for him to do otherwise. 
Under no circumstances does this form of sales argument call 
for the contradiction of a prospect. This only leads to contro- 
versy and the stiffening of sales resistance. 


Use of Proof and Evidence 


As a rule, it is not necessary for the truck line salesman 
employed by a responsible company to submit proof in sup- 
port of his statements, unless they conflict too sharply with the 
preconceived ideas or the experiences of the shipper. The 
average shipper feels that the transportation salsman knows 
his business and likes to regard him as an expert in transpor- 
tation matters. If the salesman maintains his role by a 
thorough knowledge of the service of his company, by his 
sincerity, and by his belief in the quality of the service he is 
selling, any reasonable assertion made by him will be accepted. 
On the other hand, if he does not know his product and his 
actions are such as not to instill confidence, his statements may 
not be accepted or may even be challenged. 

The salesman’s statements will always be questioned if 
contrary to the beliefs of his prospect. This is why it is so 
much more difficult to regain the business of old customers 
who are using a competitive form of transportation because 
of dissatisfaction. Under such conditions it is always neces- 
sary for the salesman to submit proof or evidence to support 
his statements. Such proofs must be specific. They must indi- 
cate the exact benefits the prospect will receive. Generalities 
in proofs are of little use in creating desire. They only arouse 
general interest. But, if the proof is positive and applies to 
the specific transportation needs of the shipper, it will arouse 
a personal interest that is not difficult to extend into desire. 

The use of argument, and statements supported by evidence 
is excellent sales strategy to use when soliciting industrial 
shippers. Often it is the only type of sales strategy that can be 
used because the majority of this type of prospects are sus- 
ceptible only to logic and proof of the advantages of the 
services of any truck line. Their reason must be appealed to 
because they are accustomed to arrive at decision only through 
the process of deliberation. 


MOTOR ACT PROSECUTIONS 


The Commission has been advised, accord’ng to a state- 
ment by Secretary Bartel, that Cudahy Packing Co., in the 
federal court at Denver, Colo., has entered a plea of nolo con- 
tendere to 20 counts of an information charging it with solicit- 
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ing, accepting and receiving concessions in respect to the 
transportation of meat and packing house products in inter- 
state commerce by motor vehicle from Denver, Colo., to Oak- 
land, Los Angeles and San Francisco, Calif., at less than the 
applicable tariff rates. On those shipments, the statement said, 
the Cudahy company was charged with paying only the truck- 
load rate from Denver to Salt Lake City and less truckload 
rate from Salt Lake City to destination although the shipments 
were in fact less truckload shipments and should have moved 
at full less truckload rates from Denver to destinations. Judge 
Symes imposed a fine of $100 a count or a total fine of $2,000 
on the defendant, said the statement. 

Pacific Intermountain Express of Colorado, Inc., a com- 
mon carrier, according to the secretary’s statement, previously 
pleaded guilty to an information filed in the same court which 
charged it was transporting meat and packing house products 
at less than its published tariff rates and in offering, granting 
and giving concessions to the Cudahy Packing Co. for the 
transportation of shipments from Denver, Colo., to Salt Lake 
City and North Salt Lake City, Utah. 


EXCEPTIONS TO MOTOR REPORTS 


MC F-554, Pacific Greyhound Lines, purchase, Oregon 
Motor Stages. Time for filing exceptions to recommended order 
extended to December 13. 


TAPIOCA FLOUR 

The Commission, by division 5, in MC C-102, tapico flour, 
Virginia ports to North Carolina, South Carolina and Virginia, 
has instituted an investigation into and concerning the reason- 
ableness and lawfulness otherwise of motor carrier rules, regu- 
lations and class rates as published in Tariff MF-I C. C. No. 4 
of Disher Transfer & Storage Co., E. J. Disher, owner and 
operator, so far as applicable on tapioca flour, volume minimum 
weight 10,000 pounds, from Norfolk and Portsmouth, Va., to 
points in North Carolina, South Carolina and Virginia. The 
proceeding has been assigned for hearing January 20 before 
Examiner W. W. McCaslin at the Monticello Hotel, Norfolk, Va. 


I. C. C. VACANCIES 


The terms of Commissioners Meyer and Lee expire De- 
cember 31. The attention of President Roosevgelt has been 
called to that fact through the operation of the White House 
routine. There has not been any intimation from any authori- 
tative source as to what the President will do with regard to 
those expirations. There has long been an idea that, because 
Commissioner Meyer has passed the age of 70, he will not be 
nominated for another term. Likewise, there has been an 
idea for a long time that Commissioner Lee, being not even 
near the age limit set by the President, will be nominated for 
another term. Both are Republicans and minority party men 
are qualified to succeed them. 

Commissioner McManamy’s term expired last December. 
No one has been nominated for the term that began after the 
end of last year. Under the law as amended a few years ago, 
Commissioner McManamy has been serving, pending the nom- 
ination and qualification of a successor. If the President failed 
to name a man to fill the office held by Commissioner Meyer 
he would continue in like manner. Even if the President named 
a successor, Commissioner Meyer would continue to serve until 
his successor qualified—that is, until after confirmation by the 
Senate and the taking of the oath of office. 

Under the rotation rule of the Commission, Commissioner 
Caskie is due to be chosen to serve as chairman in 1939. He 
could forego the privilege of serving as chairman but it is un- 
derstood that he is ready and willing to serve as successor to 
Chairman Splawn, who was chosen under that rule last year. 


I. C. C. PRACTITIONERS 
The following have been admitted to practice before the 
Commission: Howard R. Brintlinger, Chicago, Ill.; David Kay 
Holther, Ogden, Utah; H. J. Hull, Wallace, Ida.; Edward C. 
Koeneman, St. Louis, Mo.; Jack Langdon, Glen Rose Tex.; 
Albert S. Rose, New Orleans, La.; Wendell H. Shanner, Chi- 
cago, Ill.; Howell Willis Vincent, Bowling Green, Ky. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has announced that hear- 
ings on applications for certificates of public convenience and 
necessity for the transportation of air mail, etc., over certain 
routes, will be held at its offices in Washington, as follows: 
November 21, Western Air Express Corporation, before Exam- 
iner G. A. Keyser; November 23, Boston & Maine Airways, Inc., 
before Examiner R. F. Walter; and November 26, Airline 
Feeder System, Inc., before Examiner R. J. Bartoo. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Departmert, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


PRD MABE DBA A a one irrtn ire tioee teeter ation Gree ipeee tree pe tips relly ines one Gen ee 


Proof of Loss or Damage 


Kentucky.—Question: What is the legal responsibility of 
transportation lines in paying claims under the circumstances 
related below: 

A manufacturer of furniture ships a jobber or distributor 
carload lots of furniture in crates and cartons. Upon unload- 
ing, the contents of the car are in good condition—no exception 
whatever. 

Subsequently the jobber ships the furniture in less-car 
quantities in original cartons, to various destinations. On 
arrival at destination damage is discovered. The agent’s atten- 
tion is called and exceptions noted on the freight bill or excep- 
tion report is issued. 

A claim is made against the transportation line for damage. 


The claim department desires to reduce the claim 50 per cent, 


claiming that the jobber should uncrate each and every package 
in the car, and recrate or repack before reshipping. 

Can you cite us to any ruling of the Interstate Commerce 
Commission or the Supreme Court? Our contention is that 
any agreement of claim agents of the American Railway Asso- 
ciation is not legal. 

Answer: From a legal standpoint claims for concealed loss 
or damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In 
order to recover the value of goods lost or damaged under cir- 
cumstances which bring the case within the category of a con- 
cealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or-damage occurred while 
the goods were in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that damage did not occur while the shipment was 
in the hands of the drayman, recovery may be had unless the 
carrier can show that the damage resulted from a cause for the 
consequences of which it was not liable. 

The statement in the bill of lading that goods were re- 
ceived in apparent good condition is prima facie evidence only 
as to that fact, and not that the goods were actually in good 
condition at the time they were delivered to the carrier for 
transportation. That is, such a statement relates only to ex- 
ternal conditions, and does not make out a prima facie case 
against the carrier with reference to damage that is not ap- 
parent. The recital of good condition, or apparently good con- 
dition, does, however, make out a prima facie case against the 
carrier that the goods were in apparently good condition so 
far as ordinary inspection without opening the package would 
disclose, the burden of proof being on the carrier to show that 
the goods were not in such apparently good condition when 
received by it for transportation. 

Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden 
of proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of reshipment, have positive knowledge of their con- 
dition at the time they were delivered to the carrier, and can 
only show this by evidence as to the condition of the packages, 
etc., and their care after having been delivered by the carrier 
which transported them to the point from which they were sub- 
sequently reshipped. ing ae 

The Interstate Commerce Commission has no jurisdiction 
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over claims for loss of or injury to goods, unless the result of 
a violation of the Interstate Commerce Act. See Johnson vs. 
Charleston & W. C. Ry., 118 I. C. C. 19; Danzer & Co. vs. Gulf 
& S. I. R. R. Co., 69 I. C. C. 59. 

Furthermore, we are not aware of any decision of the 
Supreme Court in which this question has been considered. 

If a carrier is legally liable in damages for injury to or 
destruction of goods, it is liable for the entire amount of the 
owner’s loss, without deduction. 

While the law regards with favor a compromise, which is 
an agreement between two or more persons who, to avoid a 
lawsuit, amicably settle their differences on such terms as they 
can agree on, a compromise is wholly a matter of agreement 
between the respective parties, that is, a settlement of differ- 
ences by mutual concessions. 


Delivery by Carrier—What Constitutes 


New York.—Question: With respect to your answer to 
New York, on page 957, of the Nov. 5 Traffic World. 

Please pardon me when I state the further explanation is 
not clear. In publishing from mine October 28, you state: 
“Delivery to Carrier—What Constitutes,” whereas my letter 
read: “Delivery by Carrier—What Constitutes.” 

In your opinion of June 27, 1925, you wrote: “The decision 
of the courts, with few exceptions, seem to uniformly hold that 
after delivery of a shipment upon either a public delivery track 
or a private siding, and acceptance of same by the consignee, 
the carrier’s liability either as a carrier or as a warehouseman 
ceases, but what constitutes acceptance of same by the con- 
signee often presents a question fraught with difficulties in its 
determination.” You then refer to the Mark-Owens & Co. de- 
cision reported in 125 N. E. 767, also McIntire vs. C. R. I. & P. 
Ry., in 152 N. W. 305 “(representative of the general view).” 

What I am particularly interested in is the question of 
padlocks applied to a car by the consignee on a public delivery 
track during the 48-hour free period, whereby the consignee 
presumably not being satisfied with the protection by seals 
afforded by the carrier, apparently assumes the responsibility 
of protection by his own padlocks. This is along the lines of 
the last paragraph of yours of June 27, 1925. 

If I have made my point entirely clear, may I again ask 
if your advice of Oct. 22, page 834 on the padlock question is 
consistent with yours of June 27, 1925? 

In the Mark-Owens case there was no question of padlocks 
and the opposing parties agreed in their stipulations that the 
loss occurred during the 48-hour period, whereas in the ordi- 
nary case there is no evidence that the loss occurred during 
such period. 

Answer: While it is not apparent from the decision of the 
Supreme Court of the United States in the Owens case, 256 U. S. 
427, 41 S. Ct. 554, that padlocks were placed by the consignee 
during the unloading of the shipments involved in that case, 
we are of opinion that the placing of padlocks by the consignee 
on a car while it is in the course of being unloading would 
not have any bearing on the carrier’s liability during the period 
of free time. The placing of padlocks on the car by the con- 
signee would be merely a gratuitous act on his part, and would 
not have any effect upon the carrier’s liability, the carrier 
being liable for loss or destruction of the goods during the 
period of free time, unless resulting from an act of God, the 
public enemy or one of the recognized exceptions to its liability 
as a common carrier. 


Tariff Interpretation—Application of Ex Parte 123 Increases 


Wisconsin.—Question: Would appreciate it very much if 
you would give us your opinion with regard to an application 
of the recent 10 per cent advance in rates. 

The 10 per cent being of general application means that 
all class rates would be advanced 10 per cent higher than 
previously quoted in tariffs. 

We have found that a question might be raised as to the 
manner of application. 

For instance, the first class rate from Beaver Dam to 
Chicago at 74c prior to the advance would be 81c after the 
advance. If you were figuring what the fifth class rate would 
be under the advance, it would be 30c, using 37% per cent of 
8l1c, but as it was 28c under the first class rate of 74c, the 
rails might hold that the advance of fifth class rate should now 
be 31c. If they collected 3lc they would be collecting more 
than 37% per cent of the first class rate, which would destroy 
the scale. 

Which is right? 

If these rates were made permanent, how would the fifth 
class rate be published to include the 10 per cent increase? 

Answer: In our opinion, during the period March 28, 1938, 
to September 1, 1938, per Agent Kipp’s I. C. C. No. A-2592, 
Tariff No. 230A, the fifth class rate of 28c should be advanced 
to 31c, in accordance with the tariff of increased rates and 
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charges, Ex Parte 123, Rule 1 of which states that “where rate 
or charge is stated in cents per 100 pounds, first find that rate 
or charge in Column A of Table 1 or 2, as the case may be, 
then apply the rate or charge shown opposite thereto in Col- 
umn B.” This rate was in effect until Sept. 1, regardless of the 
fact it exceeded 37% per cent of the increased first class rate 
of 81c, on which date in Supplement No. 63 to the above men- 
tioned tariff, the fifth class rate for Rate Basis 74, from Beaver 
Dam, Wis., to Chicago, Ill., became 30c. 


Tariff Interpretation—Classification Exception Rating Not 
Specific Commodity Rate 


Illinois—Question: In connection with your answer to 
“Tllinois” in the October 8 issue of the Traffic World, page 726. 

May we resectfully request further clarification in connec- 
tion with tariff interpretation having to do with a similar 
situation concerning the same tariff? 

There is published in Item 1940F, Supplement No. 60 to 
Eastern Central Motor Carriers Assn. Tariff No. 8, Agent Rus- 
sell’s Tariff MF-I. C. C. No. 26, a commodity rate from Boston, 
Mass., to Chicago of $1.01, minimum 20,000 Ibs. on frozen fish. 

In Eastern Central Motor Carriers Assn. Exceptions Tariff 
No. 7, Supplement No. 56, Items 277-A and 294-A name class 
rate exceptions on frozen fish, in some cases, result in a lower 
rate or charge than the commodity rate named in Tariff No. 8-A. 

In the absence of alternative application, as already men- 
tioned in your answer to “Illinois,” are we correct in our under- 
standing that the commodity rate will take precedence over the 
exceptions to the class rate tariff? It is our interpretation that 
Class 55 or 60 named in Item 277-A, or 4th class as named in 
Item 294-A are still class rates, the application of which is 
removed by the publication of the commodity rate in the com- 
modity tariff. 

We shall appreciate your interpretation of the application 
of these rates, giving reference to any Interstate Commerce 
Commission cases which may have a bearing on the situation. 

Answer: In several cases the Commission has stated that 
a commodity rate is, in effect, an exception to the classifica- 
tion ratings but has also held, at least to the extent that the 
exception to the classification requires reference to a tariff 
naming class rates, that a classification exception rating is 
not a specific commodity rate. See Elaborated Ready Roof- 
ing Co. vs. Chicago & E. Ry. Co., 109 I. C. C. 401; Ashby Veneer 
& Lumber Co., Inc., vs. Denver & R. G. W. R. Co., 200 I. C. C. 
472 and Classification Ratings to Florida Peninsula, 171 I. C. C. 
756. In the latter case the Commission said: 


We have consistently held that exceptions to the classification can 
not be considered as providing specific commodity rates. Boldt Paper 
Mills vs. Director-General, 62 I. C. C. 471; Fort Wayne Corrugated 
Paper Co. vs. Director-General, 66 I. C. C. 669. Plainly general excep- 
tions to the classification, which is what these are, are in substance 
nothing more nor less than changes in classification ratings. As we 
said in Southern Class Rate Investigation, 128 I. C. C. 567, 582, ‘‘Where 
exceptions have general application it would appear that the classifica- 
tion should be revised and no exceptions be maintained.’’ 


Tariff Interpretation—Local Rate Restricted, Making it Inap- 
plicable on Traffic Destined Beyond Point to Which it 
Applies 


Wisconsin.—Question: There has always been a question 
in the writer’s mind as to whether a local or joint commodity 
rate could be so restricted in a tariff as to prohibit the applica- 
tion of such rate in arriving at combination joint rates. 

A specific instance came to the writer’s attention in check- 
ing the rules and regulations of the Southern Motor Carriers 
Rate Conference Motor Freight Tariff No. 6-A, Agent W. M. 
Miller’s MF-I. C. C. No. 116 where on page 39, under Item 290, 
commodity rates in this tariff are restricted and may not be 
used in constructing combination rates except through the St. 
Louis, Mo., gateway. This tariff names commodity rates on 
various commodities from points in the southeast to Chicago, 
Ill., and while the rates may have been published to apply on 
a steady movement of traffic to this point, nevertheless, the 
question remains as to whether such rate could be used in the 
construction of a through combination rate on traffic moving, 
for instance, to points beyond, such as Minneapolis or St. Paul, 
Minn. 

The question is, can the commodity rates in this tariff 
legally be restricted to apply to Chicago only, or is it per- 
missible to use these rates in the constructing of combinations 
on traffic moving beyond Chicago? 

If you have any record of decisions or other information 
on a question of this kind, we would indeed appreciate hear- 
ing from you. 

Answer: See, with respect to this question, the decision of 
the Commission in Moore Brothers vs. Chicago, B. & Q. R. Co., 
210 I. C. C. 95. In this case the Commission held that through 
rates based on 3-factor combinations, one factor of which, a 
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local rate, was restricted so as not to apply on through traffic, 
were applicable instead of 2-factor combination rates, neither 
factor of which was similarly restricted. ‘The Commission 
therefore held that the restricted factors in the 3-factor com- 
bination were intermediate rates within the meaning of Section 
4(1), and that the applicable charges on shipments covered by 
its report violated the aggregate-of-intermediates clause of that 
section, reversing its previous findings to the contrary. 

The effect of the decision in this case is that a limitation 
of a local rate so as not to apply on through traffic is unlawful. 


Free Transportation for Supplies and Employes of Contractor 


Minnesota.—Question: In reference to your answer to my 
question in the Traffic World of November 5, wish to advise 
that this answer does not quite cover my case, as it seems that 
I did not give you all the information I should have. 

The shipment in question consisted of contractor’s equip- 
ment which was owned by the contractor at all times. The 
contractor was doing work at the point of origin for the “X” 
Railroad. 

Will you now kindly advise further? 

Answer: In Sta-Shine Products Co. vs. Station WGBB, 188 
I. C. C. 271, on page 282 of this decision, the Commission said: 


It must be conceded that, broadly speaking, railroad companies are 
common carriers within our jurisdiction. Yet in Santa Fe, Prescott 
& Phoenix Ry. Co. vs. Grant Brothers Construction Co., 228 U. S. 177, 
the Supreme Court held that that railway company in dealing with 
transportation of supplies and employes of contractors in connection 
with the construction and improvement of its own road, a railroad com- 
pany does not act as a common carrier. Arrangements made in good 
faith with such contractors for free or reduced rates are not in viola- 
tion of the prohibitions of the interstate commerce act against discrim- 
ination or rebates; and the court cited in support thereof, Matter of 
Railroad Telegraph Contracts, 12 I. C. C. 10. 


Overcharge Claims 


Wisconsin.—Question: We are having an interesting dis- 
cussion regarding the information necessary as tariff authority 
= justify overcharge and to demand payment of overcharge 
claims. 

Our discussion revolves around the question as to whether 
(40 per cent of 1st class of 68c) is sufficient information for 
tariff authority for the payment of an overcharge claim. 

We are of the opinion that what is really meant by tariff 
authority is that claimant should make specific reference by 
tariff number, item number, and I. C. C. number so no mis- 
understanding can possibly develop. 

Would you be so kind as to refer the writer to subject 
matter or Interstate Commerce Commission opinion relative 
to the necessary information to be included for tariff authority 
in the payment of overcharge claims? 

Answer: We are unable to locate a decision of the Com- 
mission in which the Commission has specified the information 
necessary to be included in a claim for overcharge. 

However, the standard form for presentation of overcharge 
claims approved by the Interstate Commerce Commission with 
respect to authority for rate or classification claims provides 
that so far as practicable tariff authority reference (I. C. C. 
number, effective date and page or item) should be given. 


Liability of Carrier—Improper Packing or Loading by Shipper 


California.—Question: We would like to place a question 
in connection with claims for concealed damage on which there 
is a question as to whether or not the goods were properly 
packed by the shipper. 

Sometime ago we saw an item in the Traffic World which 
had to do with this particular situation and in which you 
called attention to a court decision. As we recall it, this de- 
cision stated in effect that carriers had a right to refuse to 
transport any shipment which they considered improperly 
packed but once accepted any damage claim in connection 
therewith would have to be paid. One of our connecting car- 
riers has taken exception to our practice in this connection 
and quote the following: 


Mitchell vs. North Pacific S. S. Company, 60 Cal. App. 554, 213 Pac. 
293 (District Court of Appeal, 1923) ‘‘If goods are improperly packed, 
and this fact is not apparent or known to the carrier, it is not liable for 
loss or injury due to such improper packing, if it is itself free from 
negligence.”’ 


We would very much appreciate your advice in this matter. 

Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to im- 
proper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is simply to carry goods in the condition in which they 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
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defect, whether the defect in the packing is latent or not. Cohn 
vs. Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson vs. Stephen- 
son, 12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 Fed. 308; R. 
Co. vs. Morris, 249 Fed. 312. 

This principle would seem to be especially applicable where 
the shipper has failed to comply with a rule of the Interstate 
Commerce Commission prescribing the method of packing goods 
of the character which were destroyed. However, the foregoing 
view has not yet met with universal approval, and a number of 
decisions hold that the carrier, being entitled to reject defec- 
tively packed goods tendered for shipment, if it accepts for 
transportation goods which it knows are defectively packed, or 
which by the exercise of reasonable care it could have observed 
were defectively packed, it assumes to carry the goods as they 
are, and its common-law liability as carrier attaches, and it 
is subject to all the liabilities usually attaching to an ordinary 
shipment of the same character But even where this view 
prevails, it cannot be said that the carrier must, at his peril, 
know that the goods are not in fact safely packed. Northwest- 
ern Marble, etc., Co. vs. Williams, 128 Minn. 514, 151 N. W. 
419; Mitchell vs. Nor. Pac. S. S. Co. (Calif.), 213 Pac. 293. 

See, also, Central of Ga. Ry. Co. vs. Grinner & Rustin, 127 
S. E. 878; Thomson vs. C. M. & St. P. Ry. Co., 238 S. W. 647, 
and St. Valentine & Co. vs. Atchison, T. & S. F. Ry. Co., 220 
Till. App. 188. In the case last cited it was held that where 
defects in a shipment are perfectly apparent, it is the carrier’s 
duty to refuse the shipment, and, having elected to carry it 
in a defective condition, the carrier will not be allowed to urge 
these defects as a defense; but that this does not preclude the 
carrier from showing that the loss proceeded from a cause 


which existed, but which was not apparent, when he received 
the goods. 





Doings of the Traffic Clubs 





Thirty-three guests, including officers, directors, committee 
chairmen, and past presidents of the Traffic Club of New 
Orleans, attended a dinner November 9 aboard the steamship 
Del Sud, docked at the Mandeville Street wharf. T. J. Conroy, 
traffic manager of the Mississippi Shipping Company, acted as 
host. Contributions are already coming in for the club’s basket 
fund, which this year will expand its annual donation of 
Christmas dinners to 400 needy families. The campaign is in 
charge of M. J. MacMahon, chairman. Over 90 tickets have 
already been sold for the club’s special section to Baton Rouge 
for the annual Tulane University-Louisiana State University 
football classic on November 26. 





At the annual election of The Traffic 
Club of Memphis, November 5, E. J. 
Cady, traffic manager, pulp depart- 
ment, Buckeye Cotton Oil Company, 
Memphis, was elected president. He 
was born in Memphis and graduated 
from St. Bridgit School. He has had 
thirty-six years in traffic work—twelve 
year in the traffic departments of the 
L. & N., Illinois Central, Frisco, and 
Cotton Belt, and twenty-four years 
with the Buckeye Cotton Oil Company. 





The Women’s Traffic and Transportation Club of New 
Orleans held a “motorcade” to the Godchaux Sugar Refinery 


and Belle Pointe Dairy at Reserve, La., Sunday, November 
13th. 





The Transportation Club of Louisville will hold its annual 
dinner December 6 at the Brown Hotel. The annual election 
will be held December 5. The following have been put in 
nomination: For president—C. J. Youngblood, D. F. A., South- 
ern Railway, and N. L. Richmond, D. F. A., Illinois Central 
Railway; for vice-president—W. H. Branch, Secretary-Treas- 
urer, The Falls City Tobacco Company, and W. H. Etzel, T. M., 
The Louisville Tin & Stove Company; for secretary-treasurer— 
H. J. Flynn, G. A., Cotton Belt Railroad, and Ed. H. Henken, 
T. F. & P. A., M. K. T. Railroad; for directors—Al Rapier, 
T. M., Glenmore Distilleries, R. J. Tyler, T. M., Stratton 
Terstegge Company, Walter Newkirk, Mgr., traffic department, 
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Louisville Board of Trade, W. T. Grossman, T. M., Axton Fisher 
Tobacco Company, C. C. Miller, C. A., Universal Carloading and 
Distributing Company, R. B. McCord, representative, Silver 
Fleet: Motor Express, J. P. Kelly, manager, Transamerican 
Freight Lines, and W. O. Parker, G. A., L. and N. Railroad 
Company. 





The Chattanooga Traffic and Transportation Club ob- 
served “transportation day” with a dinner November 16. 
The speaker was Freeman Jones, general freight agent, Nor- 
folk and Western Railway, Roanoke, Va. Several officers of 
the railroad were special guests. The entertainment feature 
was “A Century of Service—1838-1938,” a story in pictures 
and words of the development of the Norfolk and Western and 
its predecessor lines. 


At the luncheon meeting of the Traffic Club of Minneap- 
olis November 17, Thomas M. Kelly, of the state conservation 
department, gave a “chalk talk” on conservation. At an open 
forum meeting the evening of November 14, F. B. Townsend, 
traffic director of the Minneapolis Traffic Association, spoke on 
“absorption of connecting line switching charges under line 
haul rates.” 


The annual “Hi-Hat Nite” dinner and dance will be cele- 
brated by the Traffic and Transportation Association of Pitts- 
burgh at the Shannopin Country Club, Ben Avon Heights, 
November 19. 


The Traffic Club of Kansas City, Missouri, has set Thurs- 
day, January 12, as the date of its annual dinner and installa- 
tion of officers. 


The Transportation Club of the Rochester Chamber of 
Commerce announced postponement of the dinner meet- 
ing scheduled for November 17. The next meeting date is 
December 1, when club members have been invited to par- 
ticipate in the annual meeting of the Transportation Council 
of the Associated Industries of New York state. In the eve- 
ning the club will be host to visiting traffic men. Besides other 
entertainment, there will be a showing of the U. S. Steel 
Company’s sound picture, “Steel—Man’s Servant.” 


By inadvertence, in the account of the convention of the 
Associated Traffic Clubs of America at Cleveland (see Traffic 
World, Oct. 29), the Traffic Club of Baltimore was omitted 
from the list of clubs reporting on their activities. The club, 
which has quarters in the Lord Baltimore Hotel, is conduct- 
ing a membership drive through its committee headed by 
Edward S. King. 


At the November meeting of the Women’s Traffic Club of 
Pittsburg the speaker was Miss Emily Publow, of the en- 
gineering department of the Baltimore and Ohio. Her subject 
was: “There Is Still Romance in the Railroad.” Mrs. John T. 
Donnelly sang, accompanied by Miss Gerald Donnelly, a mem- 
ber of the club. 


At the December 19 meeting of the Marinette and Me- 
nominee Traffic Club, to be held in Menominee, Mich., Fred W. 
Sargent, president of the Chicago and Northwestern, will speak 
on “The State of the Railroad Industry.” Service clubs, traffic 
organization, and all shippers in the vicinity are being invited 
to attend. 


The first of the round table discussions of transportation 
matters under the auspices of its educational committee will 
be held by the Bridgeport (Conn.) Traffic Association Novem- 
ber 30. The straight bill of lading will be the subject. No- 
vember meeting of the association will be held November 21. 
There will be an address by Robert C. Lee, executive vice- 
president of the Moore-McCormack Lines, and a showing of the 
motion picture, “Steel—Man’s Servant.” 


The annual Dutch Dinner (sauer kraut and pig’s knuckles) 
of the Traffic Study Club of Akron was held November 15 at 
the Liedertafel and was attended by 130 members and guests. 


Cc. G. W. REORGANIZATION 


The Commission, in Finance No. 10772, Chicago Great 
Western reorganization, has denied petitions filed October 3 
by William J. Sinek, Richard O’Hara, and William H. Klauer 
acting as a protective committee for the holders of the debtor’s 
preferred stock, and by John J. Quail, Henry C. Wurzer, and 
J. E. Buckingham, acting as a protective committee for the 
holders of the debtor’s common stock, for a rehearing and that 
the plan of reorganization for the C. G. W. approved by the 
Commission, division 4, by its report and order of August 4, 
be modified. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change In 
this docket will be noted elsewhere. 


November 21—Chicago, II1.—Hotel Morrison—Examiner Bardwell: 
28045—Board of Trade of City of Chicago vs. Alton et al. 
November 21—Chicago, IIl.—Sherman Hotel—Examiner Freidson: 


MC 60815—Railway’s Forwarding Corp., Chicago, certificate or permit. 


November 21—Columbus, O.—State Com.—Examiner Myers: 
MC 472—West Side Transfer & Storage Co., Marietta, O., certificate 
or permit. 
MC 30623—Rehl Trucking Co., Columbus, O., certificate or permit. 


November 21—Concord, N. H.—Chamber of Com.—Jt. Bd. 186: 
MC 20475, Sub. 1—G. E. Dodge & Co., North Weare, N. H., permit 
to extend operation. 
MC 74646, Sub. 1—P. H. Saltmarsh, New Boston, N. H., permit to 
extend operations. 
November 21—Concord, N. H.—Chamber of Com.—Examiner Hanback: 
MC 29655, Sub. 2—W. T. Murphy, Lebanon, N. H., certificate to ex- 
tend operations. 
November 21—Dallas, Tex.—Baker Hotel—Examiner Weems: 
Fourth sect. ap. 17458—Pulpboard from Spring Hill, La., to St. Louis. 
Fourth sect. ap. 17474—Wrapping paper from Dallas to St. Louis. 
November 21—Detroit, Mich.—Hotel Fort Shelby—Examiner Walter: 
MC-F 703—Eastern Michigan Transportation Corp., control, Eastern 
Michigan Motorbuses and Great Lakes Motor Bus Co. 
MC-F 704—Greyhound Corp., control, Eastern Michigan Motorbuses. 
MC-F 705—Greyhound Corp., issuance of stock. 
MC-F 706—Eastern Michigan Motorbuses, purchase, Great Lakes 
Motor Bus Co. 


November 21—Indianapolis, Ind.—State Com.—Examiner Garofalo: 
MC 78712—Miller Transfer Co., Kokomo, Ind., certificate or permit. 
MC 89382—J. E. York & Son, Indianapolis, certificate. 


November 21—Philadelphia, Pa.—Chamber of Com.—Examiner Price 
and Jt. Bd. 67: 
MC 60102 and MC 68910—J. Love, Philadelphia, certificate or permit. 
MC 60102, Sub. 1—J. Love, Philadelphia, permit to extend operations. 
MC 79755, Sub. 1.—G. Y. Schoenly, Boyertown, Pa., permit to extend 
operations. 


MC 85155—G. F. Crouthamel, Lansdale, Pa., certificate or permit. 


November 21—St. Louis, Mo.—U. S. Court & Custom House—Jt. Bd. 137: 
MC 30378, Sub. 2—Associated Transports, Inc., St. Louis, Mo., cer- 
tificate to extend operations. 


November 21—Washington, D. C.—Commissioner Rogers: 
Ex Parte MC 13—In the matter of regulations governing the trans- 
portation of explosives and other dangerous articles by motor 
vehicle. 


November 21—Washington, D. C.—Examiner Glover and Valentine: 
Fourth section applications 17516 and 17520—Salt to Hopewell, Va., 
and Carney’s Point, N. J. 


November 22—Cleveland, O.—Hotel Hollenden—Examiner Walter: 
* MC-F 716—Wilson Motor Lines, Inc., purchase, C. K. Thomas. 
* MC-F 719—H. S. Gottfried, control, Floral City Trucking Co. 
* MC-F 725—Glenn Cartage Co., Inc., merger, Floral City Trucking Co. 
November 22—Columbus, O.—State Com.—Examiner Myers: 
MC 16027—C. L. Miller Feed & Transfer Co., Columbus, O., certificate 
or permit. 
MC 40616, Sub. 1—S. J. McNutt, Springfield, O., permit to extend 
operations. 


November 22—Greenwood, S. C.—Oregon Hotel—Examiner Schutrumpf: 
Finance 12093—Application of Southern for permission to abandon 
line between Hodges and Abbeville, S. C. 


November 22—Griffin, Ga.—Federal Bldg.—Examiner McChord: 
28052—Crossfield Ice Co. vs. Southern. 
November 22—Indianapolis, Ind.—State Com.—Jt. Bd. 72 and Examiner 
Garofalo: 
MC 73036—R. Steiner, Weisburg, Ind., certificate. 
November 22—Milwaukee, Wis.—Hotel Schroeder—Jt. Bds. 141 and 95: 
MC 89322—Wetenkamp’s Transfer, Manitowoc, Wis., permit. 


November 22—Philadelphia, Pa.—Chamber of Com.—Examiner Price: 
MC 88869—Garton’s Express, Vineland, N. J., certificate. 


November 22—Portland, Me.—Federal Bldg.—Jt. Bd. 114: 
MC 88849—Hollis and M. L. Farris, Bridgton, Me., certificate. 
MC 95592—Putnam’s Express Co., York Harbor, Me., certificate. 
MC 95593—Putnam’s Express Co., York Harbor, Me., certificate. 


November 22—Washington, D. C.—Examiner Glover: 
Fourth section application 17480—Fine coal to Wilmington, N. C. 
Fourth section application 17519—Candy and salted peanuts from 
Suffolk, Va., to Dallas, Tex. 
Fourth section application 17527—Fine coal from mines in Alabama 
to Panama City and Bay Harbor, Fla. 
November 23—Baltimore, Md.—State Com.—Examiner Frizzell: 
MC 45865—Freight Forwarders, Inc., common carrier application. 
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Truly American in origin, in spirit, and in fulfillment, 


- an 
Sti 
i 


Thanksgiving gains new significance with each passing 
year. Our Pilgrim forefathers found great rejoicing in the 
first full harvest of their meager crop. Yet they had only 


“scratched the surface” of abundance in the land. 


In the three centuries that have elapsed since that 
first day of Thanksgiving, America has seen tremendous 
growth and progress .. . development of the world’s 

si greatest transportation system ... discovery and utili- 
" zation of vast coal fields and other natural resources .. . 
extensive cultivation of fertile farm lands . . . expansion 
unsurpassed in the history of nations. The American 
people have ample cause for giving thanks, and the 
Norfolk and Western Railway joins wholeheartedly in 
the spirit of the day with greetings and best wishes to 
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- under the skin" 


“Olivia Orange, Gracie Grapefruit 
and Lucy Lemon—we really havea lot 
in common! Nothing but the best of 
care will do, from the time we leave 
the tree until we reach the family 
table miles away. 
“‘We know we'll get the same pro- 
tection on our way East that we had 
at home—if we go by Union Pacific. 
P.F. E. refrigerator cars assure perfect 
protection both summer and winter; a 
fast ride and dependable service over 
the strategic middle route for quick 
diversion to the best markets. . . in 
short, a better trip for us—and we 
arrive in 100% marketable condition!” 
7 - e 
Let a Union Pacific representative tell 
you the complete story of our supe- 
rior freight service. A phone call will 
bring him today. 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 


owl VIA THE STRATEGIC MIDDLE ROUTE 
Se eee 





ee Pacific Roilrood 


Road of the STREAMLINERS and the CHALLENGERS 
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November 23—Cincinnati, O.—Netherland Plaza Hotel—Examiner Wal- 
ter and Jt. Bd. 37: 
* MC-F 713—Case Driveway, Inc., 
Ine. 
* MC-F 723—C. N. & C. Ry. control, Dixie Traction Co., Inc. 
November 23—Columbus, O.—State Comm.—Examiner Myers and Jt. 
Bd. 117: 
MC 84726—J. C. Johnson, Columbus, O., certificate or permit. 
MC 32562, Sub. 1—Point Pleasant Transportation Co., Inc., Point 
Pleasant, W. Va., certificate to extend operations. 


November 23—Milwaukee, Wis.—Hotel Schroeder—Examiner Freidson: 
MC 20565—Meyer Transport Co., West Allis, Wis. 


November 23—Philadelphia, Pa.—Chamber of Com.—Examiner Price: 
MC 92137—J. Lilly, Jr., Philadelphia, certificate. 
MC 92138—A. Mark, Philadelphia, certificate. 


November 23—Portland, Me.—Federal Bldg.—Jt. Bd. 114: 
MC 89411—E. L. Bennett, Fryeburg, Me., certificate. 


November 23—Salt Lake City, Utah—State Com.—Jt. Bd. 207: 
MC 89427—Parker & Abbott, Salt Lake City, Utah, permit. 


November 23—Terre Haute, Ind.—Federal Bldg.—Jt. Bd. 21: 
MC 21849, Sub. 1—Wagner and Fitzsimons, Dana, Ind., certificate 
to extend operations. 
MC 89477—R. P. Feller, Vincennes, Ind., permit. 


November 23—Washington, D. C.—Examiners Prichard and Eddy: 
Finance 12220—Application of E. J. & E., C. L. S. & E. and Joliet 
& Blue Island for authority to merge their properties. 
Finance 12221—Application of E. J. & E. for authority to issue capital 
stock and to assume obligation and liability. 


November 25—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 15792, Sub. 3—D. Gaudette, Worcester, Mass., permit to extend 
operations. 
MC 94443—H. De Lory, East Weymouth, Mass., permit. 


November 25—Brewton, Ala.—Federal Bldg.—Examiner Schutrumpf: 
Finance 12174—Application Central of Georgia for permission to 
abandon spur track from Florala, Ala., to Lakewood, Fla. 
November 25—Columbus, O.—State Com.—Jt. Bd. 117: 
MC 886—Red Star Lines, St. Clairsville, O., certificate. 


November 25—Dallas, Tex.—Hotel Baker—Examiner Weems: 
27557—Westinghouse Electric Supply Co. vs. A. & S. et al. 


November 25—Jacksonville, Fla.—Mayflower Hotel—Examiner McChord: 
1. & S. 4516—Minimum weight, phosphatic sand or clay from Florida. 


November 25—Madison, Wis.—State Com.—Jt. Bd. 96: 
MC 1509, Sub. 14—Northland Greyhound Lines, Inc., Minneapolis, 
certificate to extend operations. 


November 25—Philadelphia, Pa.—Chamber of Com.—Examiner Price: 
MC 93869—Art’s Motor Lines, Philadelphia, certificate. 
MC 94397—Gerber Trucking, Philadelphia, certificate. 
MC 94741—Edleman & Son, Nazareth, Pa., permit. 


November 25—Richmond, Va.—Hotel Richmond—Examiner Hendon: 
* MC-F 686—Brooks Transportation Co., Inc., control, Turner Motor 
Lines, Inc. 


November 25—Richmond, Va.—Hotel Richmond—Examiner Hendon: 

* MC-F 711—Transport Corp. of Va., purchase, Central-Eastern, Inc. 

* MC-F 721—Transport Corp. of Va., purchase, Virginia Transportation 
Co. 

November 26—Boston, Mass.—Hotel Manger—Examiner Hanback: 

MC 1123—Wheeler Dart Express Co., Marlboro, Mass., certificate or 

permit. 

November 26—Columbia, S. C.—Jefferson Hotel—Examiner Hendon: 

* MC-F 710—Atlantic Greyhound Corp., purchase, Pan American Bus 
Lines. 


November 26—Jacksonville, Fla.—Mayflower Hotel—Examiner McChord: 
Fourth section application 17546—Coal and coke to Florida ports. 
November 26—Madison, Wis.—State Com.—Examiner Freidson: 
MC 1494, Sub. 1—Gross Common Carrier, Inc., Wisconsin Rapids, 
Wis., certificate to extend operations. 


November 26—Philadelphia, Pa.—Chamber of Com.—Examiner Price: 
MC 95608—J. B. Clark, Jr., Philadelphia, certificate or permit. 

November 26—Washington, D. C.—Examiners Cheseldine and Valentine: 
Fourth section application 17388 and 17495—Wine from Atlanta, Ga. 


November 28—Ashliand, Ky.—Federal Bldg.—Jt. Bds. 37 and 62: 
MC 11922, Sub. 1—Blue Ribbon Lines, Ashland, Ky., certificate to 
extend operations. 
MC 95034—C. Gullett Transfer Co., Ashland, Ky., certificate. 


November 28—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 43283—Washburn Storage Co., Macon, Ga., certificate. 
MC 50308, Sub. 1—Northern Freight Lines, Gainesville, Ga., permit 
to extend operations. 


November 28—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 79653—Byam’s Express, Inc., Sharon, Mass., certificate or permit. 
MC 93287—Larry Furniture Moving Service, New Bedford, Mass., 

certificate. 

November 28—Chicago, I!1.—Hotel Sherman—Jt. Bd. 149: 
MC 12116—Rogers Park Transfer, Chicago, license. 

MC 29130, Sub. 2—Rock Island Motor Transit Co., 
tificate to extend operations. 


November 28—Columbus, O.—State Com.—Jt. Bd. 60: 


merger, Southern Motor Transport, 


Chicago, cer- 


MC 2115, Sub. 1—Emick Motor Freight, Fremont, O., permit to ex- 
tend operations. 

MC 89155—H. W. Kepler, Springfield, O., permit. 

MC 89180—C. E. Gossard, Waynesfield, O., permit. 








November 19, 1938 


November 28—Fort Worth, Tex.—Texas Hotel—Examiner Weems: 
16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 


November 28—Greenville, S. C.—U. S. Court—Examiner McCaslin: 
MC 24403—Southern United Lines, Inc., Greenville, S. C. 


November 28—Lincoln, Neb.—State Com.—Jt. Bd. 19: 
MC 11890, Sub. 2—Barnes Truck Line, Morrowville, Kan., certificate 
to extend operations. 
November 28—Madison, Wis.—State Com.—Jt. Bd. 13: 
MC 95265—Robertson Trucking Service, Lodi, Wis. 


November 28—Madison, Wis.—State Com.—Examiner Freidson: 
MC 95265, Sub. 1—Robertson Trucking Service, Lodi, Wis. 


November 28—Minneapolis, Minn.—Nicollet Hotel—Examiner Bardwell: 
28066—Atkinson Milling Co. vs. C. M. St. P. & P. et al. 
28115—George G. Mill Implement Co. vs. C. M. St. P. & P. 
28099—Wabasha Roller Mill Co. vs. Ann Arbor et al. 


November 28—Mortpelier, Vt.—U. S. Court—Examiner Prichard: 
Finance 12111—Application of Central of Vermont for certificate per- 
mitting abandonment of branch line extending from South Barre 
to Williamstown, Vt. 


November 28—New Orleans, La.—Hotel Jung—Examiner McChord: 
1. & S. 4515—Routing cottonseed to Kansas and Missouri. 


November 28—New York—Hotel New Yorker—Examiner Proudley: 
MC 13291—Alpha Fireproof Storagehouses, Inc., New York, certificate. 
MC 33556—J. A. Stevenson Co., Long Island City, N. Y., certificate 

and/or permit. 

November 28—New Orleans, La.—Jung Hotel—Examiner Schutrumpf: 
Finance 12078—Application of N. O. N. & N. for permission to aban- 

don its entire line and operations over lines of Natalbany Lumber 
Co., Ltd., all in Tanipahoa, Livingston, Saint Helena and East 
Feliciana Parishes, La. 

November 28—Oklahoma City—State Com.—Examiner Cunningham: 

MC 4920, Sub. 1—Red Ball Transfer & Storage, Sapulpa, Okla., cer- 
tificate to extend operations. 

MC 39684, Sub. 2—C. W. Hatfield, Oklahoma City, permit to extend 
operations. 

November 28—Philadelphia, Pa.—Chamber of Com.—Examiner Price: 
MC 89622 and Mc 83386 and Sub. 1—H. McFarland, Spring City, Pa., 

certificate and permit and to extend operations. 
MC 37194, Sub. 1—A. M. Weller, Palm, Pa., certificate to extend 
operations. 


November 28—Salt Lake City, Utah—State Com.—Jt. Bd. 175: 
MC 51271, Sub. 1—Cotant Truck Lines, Pocatello, Ida., certificate. 


November 28—Sioux City, la.—Warrior Hotel—Examiner Burge: 
MC 9140 and Sub. 1—W. D. Maurer, Spencer, Ia., certificate or 
permit and to extend operations. 


November 28—St. Louls, Mo.—U. S. Court and Custom House—Ex- 
aminer Angle and Jt. Bd. 135: 
MC 13853—N. E. Rosenblum, contract carrier application. 
MC 36692—T. E. Baulos, contract carrier application. 
MC 74145—W. Shandalov, common carrier application. 


November 28—Trenton, N. J.—State Com.—Examiner Driscoll: 
MC 34626, Sub. 1—L. J. Appleton, Inc., Maple Shade, N. J., permit 
to extend operations. 
MC 86983—J. C. Nichols, Hightstown, N. J., certificate. 
MC 88805—G. L. Justice, Clarksboro, N. J., permit. 


November 28—Washington, D. C.—Argument: 
1. & S. 4368 and 1st Sup.—Coal to Illinois and Wisconsin. 


November 28—Washington, D. C.—Examiner Pattison: 
Valuation 1221—Tentative valuation of property of Gulf Pipe Line 
Co. of Okla. 
Valuation 1229—Gulf Refining Co. of La. (pipe line department). 
Valuation 1230—Gulf Pipe Line Co. of Pa. 


November 29—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101 and Ex- 
aminer Yardley: 
MC 12104—J. L. Moyers Tour Co., Atlanta, license. 


November 29—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 51006—Shawmut Transportation Co., Boston, certificate or permit. 
MC 94120—L. R. Russo, Revere, Mass., permit. 


November 29—Chicago, IIl.—Sherman Hotel—Examiner Worthington: 
28063—National Fertilizer Assn., Inc., vs. A. C. & Y. et al. 
1. & S. 4522—Fertilizers in central territory. 


November 29—Chicago, !IIl.—Hotel Sherman—Jt. Bd. 149: 
MC 12112—Sorensen Express and Van, Chicago, license. 
MC 12118—A. Johnson, Chicago, license. 
MC 64234, Sub. 1—R. Wilson Cartage Co., Chicago, permit to extend 
operations. 


November 29—Columbus, 0O.—State Com.—Jt. Bds. 60 and 58: 
MC 23585—Greenville Transportation Co., Greenville, O., certificate. 
MC 36663—Central Motor Freight Lines, Inc., Columbus, O., certif- 
icate or permit. 


November 29—Columbia, S. C.—Jefferson Hotel—Examiner McCaslin: 
MC 89510—W. C. Floyd, Olanta, S. C., permit. 
MC 95616—Steverson & Son, Springfield, S. C., certificate or permit. 
November 29—Frankfort, Ky.—Dept. Motor Transportation—Jt. Bds. 
208 and 37: 
MC 90747—R. Ellinor, Burnside, Ky., certificate or permit. 
MC 94102—W. V. Hubble, Kirksville, Ky., certificate. 
MC 95160—G. Witt, Witt Springs, Ky., certificate. 


November 29—Kansas City, Mo.—Hotel President—Examiner Coyle: 
Ex Parte MC 23—Iowa-Ill.-eastern Kan.-Mo.-eastern Neb. motor car- 
rier rates. 
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MERCHANDISE Mart 


To the army of busy people who throng this world’s 
largest building, there is nothing to indicate that 
far below is Chicago & North Western’s vast Wells 
Street freight station, representing an investment 
of three million dollars. Ideally located for shippers 
and receivers, there is every provision for handling 
shipments at top speed. Three sets of railway tracks, 
with capacity for 63 cars, serve the outbound plat- 
form which is 1350 feet long, with unloading space 
for 43 trucks, while 2 sets of tracks, with capacity 
for 43 cars, serve the inbound platform, which is 
1000 feet long, with loading space for 27 trucks. 


“North Western” facilities and trained personnel 
will help you in the expediting of your shipments 
to or from Chicago. 


CHICAGO « NORTH WESTERN RY. 
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<> 





ll 








PAGE 1074 


If time is worth money to you— 
you should be a subscriber for 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Maritime 
Commission, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad, motor carrier, 
and industrial traffic men are regular DAILY 
subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—just as if they had their own represent- 
ative at the Commission, or Maritime Com- 
mission, or at meetings elsewhere, to keep 
them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
@ complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are ‘grouped’ to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without oblige- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 South Market Street 


eee 


MC C-14—Mid-Western Motor Freight Tariff Bureau, Inc., vs. Rite- 
way Motor Service et al. 

MC C-84 and Subs. 1 and 2—Mid-Western Motor Freight Tariff Bu- 
reau, Inc., vs. W. J. Dunden, agent, et al. 

1. & S. M-453—Mercury Truck Lines, Inc., rates in Ill., Ia. and Neb 


November 29—Lincoln, Neb.—State Com.—Jt. Bd. 19: 
MC 89213—Ulrich Oil Co., West Point, Neb., certificate. 


November 29—Madison, Wis.—State Com.—Jt. Bd. 13: 
MC 59383, Sub. 1—C. & H. Transfer Co., Cassville, Wis., certificate 
to extend operations. 
November 29—New Orleans, La.—Jung Hotel—Commissisoner Miller 
and Examiner Howell: 
26712—Rail and barge joint rates. 


November 29—New Orleans, La.—Jung Hotel—Jt. Bd. 164: ’ 
MC 59910, Sub. 2—Southern Pacific Lines, New Orleans, La., cer- 
tificate to extend operations. 


November 29—New Orleans, La.—Jung Hotel—Examiner McChord: 
Fourth section application 17096—Tin cans—Port Arthur, Tex., to 
Norfolk, Va. 
Fourth section application 17472—Starch to Mobile, Ala., and Panama 
City, Fla. 
November 29—New York—Hotel New Yorker—Examiner Prichard: 
Finance 12101—Application of Long Island R. R. for certificate per- 
mitting abandonment of Sag Harbor branch extending from Bridge- 
hampton to Sag Harbor, N. Y. 
November 29—New York—Hotel New Yorker—Examiner Proudley: 
ee Trucking Co., Inc., New York, certificate or per- 
mit. 
MC 48978—Carlo Transportation Co., Inc., Newark, N. J., certificate 
or permit. 
November 29—Oklahoma City—State Com.—Examiner Cunningham: 
MC 75829, Sub. 1—King Transfer & Storage Co., Seminole, Okla., cer- 
tificate to extend operations. 
MC 89448—W. A. Kelly Truck Line, Carnegie, Okla., permit. 
November 29—Philadelphia, Pa.—Chamber of Com.—Jt. Bd. 67: 
MC 28002, Sub. 1—G. H. Dunn, Pottstown, Pa., permit to extend 
operations. 
MC 89415—K. T. Beitelman, Orefield, Pa., permit. 
MC 93818—S. Bilick, Philadelphia, certificate. 


November 29—Pittsburgh, Pa.—Federal Bldg.—Examiner Hanrahan: 
MC 89080—Beadle & Co., Brockway, Pa., permit. 
MC 89323—C. T. Norris, Chambersburg, Pa., certificate. 
MC 95604—M. H. Logan, Emporium, Pa., certificate. 


November 29—Salt Lake City, Utah—State Com.—Jt. Bd. 30: 
MC 2180, Sub. 1—Burlington Transportation Co., Chicago, IIl., cer- 
tificate to extend operations. 
November 29—Sioux City, la.—Warrior Hotel—Jt. Bd. 148 and Ex- 
aminer Burge: 
MC 30036—Flamming Motor Express, Tyndall, S. D., certificate or 
permit. 
MC 89057—W. Hofwegen, Sioux Center, Ia., certificate. 
MC 86097—L. Aust, Vermillion, S. D., common carrier application. 


November 29—Toledo, O.—New Secor Hotel—Examiner Borroughs: 
1. & S. M-512—Household goods rates of A. D. Rymers & Sons. 


November 29—Trenton, N. J.—State Com.—Examiner Driscoll: 
MC 54161, Sub. 1—J. H. Croasdale, Jr., Ringoes, N. J., certificate to 
extend operations. 
MC 88914—L. Sodi, Lambertville, N. J., certificate. 


November 29—Washington, D. C.—Examiner Wilkinson: 
Finance 10992—N. Y. N. H. & H. reorganization. 


November 30—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 157: 
MC 89466—D. F. Barker, Eufaula, Ala., certificate. 


November 30—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 6009, Sub. 4—Georgia Stages, Inc., Albany, Ga. 


November 30—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 90574—L. E. Curtin Co., Cambridge, Mass., certificate or permit. 
MC 91997—A. A. Pepin, Walpole, Mass., certificate or permit. 
MC 93050—L. B. Antonellis, Quincy, Mass., permit. 


November 30—Chicago, I!!.—Hotel Sherman—Jt. Bd. 21: 
MC 47876, Sub. 1—W. Heim Cartage Co., Inc., Chicago, permit to 
extend operations. 


November 30—Columbia, S. C.—Jefferson Hotel—Examiner McCaslin: 
MC 61623, Sub. 1—Gate City Transport Co., Inc., Greensboro, N. C., 
certificate to extend operations. 


November 30—Columbus, O.—State Com.—Jt. Bd. 61: 
MC 62135—United Truck Lines, Parkersburg, W. Va., certificate or 
permit. 
MC 89305—E. C. Zimmerman, Columbus, O., permit. 
MC 95002—L. A. Dunn, Columbus, O., permit. 


November 30—Frankfort, Ky.—Dept. Motor Transportation—Jt. Bd. 37: 
MC 93528—Green Truck Line, Morehead, Ky., certificate. 
MC 94160—M. A. Ramsey, Richmond, Ky., certificate. 
MC 94684—A. T. Jenkins, Million, Ky., certificate. 
November 30—Lincoln, Neb.—State Com.—Jt. Bd. 19: 
MC 499, Sub. 2—W. C. Miller, Seward, Neb., certificate to extend 
operations. 
MC 45582, Sub. 1—McCune Transport Co., Inland, Neb., permit to 
extend operations. 
November 30—Madison, Wis.—State Com.—Jt. Bds. 13 and 141: 
MC 83048, Sub. 1—T. R. Gardner, Avalon, Wis., permit to extend 
operations. 











Ee ae 


aetna 


DRT A eed a 


: 
: 


November 19, 1938 


The Traffic World 


RAILWAY EXPRESS AGENCY 


Bought the FIRST Cab-over-Engine 


INTERNATIONAL 
They NOW own 290 


RAILWAY EXPRESS AGENCY 


HEN you ship by express you get fast service 

because Railway Express Agency knows the 
hauling business. They bought the first Cab-Over- 
Engine International ever built. And now they 
own 290 of these trucks in their fleet of more than 
600 Internationals. 

Indisputable proof of the highly dependable ser- 
vice and low maintenance cost of International 
Trucks is found in the simple fact that Railway 
Express has added 400 new Internationals to their 
fleet this year! 

Two famous symbols of speed and service ride 
on these great trucks—the well-known Diamond 
of Railway Express and the Triple Diamond of 
International Harvester. Wherever these trucks go 


i” oy wa 
INTERNATIONALS 
vv 


the nationwide network of the world’s largest 
company-owned truck service organization is al- 
ways at the service of Railway Express. And at the 
service of every International owner! 

It will pay you to apply the experience of Rail- 
way Express to the hauling problems in your busi- 
ness. Your hauling may be the same kind as that of 
Railway Express. Or it may be very different. But 
you can bank on this: Internationals will do the same 
kind of profitable hauling for you. 

Get a demonstration now. International sizes 
range from 4-ton delivery to heavy-duty 6-wheelers. 


INT ERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue Chicago, Llinois 


INTERNATIONAL TRUCKS 
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Have You Read 
All of These Books? 


Railroad Organization, Operation and Traffic, by G. Lloyd 
Wilson 


Nineteen chapters covering railroad development, cor- 
porate organization, organization and personnel of traf- 
fic departments, operating departments, roadway and 
structures, rolling stock and equipment, yard and ter- 
minal operation, accounting, solicitation and traffic 
development, special and terminal services, passenger 
services and rates, freight rate making and changing, 
public relations. 50 cents. 


aoe am Transportation and Regulation, by G. Lloyd 
ilson 


Seventeen chapters covering development of motor 
transportation and highways, types of motor freight 
carriers, local and intercity services, motor carrier 
organizations, principles of freight classifications and 
rate making, regulations governing tariffs and sched- 
ules, bills of lading and shipping documents, liability 
and insurance, accounting principles, analysis of various 
forms of regulation. 50 cents. 


Air Transportation, by G. Lloyd Wilson 

Six chapters covering air mail services, the place of air 
express in present day distribution, passenger services, 
the regulation of air transportation by local, state, fed- 
eral and international agencies. Also a seventh chapter 
by Edgar S. Gorrell, President of the Air Transport 
Association of America, which summarizes the status 
of the air line industry of today. 50 cents. 


Industrial Traffic Management, by G. Lloyd Wilson 


Thirty-six chapters covering scope of traffic manage- 
ment, training, shipping and receiving, management of 
equipment, rates, rate adjustments, tariffs, routing, 
tracing, expediting, claims, express, parcel post, for- 
eign trade, procedure before I. C. C. and state commis- 
sions, federal regulation. Two volumes—75 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 


Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single copy 
prices listed; any two for 75 cents; three or more, 35 cents 


each; in lots of twenty-five or more, 30 cents each. Postage is 
prepaid. 


Complete Set of Above Manuals... .. .$2.55 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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Frank E. Guy has been made general traffic manager of 
the Universal Atlas Cement Company at New York. He is suc- 
ceeded as traffic manager at Chicago by E. R. Gustafson. L. 
W. Carrier becomes traffic manager at New York. 

George B. Hill, freight agent of the Pennsylvania at Buffalo, 
has been promoted to superintendent of stations and transfers 
of the western region of the Pennsylvania at Chicago. 

W. T. Burns, general agent, freight department, Union Pa- 
cific Railroad at New York, has been promoted to assistant 
freight traffic manager with headquarters at Chicago, succeed- 
ing F. L. Feakins, who died November 6. H. L. Lauby, general 
agent, freight department, at Philadelphia, succeeds Mr. Burns 
at New York; Morton Mann, general agent, freight department, 
at Boston, succeeds Mr. Lauby at Philadelphia, and H. C. Yer- 
ger, for many years an employe of the freight department at 
New York, succeeds Mr. Mann as general agent at Boston. W. 
C. Shelver has been appointed assistant to the operating vice- 
president at Omaha, with supervision over safety and other 
matters. 

Fred P. Johnson, chief accounting and financial officer of 
the Missouri Pacific, died at St. Louis November 11. 

John B. Payne, traffic vice-president of the Texas and 
Pacific, died November 9. His duties will be assumed by Ches- 
ter G. Hayes, who has been appointed traffic manager. Mr. 
Hayes for ten years had been office assistant to Mr. Payne. 

The Southern Steamship Company announces the follow- 
ing appointments: T. D. O’Brien, traffic manager; F. M. Booth, 
general freight agent; E. Eysmans, general agent. , 


A. R. Malcolm, general agent at Detroit for the Union 
Pacific railroad, has been promoted to assistant traffic manager 
at Detroit. The office of general agent is abolished. 

Louis E. Wettling, retired, former statistician for the west- 
ern railroads, died at his home in Evanston, Ill., November 15. 


John A. Ahern, superintendent of the Fitchburg division, 
Boston and Maine, will retire December 1. He will be suc- 
ceeded by Assistant Superintendent Blake. 


John J. Lane, assistant general freight and passenger 
agent for the Pan Handle and Santa Fe, died at his home, 
Amarillo, Tex., November 14. 


J. H. Longenecker, formerly general freight agent South- 
ern Ohio district, Keeshin Motor Express Company, Inc., has 
been made freight traffic manager in charge of sales in the 
Southern Ohio and Indiana division. F. J. Hertz, formerly 
general freight agent, Fort Wayne district, has been made 
freight traffic manager in charge of sales in the Michgian 
division. 

W. R. Pfizer has been appointed third vice-president of 
the Panama Railroad Line. He will also continue as secretary 
of the company. G. R. Selkirk, formerly auditor, has been 
elected treasurer to fill the vacancy caused by the death of 
V M. Newton. 


Frank Sheard has been appointed freight agent for the 
East Coast Freight Line, Inc., with headquarters in New York. 


Albert Stern has been made terminal manager of the Philadel- 
phia terminal. 





November 30—Memphis, Tenn.—Peabody Hotel—Examiner Weems: 
Fourth section application 17449—Barrels and kegs from Memphis, 
Tenn., to Lawrenceburg, Ind. 
November 30—Minneapolis, Minn.—Nicollet Hotel—Examiner Bardwell: 
27938—Minneapolis Traffic Assn. vs. C. & N. W. et al. 
November 30—New Orleans, La.—Jung Hotel—Jt. Bd. 164: 
MC 89388—S. Jackson & Son, Inc., New Orleans, La., permit. 
November 30—New Orleans, La.—Jung Hotel—Examiner McChord: 
28105—Standard Oil Co. of La. vs. A. & S. et al. 
November 30—New York—Hotel New Yorker—Examiner Proudley: 
MC 65991—World Wide Carriers, Inc., New York, certificate. 
MC 72579—Philtrohn Trucking Co., Mamaroneck, N. Y., certificate 
or permit. 
November 30—New York, N. Y.—Hotel New Yorker—Examiner Hoy: 
* 1. & S. 4542—Class rates via Seatrain Lines. 
* Fourth section applications 17496 and 17500—Aggregate of inter- 
mediates—Seatrain routes. 
November 30—Oklahoma City, Okla.—State Com.—Examiner Cunning- 
ham: 
MC 3274, Sub. 1—McCall and Sebastian, Drumright, Okla., certificate 
to extend operations. 
MC 89519—F. Sober, Tulsa, Okla., certificate. 
MC 91050—E. L. Haley, Purcell, Okla., certificate or permit. 
MC 89657—H. Scott, Chickasha, Okla., certificate. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of 
action taken on rate matters before the Com- 
mission. To be completely informed, you should 
also be on the mailing list for THE TRAFFIC 
BULLETIN, which will bring you notice of 
action proposed and action taken in any rate 
matters by any of the standing rate committees. 


The dockets of the following, their hearing bul- 
letins and, in most cases, their disposition 
notices are regular weekly contents of the 
BULLETIN: 


‘ Central Freight Association 
Eastern Commodity Rate Revision Committee 
Express Classification Committee 
Freight Container Bureau 
Illinois Freight Association 
Intercoastal Steamship Freight Association 
National Diversion and Reconsignment Committee 
New England Freight Association 
Southern Freight Association 
Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 
Texas-Louisiana Freight Bureau 
Transcontinental Freight Bureau 
Trunk Line Association 
Western Trunk Line Committee 


Missing Tariffs Are Costly 


Another important function of THE TRAFFIC 
BULLETIN is the furnishing of a weekly check 
of your tariff file. An abstract of all new tariffs, 
classifications and supplements filed with the 
Interstate Commerce Commission (railroads 
and motor carriers) and the U. S. Maritime 
Commission (steamship lines) is mailed to 
BULLETIN subscribers every Saturday morn- 
ing. This tariff file check is made complete 
by publication of investigation and suspen- 
sion orders, suspension orders vacated; fourth 
section applications and orders; short notice 
permissions; abstracts of all tariffs returned; 
released rate orders; express tariffs; embargo 
notices, as reported to the car service division 
of the Association of American Railroads. 









The complete docket of the Consolidated 
Classification Committee is mailed to 
BULLETIN subscribers as issued. 


Requests for further details should be addressed 
to 


THE TRAFFIC BULLETIN 


Chicago 


418 S. Market St. 
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November 30—Philadelphia, Pa.—Chamber of Com.—Jt. Bd. 67: 
MC 66598—Byers & Clarkson, Philadelphia, certificate. 
MC 88083—C. P. Fox, Millville, N. J., certificate. 


November 30—Pittsburgh, Pa.—Federal Bldg.—Examiner Hanrahan: 
MC 19543—New York & Western Despatch, Inc., Pittsburgh, certif- 
icate or permit. 
MC 2023i1—Eastern Motor Freight Co., Pittsburgh, certificate or 
permit. 


November 30—Sheridan, Wyo.—Federal Bldg.—Jt. Bds. 123 and 183: 
MC 40016—E. Havig, Byron, Wyo., certificate or permit. 
MC 89498—Birney Stage, Sheridan, Wyo., certificate. 
MC 89380—F. M. Sutton, Hulett, Wyo., certificate. 
November 30—Sioux City, la.—Warrior Hotel—Jt. Bd. 185: 
MC 88229—R. Hoyt Transfer, Valentine, Neb., certificate. 
MC 88764—E. von Rentzell, Creighton, Neb., certificate. 


November 30—St. Louis, Mo.—U. S. Court House—Jt. Bd. 135: 
MC 86678—Transport, Inc., contract carrier application. 


November 30—Trenton, N. J.—State Com.—Jt. Bds. 119 and 67: 
MC 48491, Subs. 1 and 2—R. L. Shuler, Barrington, N. J., permit 
to extend operations. 
MC 89348—R. H. Shoemaker, Phillipsburg, N. J., certificate. 


November 30—Washington, D. C.—Argument: 


1. & S. 4495 and ist Sup.—Potatoes and onions to W. T. L. and 
southwest. 


November 30—Washington, D. C.—Examiners Hosmer and Griffin: 
28076—State Corporation Com. of Va. et al. vs. A. C. & Y. et al. 


November 30—Washington, D. C.—Examiner Burns: 

* MC 94146—Glascoe’s Express, Washington, D. C., certificate. 

* MC 94800—Hetzell Hiett & Son, Pleasant Dale, W. Va., certificate. 
* MC 95378—P. & G. Express Co., Washington, D. C., certificate. 


November 30—Zanesville, O.—Clarendon Hotel—Examiner Disque: 
* 1. & S. 4551—Clay pots, Roseville, O., to Illinois territory. 


December 1—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 131: 
MC 86238, Sub. 1—Hagler Truck Co., Augusta, Ga. 


December 1—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 21272—R. E. Guerin Trucking Co., Inc., Worcester, Mass., cer- 
tificate or permit. 
MC 37391—C. S. Borggaard, Somerville, Mass., certificate or permit. 


December 1—Bridgeton, N. J.—Federal Bldg.—Examiner Prichard: 
* Finance 12168—Application of Central of New Jersey for certificate 
permitting abandonment of line extending from Bowentown Jct. 
to Greenwich Pier, N. J. 
December 1—Chicago, I!|.—Hotel Sherman—Jt. Bd. 21: 
MC 89354—S. Rice, Milford, Ill., certificate. 
MC 95597—G. L. King, Rankin, IIl., certificate. 


December 1—Columbia, S. C.—Jefferson Hotel—Examiner McCaslin: 
MC 46016, Sub. 1—Huckabee Trucking Co., Columbia, S. C., certif- 
icate to extend operations. 
MC 95539—R. E. Bruce Truck Line, Campobello, S. C., certificate. 


December 1—Columbus, O.—State Com.—Jt. Bds. 27 and 59: 
MC 89370—M. O. Troutman, Atwater, O., certificate. 
MC 89438—L. J. Lanam Trucking Co., Alliance, O., permit. 
MC 89435—-N. Kerr and H. Smith, Newport, O., permit. 


December 1—Frankfort, Ky.—Dept. Motor Transportation—Jt. Bd. 37: 
MC 90712—Dye Transfer, Flemingsburg, Ky., certificate. 
MC 94129—J. B. Breedlove, Richmond, Ky., certificate. 
MC 94140—H. B. Parks, Richmond, Ky., certificate. 
December 1—Lincoln, Neb.—State Com.—Jt. Bd. 19: 
MC 920—Manske Oil Co., Norfolk, Neb., certificate or permit. 
MC 29709, Sub. 1—Ault Brothers Transport Co., Alma, Neb., certif- 
icate to extend operations. 
MC 89290—J. M. Rayfield Transport Co., Mullen, Neb., permit. 


December 1—Madison, Wis.—State Com.—Jt. Bd. 142: 
MC 89319—A. Espelien, Luck, Wis., certificate. 


December 1—Madison, Wis.—State Com.—Jt. Bd. 202: 
MC 89532—F. Mezera, Eastman, Wis., certificate. 


December 1—Memphis, Tenn.—Hotel Peabody—Examiner Weems: 
17000, Part 4—Rate structure investigation, petroleum and petro- 
leum products. 


December 1—New Orleans, La.—Jung Hotel—Jt. Bd. 164: 
MC 89161—J. R. Hoffpauir, Crowley, La., permit. 


December 1—New Orleans, La.—Jung Hotel—Examiner McChord: 
1. & S. 4517—Wallboard in southern territory. 


December 1—New York—Hotel New Yorker—Examiner Proudley: 
MC 877—Jeffersonville Transportation Co., Jeffersonville, N. Y., cer- 
tificate. 


December 1—New York, N. Y.—Hotel New Yorker—Jt. Bd. 67: 
MC 878—Jeffersonville Transportation Co., Jeffersonville, N. Y., cer- 
tificate or permit. 


December 1—Oklahoma City—State Com.—Examiner Cunningham: 
MC 94073—T. R. Newcomb, Bowlegs, Okla., certificate. 
MC 92325 and Sub. 1—H. H. Schroeder Transfer, Hominy, Okla., 
certificate. 
December 1—Philadelphia, Pa.—Chamber of Com.—Jt. Bd. 67: 
MC 2264—Werner’s Wildwood Express, Philadelphia, certificate or 
permit. 
MC 89261—R. Preston, Easton, Pa., certificate. 
MC 89344—E. Hisey, Langhorne, Pa., certificate. 
December 1—Sioux City, la.—Warrior Hotel—Jt. Bd. 185: 
MC 88738—Becker Brothers, Magnet, Neb., certificate. 
MC 88867—H. K. Huwaldt, Randolph, Neb., certificate. 
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Ship via 


THE PORT OF HOUSTON 


PORT HOUSTON has every 
facility for the proper, efficient 
and economical handling of 
your shipments. 


Availyourself of HOUSTON’S 


superior port services. 


An attentive, experienced per- 
sonnel guarantees utmost 
efficiency. 


Write for complete information 
on steamship services, ocean 
freight rates, rail rates, Intra- 
coastal Canal services, etc. 


Address 


J. RUSSELL WAIT 


Director of the Port 
Houston, Texas 





QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
and 


San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and nd, Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 
Albany—D & H Building Chicago—327 S. LaSalle St. 
Philadelphia—The Bourse Pittsburgh—Gulf Bidg. 
Norfolk—111 E, Plume Street Detroit—General Motors Bidg. 
Baltimore—Keyser Building Savannah—Cotton Exchange Bldg. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 





ROCkh ISLAND 





ARIZONA- 
SOUTHERN CALIFORNIA 


Down in the always sunny southwest, far from the 
“hurly-burly” of everyday living, you can really relax and 
live... enjoying all sports, breathing clean, bracing air. 


Take the MAIN LINE route from Chicago—direct to the 
Land of the Sun— El Paso, Tucson, Chandler, Phoenix, 
Palm Springs, en route to Los Angeles, San Diego 
and Santa Barbara. Two fine daily trains—the de luxe 
GOLDEN STATE LIMITED and the luxury-economy 
CALIFORNIAN. Both air-conditioned, no extra fare. 


Fast Through Freight Service 
Ship via the Route of the Rockets 
Many trains carrying carload and less than carload 
shipments to and from the West, Northwest and South- 
west. Free Pick-up and Delivery of less than carload 
freight. Merchandise cars between all important points. 





Latest Revisions 
@ BILLS OF LADING 


@ SHIPMENT, TONNAGE and 
FREIGHT BILL RECORD FORMS 
@ CAR and CLAIM RECORDS 
1.C.C. FORMS 


Use Horder's 
SHIPPING DEPARTMENT SUPPLIES 
Experienced Advisory Staff at Your Service 


Stationery and Office Supplies 
Main Office, 231 S. Jefferson St., Chicago 
All Telephones: Franklin 6760 
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for You 


10,000 MILES 
of Dependable, Efficient 


Motor Transportation 
Every Hour! 


@ Every hour, more than one thousand modern, 
safety-equipped trucks, tractors and trailers move 
over the Inter-State System, common carrier 
routes in 16 states, serving essential needs of the 
country’s leading traffic executives. 


@ Carefully selected, well trained, rigidly super- 
vised personnel and modern equipment safe- 
guard cargoes and assure time-scheduled de- 
liveries. Call a local terminal of............ 

















Terminals in 
Principal Cities 


Consult Your 
Telephone Book 














ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Whari Company 


Est. 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 








Written Especially for You! 
. ~~ 48=page book on TRAFFIC MANAGEMENT 


Read about “The Traffic Manager who Saved his Year’s 
Salary in a Month”—“The Story of a Town that Hired a 
Traffic Manager’”—the new opportunities in the Traffic field 
—and the simple, scientific home-study training, prepared in 
collaboration with 175 of America’s foremost traffic author- 
ities, which can qualify YOU to assume the well-paid, im- 
portant management duties every ambitious man wants! 
LaSalle has prepared this elaborate, illustrated booklet in 
order to tell you, without obligation, how to realize a real 
career in Transportation. It is informative and valuable for 
clerk and Traffic Manager alike—and it is yours for the 
asking. So write for it today. 
Address Dept. 1195-T 


LASALLE EXTENSION UNIVERSITY, Chicago, Ill. 


A CORRESPONDENCE INSTITUTION 
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December 1—Pittsburgh, Pa.—Federal Bldg.—Examiner Hanrahan: 
MC 16573—E. H. Bergman & Sons, Blairsville, Pa., certificate or per- 
mit. 
MC 35793—T. James, Jr., Pittsburgh, certificate or permit. 
MC 67167—E. D. Fee, New Castle, Pa., certificate or permit. 


December 1—Spokane, Wash.—U. S. Court—Examiner Stephan: 
1. & S. M-529—Consolidation rule on shipments at Seattle and 
Spokane. 
December 1—Trenton, N. J.—State Com.—Jt. Bd. 67: 
MC 86681—S. J. Castranova, Trenton, N. J. 
MC 89209—J. R. Madden, Cranbury, N. J., certificate. 
MC 95165—J. Dresher, Trenton, N. J., certificate. 


December 1—Washington, D. C.—Argument: 
Ex Parte 126—Express rates, 1938. 


December 1—Washington, D. C.—Examiner Esch: 
27855—Lehigh Portland Cement Co. et al. vs. Lehigh Valley et al. 


December 1—Washington, D. C.—Examiner Pattison: 


Valuation 1226—Tentative valuation of property of Standard Pipe Line 
Co., Inc. 


December 2—Boston, Mass.—Hotel Manger—Examiner Hanback: 
MC 1762, Sub. 1—Framingham Motor Transportation Co., Inc., Fram- 
ingham, Mass., permit to extend operations. 
MC 29762—Fulton Fast Freight, Inc., Cambridge, Mass., certificate 
or permit. 


December 2—Casper, Wyo.—Federal Bldg.—Examiner Binkley: 
MC 1870—Hewett Brothers and/or G. A. Blank, Ainsworth, 
certificate or permit. 


December 2—Chicago, IIIl.—Hotel Sherman—Jt. Bd. 73: 
MC 305, Sub. 1—Rexford Trucking Corp., Elmira, N. Y., permit to 
extend operations. 
MC 89260—Hanerhoff Transport, Peoria, Ill., certificate. 
MC 89313—E. Callahan, Milford, Ill., permit. 


Neb., 





Digest of New Complaints 





MC C-102, tapioca flour, Virginia ports to N. C., S. C., and Va. 

This is an investigation instituted by the Commission, on its 
own motion, into and concerning the reasonableness and lawful- 
ness otherwise of motor carrier rules, regulations, and class rates 
as published in tariff MF-I. C. C. No. 4 of Disher Transfer & 
Storage Co., E. J. Disher, owner and operator, so far as appli- 
cable on tapioca flour, volume minimum weight 10,000 pounds, 
from Norfolk and Portsmouth, Va., to points in North Carolina, 
South Carolina and Virginia. 


No. 28144, Julian & Kokenge Co., Columbus, O., vs. N. & W. et al. 

Unreasonable rates and charges, leather soles, L. C. L., Boston 
and Andover, Mass., to Columbus, O. Asks rates and reparation. 
(F. B. and G. M. Stephen, No. 19 South Wells St., Chicago, Ill.) 

No. 28145, Standard Cigar Co., Pittsburgh, Pa., vs. Cincinnati Northern 
et al. 

Rates and charges, leaf tobacco, in bulk, points in Ohio, Con- 
necticut, and Massachusetts to Pittsburgh, Pa., by reason of the 
rule allowing or not allowing pick-up and delivery charges, in 
violation of sections 1, 3 and 6, the undue preference alleged 
being for consignees that received allowances at Pittsburgh. Asks 
reparation. (Edgar O. Anderson and L. V. Brandt, 2218 South 
Michigan Ave., Chicago, Ill.) 

No. 28146, W. M. Dutton & Sons Co., Hastings, Neb., vs. Alton et al. 

Rates and charges, lubricating oil, carloads, North Warren, 
Pa., to Hasings, Neb., in violation of sections 1 and 3, the undue 
preference being for traffic taking rates made on a lower per- 
centage of first class. Asks reasonable rates and reparation. (D. 
G. Neuman, 635% W. Second St., Hastings, Neb.) 


Complete details on documentation, consular regula- 
tions, and shipping procedure to every country and 
political subdivision in the world. 1800 pages of exact 
information on export shipping. A standard service 
which has been saving export traffic men, time, 


trouble and mistakes for 35 years. 


Descriptive circular mailed on request 


EXPORTERS’ ENCYCLOPAEDIA 


20 Vesey Street New York 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 


This Guide has been prepared to provide traffic managers 
with conveniently organi information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended by well known shippers and has provided 
satisfactory evidence as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
pent « precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for dealings or service. It 
requests, however, that traffic managers report any unsatis- 
factory experiences or dealings, s arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 


To simplify the finding of a service to fit ay shipper's 
requirements, two indexes have been pre 

Alphabetical Index: When a speci 
wanted, refer to the alphabetical he so 


Index of Motor Transport Lines by Key Distribution 
Areas: This index ras =o the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 
ch motor transport line is listed under all of the ke 

cities it serves. Before each listing is a symbol whi 
shows the direction of the company's service into and 
out of the city. This system of directional symbols 
is illustrated by the following examples: 


© This indicates a local cartage company serving 
Key City and Suburbs only. 
© This indicates that the intercity service offered 
by the company is entirely within the Key 
Distribution Area served by the Key City 
“Key Distribution Area” wall map. 


« This indicates that four routes are operated to 
points beyond the Key City: east, south, south- 
west, and northwest. The BOLD FACE 
signifies that the operations over these routes are 
intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. he LIGHT FACE indicates that 
eperations over these routes are interstate in 
character. 


© company is 


ee 
2e 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


Shipments originate, with few exceptions, from major 
distribution ints. The use of these cities makes 
possible the following quick, simple procedures for the 
selection of motor transport services: 

Routes from One Key City to Another: 


1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefaced by directional 
symbols indicating that they offer a service going in 

e direction wan and make the selection of the 
companies to be on the basis of the most 
efficient connections. 

Routes to or from Key Cities to Other Points: 


Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 

Routes Between Points Other than Key Cities: 


Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The ay eigen | of major highway numbers 
makes possible the selection of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. . 

Arrangement of Advertisements 


Data for companies serving adjacent or overlapping 
regions are grouped. It is thus ible to plan a co- 
pe ret system of distribution by studying the avail- 
able services by regions. — é 

Data Regarding Advertisers: The facts listed for each 
motor line follows a uniform arrangement: 

1. General facts. 


2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 


3. Equipment—character, number of units, ownership. 

4. Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Important—When a star (*) 
is used it signifies that E TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the insurance or bonds. 

5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 

6. Special services and facilities—data regarding ac- 
ceptance of C.O.D. shipments, special terminal 
facilities, local services, etc. 

7. Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 

Character of Highway Service Offered by Motor 

Transport Lines: The individual maps that accom- 

pany advertisements have been uniformly prepared. 

After once becoming familiar with the significance of the 

various types of route lines shown, one can tell at a 

glance the character of service offered via each route 

operated by each motor line. 


qummmmmmm Daily INTER- and INTRAstate service. 


=== Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








ems Service 2 or 3 times weekly. 
Irregular or special service routes. 
asa Connecting lines. 





2 eeee ce Ferries. 


@©@ O Principal points served. B Terminal cities. 

Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states. 
LAPSE OF INSURANCE: The (*) appearing in in- 
surance statements signifies that an arrangement has been 
made whereby any lapse in insurance or bonds will be 
reported immediately to The TRAFFIC WORLD 


___ Alphabetical Index to Companies That Provide Outstanding Motor Transport Service __ 





COMPANY 





COMPANY Page COMPANY Page Page COMPANY Page 
Care’e Trameber..... ccccssccecccs 2 Gateway City Transfer Co...... 4 Merchants Fast Freight Service.. 4 mr trons omy tg ate : 
pie 7 Acts hay .. es : Inland Motor Freight ........-- 4 The Norwalk Truck Line Co..... 3 Walverine Eapeess, Iee-......... 
Decatur Cartage Co. ease aon le McNamara Motor Express, Inc... .3 Novick Transfer Company..... 2 York Motor Express Co......... 2 
e e . e 
istribution Areas 
Index of Motor Transport Lines by Key D | 
CALIFORNIA DANVILLE LOUISIANA JACKSON — a OHIO HARRISBURG 
SAN FRANCISCO — 4 _ Decatur Cartage ALEXANDRIA {. oa Tee. it Cee samen Neviak ‘Trensio: 
Consolidated Frt. ok « aera  (—  ametsseses Company....2 
*¢ “Lines Inc.....4 DECATUR ° “Freight ....... 4 KALAMAZOO GREAT FALLS a >! Norwalk Truck, 
DELAWARE #« Decatur Cartage SHREVEPORT ¢. Clemans Truck +,¢ Consolidated Frt. 9 = “"*""""""* , ss 
WILMINGTON 335 RR Merchants Fast TMs caer 3 * S Lines Inc.....4 CLEVELAND wie —— eo o 
Novick Transfer PEORIA °° - Freight....... 4 _! McNamara Motor NEVADA 
e° ‘Coen. % Decatur Cartage 71*  Express,Inc. .3 e Norwalk Truck 
sie ee eM asec ere MARYLAND —_ LANSING RENO % spe nace Be Tidewater Exp. 
eo press Corp....2 QUINCY BALTIMORE Norwalk Truck , Consolidated Frt. *. ~ pressCorp....2 ' ERs <:<'0% 
».¢ York Motor Ex- Decatur Cartage . Carr's s Line......... - * Lines Inc.....4 
.* press Co.....2 *t wocccccecs id Transfer..... 2 MUSKEGON TOLEDO ms York Motor Ex- 
DIST. OF COL. ROCKFORD Novick Transfer ,, Wolverine NEW JERSEY 1S press Co...... 2 
WASHINGTON * Gateway City Company. ey ; Express, Inc..3 NEWARK 2 ‘ ‘ sa lett 
o Cave s  Transfer..... 4 ¢¢ Shirks Motor Ex- fiat. ~ eer JOHNSTOWN 
°° “"Transfer.....2 ROCK ISLAND - press........ 2 SAGINAW YOUNGSTOWN 
ate heat, Teenciee (See Davenport) 3° Tidewater Exp. | Norwalk Truck NEW YORK ee 
oe a ° 
Company....2 SPRINGFIELD Lines.......- 2 1s Line......++. 3 BUFFALO +, Shirks Motor Ex- ;  Company....2 
¢ Shirks Motor Ex- ¢q Decatur Cartage *!/ York Motor Ex- MINNESOTA . s press Corp...2 
: press Corp...2 33% CEieivcccsoc™ “ press Co.....2 .¢ Shirks Motor Ex- N PHILADELPHIA 
ge Tidewater Exp. MICHIGAN MINNEAPOLIS * press Conp....2 — 
r aang 2 INDIANA BATTLE CREEK ., Consolidated Frt. NEW YORK KLAMATH FALLS) _!- Noviek Transfer 
ines Inc..... 2 . ae mpany.... 
.* = a, FORT WAYNE $ Clemans Truck , Gateway City >, Novick Transfer - Consatipeed ” 7 ‘. Shirks Motor Ex- 
IDAHO ih et is Lives 3 =e 3 os Transfer....4 7” Company... .2 se press Corp....2 
beroscaes .. McNamara Motor York Motor Ex- PENDLETON ots Wes Rilieie Sie. 
BOISE GARY-HAMMOND Exprese,Inc. .3 ST. PAUL >° 2 3! Consolidated Frt. 7° press Co...... 2 
., Cains 7, (See — BAY CITY (See Minneapolis) EEE 0. me “*. Petes... .4 
os ines Inc.....4 INDIANAPO Norwalk Truck wINONA 
ou" ee eee te" 3 5! Gateway City . Shirke Motor Ex; PORTLAND ene 
pees ve Transfer.....4 7”! press Corp.... +4 Consolidated Frt. Novick Transf 
Decatur Cartage > Decatur Cartage , Norwalk Truck : vento s¢ i ine... ° ie Rapin ‘Comenne. a 2 
Pes RM aehs 8b ae ll Co... ..eeees ’ oS 3 MISSOURI NORTH DAKOTA ee Inland Motor Shirks Motor Ex- 
*! Gateway City —a ran , FLINT ST. LOUIS emanate Freight...... 4 7°. press Corp....2 
sis scpiale ody 4 $e Clemans Truc ' Norwalk Truck eq Decatur Cartage _.¢ York Motor Ex- 
‘ nes teenens Bates ; na , T * . is Bored: ces 3 be Me pepececene bones. Cpedieee 7, PENNSYLVANIA . press Co...... 2 
' Express,Inc..3 ... Norwa ruck GRAND RAPIDS ines Inc.....4 ALLENTOWN 
o Eten 3 MONTANA : 
Norwalk Truck  “  “ime......... k Transfer SCRANTON 
Cs esee- 3 TERRE HAUTE g Clemane Truck BILLINGS FARGO ¢ “Eas 
.¢ Wolverine >! Decatur Cartage | McNamaraMotor _,_ Consolidated Frt. |. Consolidated Frt. ._ York Motor Ex- | Novick Transfer 
Express, Inc..3 7 Ms aie aeoae Ss Express,Inc . .3 ines Inc.....4 . Lines Inc.....4 71 press Co...... ae Company... .2 
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MIDDLE ATLANTIC 











PENNSYLVANIA 
(Continued) 


WILLIAMSPORT 


* Shirks Motor Ex- 
' press Corp....2 


VIRGINIA 


LYNCHBURG 

.!¢ Novick Transfer 
Company... .2 

ROANOKE 


.¢ Novick Transfer 
Company... .2 


WASHINGTON 


SEATTLE 
. - Consolidated Frt. 
es Lines Inc.....4 
Inland Motor 


*s =Freight...... 4 


Index—(Continued) 


SPOKANE 


_.~ Consolidated Frt. 
7°<S Lines Inc.....4 


$, Inland Motor 
. Freight ...... 4 


TACOMA 


* Consolidated Frt. 
' Lines Inc.....4 


WALLA WALLA 


Inland Motor 
a3 Freight... ... + 


WENATCHE« 
Consolidated Frt. 


t= ~— Lines Inc.....4 


Carr’s Transfer 


COMMON CARRIER—J.C.C. Doc. No. 3799 


Established 1925 


2613 E St., N.W., Washington, D. C. 
Telephone—West 0767 
L. C. Carr, Owner 


BALTIMORE AGENCIES: 


Express Co., 204 


(1) Tidewater 
Key Highway (South 


1551-2); (2) Union Freight Terminal, 
423-425 Sharp St. (Plaza 4116-17-18). 


EQUIPMENT 


Fire & Marine Ins. 
$5,000 - $20,000; 


tions (U. 
Baltimore). 


REGULAR SCHEDULES: eae pick-up 

and Semveny saniee be 
ashington 

Washington-Leesburg 


Baltimore- 


Established 1921 










Telephone 5591 





$2,000 (Mass. 
* Pub. Liab., 
a Damage, 
$5,000; % Workm’n’s Comp.., all opera- 
S. Fidelity & Guar. Co. of 


tween: 


J. F. Baird, Gen. Traf. Mgr. 
TARIFF AGENCY—Middle Atlantic States Motor Cassier Conf., Inc. 


7 Tractors, 5 trailers; 
trucks, 5 van, 2 open; 2 refrigerator 
trucks. All company owned. 

INSURANCE: Car ° 


ter) 


Mary 








YAKIMA 
me Consolidated Fret. 
aes Lines Inc.....4 
WISCONSIN 
LA CROSSE 


_ Gateway City 
. Transfer. .... a 


MILWAUKEE 
>, Gateway City 
' Transfer..... a 
. McNamara Motor 
' Express,Inc . .3 
SUPERIOR 
(See Duluth) 


Washington-Harrisburg (via Winches- 


Washington-Warrenton-Culpeper 
Washington-New Yor 
(via connecting line). 
Tuesday and Friday Service: Wash- 
ington-Luray. 
IRREGULAR ROUTES: Permits for use of 


all highways in Virginia, Pennsylvania, 


nd, Delaware, D. C 


MEMBER: American Trucking Assn. 


York Motor Express Company 


COMMON CARRIER Incorporated (Penna.) 


ICC Certif. No. 1440—P.U.C. 22984 


YORK, PENNA. Sherman & Hay Sts. 
L. S. Reidel, Pres. & Gen. Mgr. 









700 N. Cameron St. 


WINCHESTER. VA. 





Novick _— 
SE ene ee 


iy ms 
Hamburg ADsene 57 


Northumberlan 
PENNSYLVANIA 


buimore 









Est 





Daniel Weinhold, Pres. 
COMMON CARRIER— 





Daily serv. all routes. (OH 
Pick-up and delivery 
at all points. Cartage service at loneedion. 


BRANCH OFFICES 
Baltimore—Ericsson Transfer Company. 
Buffalo—Chas. A. Kuhns. 
Cleveland—Shirks Motor Express. 
Philadelphia—Needham’'s Express. 
Rochester—Keystone Carting Co 
Wilmington—Wooleyhan Transport Co. 
INS.— *Cargo, $10,000-$20,000. %* Pub. 
Liab.,$10,000-$20,000. * Prop.Damage, 
$10,000-$20,000. %Workmen’s Comp. 


HARRISBURG & 
Lemoy: Ne Suehon 



















(Tel. Vernon 1234) 


(Tel. 4-2191) 


(Tel. 1058) 


SW teenes 08?" ZO Temeque 


TERMINALS 
Baltimore—Hillen & East_Sts. 


New York City—131-135 Barrow St. 

(Tel. Rector 2-4877-78-79-80-8 1 ) 
Jersey City—247-249 Coles St. 

(Tel. Delaware 6-2717-2718) 
Philadelphia—Franklin & Spring Garden 

Sts. Ny Market 6274) 

sh & Early Ste, (Tel. 2-2626) 

Reading—U plandAv.& MorgantownRd. 


Lebanon—S. | Ith St. & Linden Ave. 


ner 
: cmunmtae—Seuntain fee. (7.34608) Sie 
Harrisburg—728 S. Cameron St. (Tel.4-3248) MEMBER: A.T.A.; Penna. State C. of 
Nat. Fed. of Textiles, Inc.; Certif'd 
Motor Carriers of Penna. 


Hanover—536 Broadway. (Tel. 514) ©. 


York—Sherman & Hay Sts. (Tel. 5591) 


INSUR 





EQUIPMENT—Tractors, 
aie, 75. Trucks, vans, 78; open 5. 
uipment company owned. 
NCE: Cargo, $25,000 (Alliance 
Co. of Phila.). 
10,000 (Traveler's 
Dam., $5,000 es Ins. Co.). 
Workmen’s Com 
POOL CAR DISTRIBUTION: York, 
Lancaster, Harrisburg, Readi 
SCHEDULES: Daily overnig at opera- 
tions between all points shown on map. 
SPECIAL SERVICES: In addition to 
al cargo we specialize in the han- 
of silk and textiles. 





65; Semi- 


Public Liab., $5/- 
Ins. Co.). Prop. 

























EQUIPMENT 
2 tractors, 2 trailers. Trucks, 2 
vans (12 carry ice for BS er 
when needed); 2 open bodies. All 
company owned. 


INSURANCE 
*Cargo, $5,000 plus $2,500 
(Northern Assur. Co. of London) 
. . . Public Liability, $10,000 & 
$50,000; Property Damage, 
$5,000-$50 deductible (Fidelity 
and Casualty Co. of N.Y.). Work- 
ingmen’s Compensation (Lum- 
berman’s Mutual Casualty). 


aie me, $i) Pub. 
enon y | 50,000 


iz Shirks Motor Express Corp. 





JOOND EC Dantes 7. 
ICC Docket No. 1658 [PS Fp} Roe ochester 
{fal 
EQUIPMENT: 8 Trace uffalee~ ov y.| LANCASTER, PA. 
tors trailers. [2% Seen = ——— 
Trucks, 12 van, |! Cleveland (O) P ‘a Reade ee anne 
emsport 
open. ,All company louie jesew (a) ) 2 PENNA. Pennts at 


SERVICE FEATURES: roses orf ancaat 





Tidewater Express Lines, Inc. 


COMMON CARRIER=—ICC Docket No. 1034 
INCORPORATED (MD.) Established 1933 


































Phones—430 & 78 
fn B, Teletype—582 


B. Belchic, Traf. Mgr. 
EQUIPMENT: 26 


, tractors, 26 trailers. 
\ a | Trucks, 14 vans. 
jaw (| INSURANCE: 
SSeptisicinhie’ =| Cargo, $25,000. 
Liab. $25/ 
Prop. 
Dam., $5,000. 
Workmen’s Comp. 
CONNECTING LINES: New York CitY 
to New England & New York State 
points. Roanoke to Virginia, North 
Carolina, Tennessee & WV Virginia 
a = Winchester to Pittsburgh & 

ichmond. 

SERVICE: Daily schedules. 
POOL CAR DISTRIBUTION: Winchester. 
MEMBER: Va. Highway a Assn.; 
Highway Transport. Assn., N.Y.;A.T. A. 


JERSEY 






















Inc. 
(Del.) 


iia MANHEIM PIKE 









204-30 Key Highway 
BALTIMORE, MD. 
Telephone—SOuth 1551-2 
J. T. Bennett 
Traffic Manager 
BRANCH OFFICES 


Aberdeen, Md., Bel Air Ave. 
Walter S. Wilson (Tel. 21W) 
Frederick, Md., 300 East St. 
Norman Murray (Tel. 557) 

York, Pa., Charles & Howard Sts. 
D. H. —. ag 6122) 
=e © , 2613 E. &t., 


J. a Ward (Tel. MET. 9345) 

Lancaster, Pa., 701 E. Ross St. 

Lancaster Transportation Co. (Tel. 
2-2164) 

Harrisburg, Pa., 1539 Walnut St. 

Hill Express (Tel. 3-6121) 


TARIFF AGENCIES 
Individual: D. T. Waring, W. M. 

Miller 
Through bills of ladings and 
rates with principal steamship 
lines, serving Chesapeake Bay, 8. 
Atlantic and Gulf ports. 
LOCAL FACILITIES 


Terminals with rail sidings: 


Baltimore, Frederick. 
SCHEDULES 


Daily common carrier service to 
all points with irregular service on 
truck load lots. Operating over 
highways in Maryland (intra- 
state and interstate); Pennsyl- 
vania and District of Columbia 
(interstate). 













































= emanate 
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Clemans Truck Lines, Inc. 


COMMON CARRIER, I. C. C. Certificate No. 2136 
Established 1929 Incorporated 1934 


815 Pennsylvania St., South Bend, Ind. 


A. C. Clemans, President Tel. 4-2116 
TARIFF AGENCY: Indiana Motor Rate & Tariff Bureau. 


thLjog Elkhart 







Bend [Mishawaka BRANCH OFFICES: Battle Creek, 68 Pittee St. (Tel. 
pEQHMECTIONS TO, 6511); Elkhart, 1401 W. Beardsley Ave. (Tel. 339); Grand 
OUTHERNMICHIGAN g Rapids, 39 Front Ave. S. W. (Tel. 8-1148); Indianapolis, 

<| 301 S. Alabama St. (Tel. Li. 4514); Kalamazoo, 439 Portage 

: z| St. (Tel. 2-0158); Kokomo, 905 N. Union St. (Tel. 7381). 

si ‘| EQUIPMENT: 12 Tractors; Trailers, | full, 11 semi (6 

Kokomo! $| open, 5 closed). Trucks, | van, 10 open. All equipment 
_ ¢] company owned. 

INDIANA §] INSURANCE: Cargo, $10,000 (Hartford Fire Ins. Co.) 

31} ‘| *Public Liability, $10,000 & $50,000; %Property Dam- 








age, $5,000; * Workingmen’s Compensation. (Hartford 
Accident & Indemnity Co.) 


ASSOCIATIONS: A.T.A., Indiana Motor Truck Assn. 


EdIndianapolis 
CONNECTIONS TO ALL PO! 
SOUTHEAST, SOUTH, SOUTHWEST 


i 





7 Conmechens to /” e 
Wag | Wolverine Express, Inc. 
y Benronie cy COMMON CARRIER—ICC Certificate No. 2998 
; i Established 1928 Incorporated (Mich.) 1930 


659 W. Western Ave., Muskegon, Mich- 
Telephone—22-681 
B. F. Deyman, President 


George A. Johnson, General Manager 
TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 
BRANCH OFFICES—Grand Haven, Oscar 


Ehrmann (Tel.—526)., Chicago, 738 S. Clinton, 
Art Gerkie (Tel.—Wabash 4738). 


EQUIPMENT-—331 Tractors, 22 Trailers. Trucks: 
7 open; 9 refrigerator. Total, 79 units—67 com- 
pany owned. 
INSURANCE—Cargo, $10,000 and $5,000. 
Public Liab. $50,000—$100,000. Property 
Dam.., $50,000—$100,000 with additional $5,000— 
$10,000. Workingmen’s Comp. 
ASSOCIATIONS—Mich. Truck. Assn.; A.T.A. 
Ind. Mot. Frt.; Chicago A. of A. 


The Norwalk Truck Line Co. 


J.E.Ernsthausen COMMON CARRIER Established 1921 
President 1.C.C. Docket No. 71096 Incorporated (Ohio) 






















“Satisfy your Customerswith 
Norwalk Truck Line Service’’ “ieveland, 33rd & Hamilton (Prospect 5350) 


Cc. W. Hoke 


Vice-President 


TARIFF AGENCIES 
Central Motor Freight Assn., Inc. 
Ohio Motor Frt. Tariff Bureau. 


EQUIPMENT 
115 Tractors (75 company owned); 
127 trailers (125 company owned); 
30 truck bodies (all company owned). 

INSURANCE 
* Cargo, $10/25,000 (The Connecticut 
Fire Ins. Co.). Public Liability, 
* Property Damage, *Work- 
men’s Compensation, and Liability 
Insurance on All Terminals (The 
Travelers Insurance Co. & The Travelers 
Liability Co.). *Blanket Employees 
Bond (Mass. Bonding Co.). Also 


bonded by new A. T. A. bond. Cargo 


To Milweckee\ 


aS Love 


THE TRAFFIC WORLD—CHICAGO 


NORWALK, OHIO 


36 Woodlawn Ave. 


Telephone—71 or 244 


Policy includes all standard Cargo 
coverages and, in addition, Theft of an 
entire oeiee package, Tornado, Riot, 
Strike, etc. 

Shippers are given complete insurance 
protection—all policies are with large, 
strong American stock companies. 


SERVICE & SCHEDULES 


Daily service over all lines—over night 
delivery via our own lines. 


MEMBER 
Service Member, A.T.A.; Akron 
Motor Transportation; Chicago Assn. 
of Com.; and Chambers of Com. in 
South Bend, Fort Wayne, Detroit, 
Toledo and Cleveland. 


Inc. 1931 


Es. 1927, McNamara Motor Express, Inc. 


E. McNamara, Pres. KALAMAZOO, MICH. 
M.I. McNamara, 7reas. INTERSTATE SERVICE 
TARIFF AGENCY: Central a 
Seance eer | ee ae —— 
:Battle | ) 
Creek, Tel. 22522; Chicago, | js mss CONNECTING Dis 
Tel. Victory 7471; Grand | y.\ © BATTLE CREEK 
Rapids, Tel. 9-8914; Mil- | 7 pa 
waukee, Tel. Mar. 4177. 


Common Carrier 


ICC Doc. No. 58954 


436 W. Willard St. 
Tel.-31371 





GRAND RAPIDS 
KALAMAZOO 


EQUIPMENT: 21 tractors, 5 |_ Shecis 


trailers, 22 semi- (4 refr.); THREE RIVERS 
trucks, 9 van, 2 open. 
INSURANCE: *%Cargo, $5,- 
$10,000 (Springfield Fire & 
Marine); * Pub. Liab. $25,- 
$50,000;*% Prop.Dam. $5,000 
(Amer. Fidel, & Cas.); Work- 
ingmen’s Comp. 

SERVICE: Daily, overnight 
del. P. & D. at all points. 
MEMBER: A.T.A., C.M.F. | / 
A., Ch. of Com. Chicago, |f 
Kalamazoo, Milwaukee. 


















i \ Lake Wy) | 
ric) Decatur Cartage Co. 
Oe ee COMMON CARRIER 
Wy [tenner (I.C.C. Doc. Nos. 68909 & 76099) 
Established 1926 Inc. (Ill.) 
WANKAREE 20th St. & Wentworth Ave. 
Telephone—Victory 6000 
CHICAGO, ILL. 
~~ TARIFF AGENCY—Central 
States Motor Frt. Bur. 
EQUIPMENT — Company 
owned; 90 tractors, 110 
trailers (16 refrigerated 
or heated), 52 trucks, 16 


r Cem <a armored trucks, 6 heavy 
g oo” TERRE HAUTE duty trucks. 
~ INSURANCE—* Cargo, $15/100,000. Pub. 
“we | Liab.. $25/50,000. %&Prop. Dam., $5/50,000. 
ville SERVICE FEATURES—Pool car dist.; Local cartage. 


WATCH DISPLAY ADVERTISEMENTS 
OPPOSITE THE INDEX PAGE 






















































OHIO TERMINALS 
Akron, 100 Miller St. (Franklin 5195) 


Elyria, 124 N. Maple St. (Phone 3484) 
Fremont, 211 E. State St. (MAin 2825) 
Lorain, 206 11th St. (Phone 4135) 
Mansfield, 198 N. Franklin St. (Canal 2160) 
Norwalk, 36 Woodlawn (Phone 244) 
Sandusky, 1000 Maple St. (Phone 1325) 
Toledo, 145 8. St. Clair St. (Adams 4291) 
MICHIGAN TERMINALS 
Bay City, Foot of 1st St. (Phone 2622-R) 
Detroit, 117 N. Junc. Ave. (VInewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 S. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 S. Saginaw St. (Phone 2-0115) 
Saginaw, 303 W. Genessee Ave. (Phone 8131) 
INDIANA TERMINALS 
Auburn, 334 W. 9th St. (Phone 618-J) 
Elkhart, 1401 W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 111) 
Hammond, 1055 Ind. Blvd. (WHiting 783) 
Kendallville, 1018 Garden St. (Phone 378-J) 
La Porte, 1203 First St. (Phone 2354) 
Michigan City, 2nd & Pine Sts. (Phone 821) 
ILLINOIS TERMINAL 
Chicago, 2440 W. Cermak Rd. (CANal 1320) 


<I; 
Bay City SW i scinaw BAY 


Saginaw Ej 
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SOUTHWEST—CENTRAL WEST—PACIFIC 


Gateway City Transfer Co. 


INCORPORATED (WIS.) 
Established 1896 


John F. McGrath 
Vice-Pres. & Traf. Mgr. 


COMMON CARRIER 
I. C. C. Docket—80430 


LA CROSSE, WIS. 417-431 N. Third St. 
Teletype—28104 


Telephone—179 & 199 


TARIFF AGENCIES: Northwest Tariff Bureau; Central States Bureau 


To Grand Forks, Grafton, e Bemidji 
Ada and 


-— 


“, 


oo 


: _ Fergus Falls Longa, ‘a 
Alexandria 


Seuk Center 


j noke 
writen eld — 


eee omen, 


Montevideo 
Ollivie Cidermanthoneg: 
Granite Falls —~e A 
is Bird Farmington 
$.D “tlend Le Suew 4) 
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BRANCH OFFICES: Chicago, 
2433-53 W. 18th St. (Haymarket 
4411); Milwaukee, 1208 South 
Second St. (Mitchell 4949); St. 
Paul, 366 Ferdinand Ave. (Nes- 
tor 2806); Eau Claire, 429 
Gibson St. (Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-78 E. 2nd St. 
(Tel.— 3665); La Crosse, 417-431 N. 
3rd (Tel. 179). 


EQUIPMENT: 29 tractors, 26 trailers, 
32 straight trucks. All company owned. 


oe eg ye *Cargo, $10,000-$25- 
000 (Ins. Co. of No. Am.) . * Public 
Liability, $25,000-$50,000. %Property 
— - $5,000 (Royal Indemnity Co.) 
. kWorkingmen’s Comp., complete 
coverage (Em — Mutual of Wausau, 


s.)... %&Fidelity Bonds (Am. Bonding 
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Gateway City Transfer Co., Inc. 
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Intrastate Operations 


Between Milwaukee and 
Chippewe Fells, including 
points north of Tomah on 12, 

with no intermediate (local) f, 
service between Tomeh and |7 x 
Milwaukee. 


Between Milwoukee and Coon |/ ie 
Valley, including points north | / 
of Richland Center on 14. y 
Between Le Crosse and Rich- | /// 
land Center on Highway 14, Va 
including intermediate points. |// 
Between Madison and Coon 
Valley, including points north 

of Richland Center on 14. 


QRice Lake 


- CHIPPEWA 


LOCAL SERVICES: La Crosse—Pool 
car dist.; cartage; rail siding; affiliated 
with Murphy Brothers Warehouses. 
Winona—Pool car dist.; cartage. 
SPECIAL SERVICES: C.O.D. 
tions. P. & D. included in rates. 
AGENTS FOR: Universal Carloading 
& Distributing Company. 

MEMBERS: A.T.A.; Assn. of Com.— 
Chicago, Milwaukee, St. Paul. 
REFERENCE: Dun & Bradstreet. 


collec- 


Merchants Fast Freight Service, Inc. 
Inc. (La.) COMMON CARRIER—I. C. C. Docket Nos. 19690 & 28801 Est. 1925 


219 Walnut St. 
Telephone—780 & 781; Teletype—5 


MONROE, LA. 


N. E. Dawson 
Vice-Pres. & Gen. Mgr. 

TARIFF BUREAU: S.W. Motor Freight Bur., Dallas. 
BRANCH OFFICES: Alexandria, Tel. 584; Baton 
Rouge; Shreveport, Tel. 4939. 

EQUIPMENT: 12 tractors, 12 trailers. Trucks— 
4 van, | open, | heavy duty. All company owned. 
INSURANCE: xCargo, $1,000-$5,000; *Public 
Liability, $10,000-$20,000; Property Damage, 
$5,000; Workmen’s Compensation, self-insured. 
Cc. O. D. Shipments accepted. 


CONNECTIONS: With responsible lines at 
Alexandria, Shreveport, Monroe, Baton Rouge. 
ASSOCIATIONS: National Safety Council; 


Louisiana Motor Freight Bureau, Inc. 


MISSISSIP?1 


Incorporated (Wash. ° Cc. on Carri 

Established 1918 Inland Motor Freight 1cc’dec. No. 59077 
Cecil Gray SPOKANE, WASH. _ S. 110 Sheridan St. 
Rate Agent Telet ype—94 Phone—Riverside 3194 


TARIFF AGENCY: Pacific Inland 
Tariff Bureau, 214 Weatherly Build- 
ing, Portland, Oregon. 

BRANCH OFFICES 
Portland—1001 S. E. Water Ave. 
Seattle—1565 Sixth Ave. S. 

Walla bene yy S. Second St. 
Lewiston—739 F St. 
CouleeCenter(CouleeDam, Wash.) 
Coeur d’Alene—214 Lake Side Ave. 
EQUIPMENT: 6 tractors, 36 trail- 
ers. Trucks, 74 van, 5 open, 2 
heavy duty. All company owned. 
INSURANCE: * Cargo, $5,000-$10,000; 
*Pub. Liab., $25,000-$50,000; 
*Prop. Dam.,$5,000; *Emp.Liab. 
POINTS IN SPOKANE AREA not 
served by us are served by carriers 
rating from our terminal—one 
of best in U. S., all under one roof. 
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INTERSTATE OPERATIONS: 


All States 


INTRASTATE OPERATIONS: 
Idaho—Montana—Oregon 
Washington 


PROTECTION FOR C.O.D. SHIPPERS 
In the interest of the shipping public Consolidated has added 
a $1,000.00 C.O.D. Bond effective July 19, 1938, to use in con- 
nection with its participating carriers. 
This Bond is in addition to the $10,000.00 Bond for interstate 
shippers and the $2,500.00 Bond for intrastate shippers. 
Complete protection—plus service—has always been the aim 
of Consolida ted for its many satisfied shippers. 


CHICAGO BRANCH OFFICE 


2400 W. Madison St. A. H. Richards, D. F. A. Hay. 1091 
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FACTS 


POOL CAR DISTRIBUTION: Shipments may be 
consigned for distribution to, or in care of, Con- 
solidated Freight Lines, Inc., at points on its own 
lines. When such shipments are billed to Consolidated 
Freight Lines, Inc., for distribution to points on its 
own lines or beyond, shipper will furnish carrier with 
the distribution sheets at the time of tendering ship- 
ments. Deliveries will be made in accordance with 
the distribution sheets, for which service a charge 
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FIGURES 


will be made to cover cost of unloading, segregating 
and reloading. 

MEMBER: Pacific Inland Tariff Bureau; Inter- 
mountain-Coast Motor Freight Tariff Bureau. 
EQUIPMENT: 248 straight trucks; 122 trailers; 
26 semi-trailers; 17 tractors. 

INSURANCE: Cargo, $29,000 per truck or trailer, 
limit $30,099; $5,039 theft. Public Liability 
exceeding State and Federal Requirements. 
Property Damage, limit $33,090. 


CONSOLIDATED FREIGHT LINES, INC. 


Established 1929 
FRED C. LEIBOLD 
V.-P. in charge of traffic 


COMMON CARRIER 


PORTLAND, OREGON 


ICC Doe. No. 42487 
2029 N. W. QUIMBY ST. 
Tel. Broadway 2474 
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The Traffic World 
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|" addition to large, modern piers, with more than 
1,000,000 square feet of covered storage space, this 
great terminal also provides vast oper storage area 
sufficient to satisfy every requirement. 

In these immense yards, adjacent to piers, are accom- 
modations for the handling of rough lumber and bulky 
freight of many kinds; also more than 5,000,000 board 
feet of kiln-dried lumber can be stored in our specially 
constructed shed, the largest of its kind on the Atlantic 
Seaboard. 

Every modern lumber-handling equipment is provided. 
And our own railroad distribution yards, connecting with 
all trunk roads, enable us to route lumber to inland points 
with a minimum of handling and the very lowest cost. 

Whatever your storage and shipping requirements, 
they can be efficiently and economically met here. Pro- 
vision is made for bulk and packaged freight of every 
description. With railroad sidings on the piers, direct 


ship-to-rail transfer affords further economies. 


Detailed information and rates will be sent on request. 


With our vast facilities, both space and 
equipment, shiploads of pig iron, ore, 
steel and other bulky freight are 
handled speedily and at a saving. 


One of twenty-seven gangways 
available for lumber storage with 
direct rail connections all lines. 


Largest covered shed in the East for 
the accommodation of kiln-dried lum- 
ber. It is 1000 feet long by 92 feet 
wide, with space for millions of board 
feet. Railroad sidings, running full 
length of pier, permit economical 
transfer direct to and from ships. 


Address E. W. Stringfield, General Traffic Manager 
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PHILADELPHIA PIERS, INC. 
330 Chestnut Street - Philadelphia 





HIS little miss is one of the more than 

1,300,000 children throughout America 
whose education is being paid for by the 
$101,000,000 of school taxes paid each year 
by the railroads. 


And school taxes are only part of the tremen- 
dous tax contribution which the railroads 
make to the activities and welfare of local 
communities —such things as police and fire 
protection, public health service, good roads, 
and a long list of other aids to public safety, 
comfort and well-being. 


Because the railroads.are tax-paying citizens 


of every community they serve, those 

communities have a mighty important 

reason for wanting railroads to earn a 
living under private 
management. 


Can the railroads do that? 


they can. 


Of course 


W hat is needed for the railroads is such com- 
mon-sense treatment as this: Treat the rail- 
roads as a business. Give them reasonable freedom 
to “price” their only product — transportation 
service. Give them greater freedom to adjust 
rates to meet competitive situations; to adjust 
services to the demands of traffic; and to adjust 
expenses to the conditions of their business. And 
give them equality of treatment and opportunity 
— equality with all other forms of transportation 


in matters of regulation, taxation, subsidy and 
the like. 


In the interest of straight-thinking, 
railroad men have prepared a con- 
cise and clear-cut program for a 
public transportation policy. You'll 
find this whole program interesting. 
Send for your copy today. 


WASHINGTON, D.C. 
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